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BEAT COMPETITION . .. 
SHIP BY TRUCK... 


sup By KEESHIN 


FAST, DEPENDABLE MOTOR TRANSPORTATION 


Retailers recognize the extra advantage of 
speed and safety that “ship by truck” offers. 
Goods arrive faster—ready to sell—way ahead 
of competition. 





You can depend on Keeshin for fast, courteous 
service. You save time and money when you 
route “via Keeshin.” 











Call your local terminal for complete details 
about Keeshin operation. 
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KEESHIN FREIGHT LINES, INC. 


IN REORGANIZATION 
WILLIAM F. DROHAN e DANIEL D. CARMELL 








TRUSTEES 


TRAFFIC WORLD 


Management’s-eye-view of the 


Santa Fe 


*. 


View from fireman's seat inside cab of one of Santa Fe’s great fleet of Diesel locomotives. Engineer sits at right, 


Many of the fine things you are enjoying and are 
about to enjoy on the Santa Fe are the direct result 
of riding the line rather than riding an office chair. 

You can see more railroad from the cab of a 
locomotive than you can from a typewritten re- 
port. It all goes to prove that foresight is better 
than hindsight. 

That’s why you so often find the top executives 
of Santa Fe at the “head-end” of Santa Fe trains. 
They ride in front by desire and by design to see 
what lies ahead. 

The modern railroad executive, who has grown 
up with tracks and trains and who has spent a 
large part of his life in railroading, looks at a sec- 
tion of track not in terms of ties and rails but in 
terms of the possible improvements for better 
service to. shippers and passengers. 


SANTA FE SYSTEM LINES 
Serving the West and Southwest 


Coupling long experience with mature vision, he 
translates new ideas into action with immediate 
decision which is both practical and timely. 

This practical “Management’s-eye-view” has led 
to the straightening of curves, improved roadbeds, 
new bridges and many other things which pay off 
in terms of better service for both passengers and 
shippers. It has led also to improvements of design 
and handling in the locomotives themselves. 

From time to time during the next few months, 
Santa Fe will announce a number of new features 
improving its service and 
equipment. Watch for 
them. 
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Aviation’s Vital Ground Link 


TWO BIG REASONS why air travel 
is so safe and comfortable all the 
way are modern motor trucks and 
busses. No other industry is more 
conscious of quality engineering 
from a performance and safety 
standpoint .. . and none has given 
more universal acceptance to White 
Super Power Trucks and White 
Coaches. 

Since the first air mail was flown 
--. White Trucks have helped to 


build and maintain airports .. . they 
are a familiar sight on every flight, 
refueling planes, hauling mail, 
cargo, meals. And today’s larger 
passenger planes are calling into 
service increasing numbers of 
White 45-passenger coaches 
to provide trans- 
portation between 
airports and city 
terminals. 

The many trans- 


portation links which White pro- 
vides in aviation’s chain of needs 
have given rise to a saying among 
aviation men, which truck owners 
have known for many years... 
“White knows transportation from 
the ground up.” 


THE WHITE MOTOR COMPANY 
Cleveland, Ohio, U. S. A. 


THE WHITE MOTOR COMPANY 
OF CANADA, LIMITED 
Factory at Montreal 
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WHATEVER 
YOUR BUSINESS 
THERE’S A 
CHEVROLET 
TRUCK 
TO FIT YOUR 


HAULING 
NEEDS 


99 MODELS 
9 WHEELBASES 
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The only business that can’t profitably 
use a Chevrolet truck is a business that 
needs no truck at all—for Chevrolet's 
expanded line, which now comprises 
99 models on nine wheelbases, ranges 
from the beautifully styled Sedan 
Delivery to ruggedly massive models in 
the heavy-duty class. Newly added to 
the truck line are heavy-duty models 
of increased load capacity. ... Among 
Chevrolet’s 99 models on nine wheel- 
bases—some with the standard Thrift- 
Master engine, some with the high-torque 
Load-Master engine—there is a truck to 
fit your requirements. . . . Whether you 
use a standard type of body, a special- 
purpose body, or specialized mechani- 
cal equipment, there is a Chevrolet to 
serve your needs and save you money. 


CHEVROLET MOTOR DIVISION 
General Motors Corporation 


DETROIT 2, MICHIGAN 


PICK-UPS PANELS STAKES 
99 MODELS e 9 WHEELBASES e 


oan 


CAB-OVER-ENGINE 


Cumenl© 


_ Panel—Five Models on Four Wheelbases 


* 


Canopy Express—Three Models 
on Two Wheelbases 


ke—Fourteen Models on Five Wheelbases 


8 8B ee 


High Rack—Four Models on Two Wheelbases 


TRACTOR-TRUCKS AND CHASSIS FOR SPECIAL EQUIPMENT 


THE RIGHT TRUCKS FOR ALL TRADES 
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Whatever your hauling requirements, GMC’s 
wide range of models from % to 20 tons offers 
you the exact kind of trucks you need for 
your job. Postwar GMC tractors, pick-ups, 
stakes and platforms are the best GMCs ever 
built. They have engines of the same basic 
design as the famous GMC-built “Army 
Workhorse.” They boast heavier frames and 
axles, sturdier clutches and transmissions and 
bigger brakes, plus such prewar GMC 
advantages as Turbo-Top Pistons and Recir- 
culating Ball-Bearing Steering. GMCs are all- 
truck built. They’re built for your business. 


GASOLINE -DIESEL Www 


GRC TRUCK DIVISION - GENERAL ROTORS 
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perators — 


Call It - - - 


“the best truck tire on the road!” 


@ To make wartime truck tires perform 
like pre-war tires, General Tire Engineers 
developed the exclusive “Shock-Absorber” 
construction which has earned for the 
General Truck Tire the name with oper- 
ators of “the best truck tire on the road.” 


Special rubber compounding . . . a new cush- 
ioning use of rubber in the all-rayon carcass 
... heat dissipating, stress-relieving tread and 
shoulder ... and a non-separable tread-lock 
bond . . . blend ideally to give today’s Gen- 
eral Truck Tire cooler running ... lower inter- 


nal stresses—for more original miles—and a 
Shock-Absorber construction gives every part 


of the General Tire balanced reaction to ser- 
vice stresses ... stops shock concentrations... 
distributes heaviest shock or service loads 
‘uniformly ... puts more of the tire at work 
carrying the load af all times with less heat 
. «+ friction. 


better preserved carcass for more recap miles. 


Look to the General Truck Tire plus your 
General Tire Dealer’s “Mileage Dividend 
Package’”’ to deliver for you the lowest cost 


truck tire mileage in the business! 


GENERAL'S Cost-Saving MILEAGE DIVIDEND PACKAGE 


The Famous General 


‘With proved extra-mileage 
features that deliver more 
original miles ... and 
More recap miles. 


Tire Engineering 


Complete technical tire ser- 
vice — mounting, inspection, 
maintenance, repairing— 
standardized coast-to-coast. 


Kraft System Recapping 


Only method that Balances 
recaps for no shimmy... up 
to 25% more mileage with 
General Truck Tire rubber. 


TRUCK TIRE 


THE GENERAL TIRE & RUBBER COMPANY « AKRON, OHIO 


MORE original MILES - MORE recap MILES 
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Your story 
better be g00d, 


brother!” 


T.A.E.: “It is good, officer. I’m a Timken Axle 
engineer ...” 


Officer: “What’s that got to do with highballing 
this baby way above ceiling?” 


T.A.E.: “It’s like this, officer. I'm road-testing* 
a new Timken heavy-duty Two-Speed 
Axle to see just how much it will take— 
and brother, it'll take plenty!” 


Officer: ““Yeah—I know.” 


T.A.E.: “But you don’t know, officer. Why, you 
can drive this baby in low speed with- 
out it even working up a sweat!” 


Officer: “Yeah—and it does all right in high 
speed, too.” T.A.E.: “What’s more, the new Timken Power Brakes 
on this baby are a dream—and brake cham- 
bers are in a new protected location.” 


Officer: ‘““Now, there is some sense to that.” 


T.A.E.: “Say officer, in the interest of—er—better 
transportation, couldn’t you let us continue 
our test without .. . well, you know .. .” 


Officer: “Okay, boys! Away with you—before you 
talk me into giving you a police escort.” 


T.A.E.: “High and low axle gear ratios are just right. 
Just the proper ‘spread’ to meet the greatest 
number of operating conditions. What’s more, 
with the new Timken Easy Power Shift you 
can change axle ratios without clutching— 
and you don’t lose vehicle speed.” 


Officer: “You can say that again.” 


*—Jt’s true—Timken Azle 
engineers regularly get 
out on the road and check 
Timken equipment under 
actual operating conditions. 


TIMKEN 
AXLES 


Two-Speed Double-Reduction. Designed for hauling over 18,000 pounds at tires on ground THE TIMKEN-DETROIT AXLE CO., DETROIT 32, MICH. 
per axle, each offers these exclusive modern features: New hypoid-helical double-reduction WISCONSIN’AXLE DIVISION © OSHKOSH, WIS. 


New S & U-200 Single-Speed Double-Reduction Axle is a companion axle to new S & U-300 


drive . . . new differential with 9-16 tooth combination . . . new, stronger shaft design 
and stronger splines . . . new interjacent pinion shaft location . . . plus scores of others. 


Data on ALUMINUM housing, brake shoes and hubs on “S” Series for weight saving 
available upon request. : 


TIMKEN AXLE BRAKE DIVISION + DETROIT 32, MICH. 









Youw’ll meet “Highways” 
wherever you go 


LL over America, “on every U.S. 
highway,” Highway Trailers 
are setting new standards of com- 
mercial trailer values. In the new 
Highway “Freightmasters” and 
“Clippers,” trucking operators of 
long experience have discovered 
all the advantages they have always 
hoped to find combined in a single 
vehicle. 


For over a quarter of a century 
Highway trailer engineers have 
made it their business to know 
the requirements of motor trans- 


HIGH WAY 


port—requirements which have 
never before been so strict as now. 
That’s why Highway’s is a manu- 
facturing rather than an assem- 
bling operation. 

Easy handling — economy of op- 
eration—extra years of trouble- 
free performance in hard service 
—all these are among the benefits 
that go with every Highway Trail- 
er. Write today for free color 
booklets, and learn why it will 


pay you to “let your next trailers 
be Highways.” 


TRAILER COMPANY 


General Offices, Edgerton, Wisconsin 
Factories at: Edgerton, Wis., Stoughton, Wis., Farmingdale, L. I., N. Y. 


Commercial Truck Trailers - Earth Boring Machines 
Winches and other Public Utility Equipment 
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TRAILERS 


Every factor is a favorable 
factor for new factories! 


OWN HERE at the top of the 
Seuth—in the area between Rich- 
mond, Virginia, and Washington, D. C. 
—you il find a Jewel of Industrial Op- 


portunity for plant location or re-loca- 
tion. 


This Jewel has many facets of inter- 
est to business executives: Fast trans- 
portation to the chief markets, both 
North and Sov’ .ore space available 
for industriai operations, and there is 
plenty of room for expansion. Cheaper 
land; lower living costs; low taxes. A 
plentiful and abundant supply of cheap 
electricity and soft water. Mild climate 
the year ’round. And valuable human 
energy is conserved for productive use 
by the less hurried atmosphere of this 
section because workers’ homes are 
nearby. 


Yes, every factor is a favorable fac- 
tor for factories located “down where 
the South begins”, and a location here 
may conceivably be the big factor in 
future profits. 


Our great fleet of new fast locomo- 
tives, plus substantial additional track- 
age, acquired for our enormous war 
transportation job—and the operating 
experience gained—combines to assure 


the best in present and future Service. 


We know many strategic locations 
in this area and will provide you with 
complete and confidential service. 


JOHN B. MORDF’ '!, TRAFFIC MANAGER, 


~ “"TRGINIA 


BEGINS 


RICHMOND FREDERICKSBURG | 
ANO POTOMAC RAILROAD 
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Now, “Next-Door” Markets 


via 


American Airlines Hitfreight 


LOS ANGELES | Ps NTan ance). 


i — the speed, dependability and regularity of American 
Airlines Airfreight, hundreds of shippers are finding a new way to expand 
markets, gain new sources of supply and step up service to distributors, 
dealers and the public. By Airfreight, goods of infinite variety—including 
shoes, apparel, spare parts, baby chicks, jewelry—get to market faster. 
California melons reach tables in the East days fresher than formerly. 

Overnight from coast-to-coast, mere hours for shorter distances—American 
Airlines Airfreight delivers pounds or planeloads at new reduced rates that 
make this service more economical than ever. 

Where speed is your need, an American Airlines Airfreight expert can help 
you. Call your nearest American Airlines office for full information. 


AMERICAN AIRLINES 





ALCOHOL 


Clean, steel car. 6,000 to 10,000 gallon capacity. 


CAUSTIC SODA 


Heavily insulated steel car, with or without heater 
coils, 8,000 or 10,000 gallon capacity. Usually 


specially lined, 


FOR RENT 


TANK CARS 


Tank car transportation of i 
liquids in bulk, pioneered by 
General American has proved 
its versatility, its efficiency, 
its economy. 

The General American fleet 
comprises more than 37,000 
specialized tank cars... . 207 
different types of tank cars... 
designed for the safe and swift 
hauling of an almost infinite 
variety of liquids. 


General American’s strate- 
gically located offices, plants 
and repair shops keep these 
tank cars at your service, pro- 
vide you with precisely the 
type of tank cars you want, 
where you want them. 

If your problem is the trans- 
portation of liquids in bulk, let 
the nearest General American 
office help you. 


GENERAL AMERICAN TRANSPORTATION CORPORATION 


GENERAL OFFICE: 135 South La 


DISTRICT OFFICES 
New York Dallas 
St. Louis 
Buffalo 


Seattle 


Cleveland 
Houston Pittsburgh 
New Orleans 

Tulsa 


Los Angeles 


COCONUT OIL 


Clean steel car, with steam coils, usually 8,000 


gallon capacity. 


Salle Street * Chicago 90, Illinois 


M4 


GENERAL 
AMERICAN 
TRANSPORTATION 


CORPORATION 
cuscace 


TANNIC ACID 


Equipped with brass coils and interior lined with 
a resinous, plastic or asphaltic material. 


TURPENTINE 


Clean steel car; 6,000 to 8,000 gallon capacity 


——~ - ey 


FUEL OIL 


Steel car, steam coiled, 8,000 to 
capacity. 


MURIATIC ACID 


Car lined with = or synthetic rubber; 8,00 
10, 


000 gallon capacity. 


GASOLINE 


Clean car, 6,000 to 12,500 gallons; single or! 


tiple compartment 


MOLASSES 


12,500 


Steam coiled car with heavy capacity trucks; 


gallon capacity. 
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CORN OIL 


; Clean, steam coiled car. 
1 Capacity. 


PROPANE 
wily constructed car, welded and insulated. 


itto withstand internal pressures to 300 pounds, 
Capacity 10,000 to 11,000 gallons. 


ACETIC ACID 
minum Car, 8,000 or 10,000 gallon capacity. 


D 


rubber; 8,00 
ity. 


ASPHALT OR TAR 


vily steam coiled car; with 2 or more inches of 
ation; steam jacketed outlet; 8,000 to 10,000 
gallon capacity. 


1s; single or! 
it 


TUNG OIL 


M coiled steel car, usually of 8,000 gallon 


‘ ‘4 
acity trucks capacity. 


£ 


CHLORINE 


Insulated, welded car; built to withstand pressure 
up to 500 pounds; 15 or 30 ton capacity. 


CORN SYRUP UNMIXED 


Clean, steam coiled with heavy truck capacity. 
Usually lined with aluminum paint. 


LINSEED OIL 


Steel car equipped with steam coils; single or mul- 
tiple compartment, usually 8,000 gallon capacity. 


LARD 


Clean steam coiled car, usually of 8,000 gallon 
capacity 


SULPHURIC ACID 


Heavily constructed steel car with heavy truck 
capacity. Equipped to unload through dome. 


COTTONSEED OIL 


Clean, steam coiled car of 8,000 gallon capacity. 


LUBRICATING OIL 


Steel car, with steam coils, single or multiple com- 
partment; usually 8,000 gallon capacity. 


BENZOL 


Clean car, with steam coils; 8,000 to 12,500 gallon 
capacity. 


WINE 


Insulated car with one to six compartments. In- 
terior coated to preserve quality. 


FISH OIL 


Steel car with steam coils. 
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Fine soap is safely 
shipped by Utility-Loader 


The EVANS UTILITY-LOADER 


@ CUTS DAMAGE 98% 
@ PERMITS THE LOADING OF 30% TO 200% MORE GOODS 
@ ELIMINATES DUNNAGE 
@ REDUCES CRATING Se pea 


Manual 


@ IS IDEAL FOR LCL 


@ EVANS 


PRODUCTS COMPANY 
DETROIT 27, MICHIGAN 


*T. M, Reg. U. S. Pat. Off, 


a] 
*AUTO-LOADER ® *UTILITY-LOADER © *AUTO-RAILER © HOME HEATERS ® WATER HEATERS ® BUS AND TRUCK HEATERS ® MOLDED PLYWOOD 
SKY PRODUCTS © VENETIAN BLIND SLATS © BATTERY SEPARATORS ® LOADING PALLETS © AIRFOIL FANS © *THERMO-CONTROL FANS 
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Despite the fact that labor troubles and scarcities 

of essential materials have as yet not permitted 
the promised flood of new passenger automobiles to 
get beyond the trickle stage, the potency of the family 
and business car as competitors of the common carrier 
for passenger business has already reached consider- 
able proportions. 

We base the statement not so much on what the 
declining figures show—although they, too, are signifi- 
cant—as on personal observation. The highways these 
fine summer Sundays are beginning to reassume that 
old pre-war look. Many of our friends and coworkers, 
this year, tuned up the old bus and spent their vaca- 
tions on the highways—and seemed, by the way, to 
get a great deal of fun out of it. When those millions 
of new automobiles replace the well-worn models now 
in use, and fill again the vacant spaces in home garages, 
something like the pre-war dire effect on railroad 
passenger traffic of the privately owned automobile 
will again be felt, unless something is done about it 
promptly. 

A lot has been said and printed about plans for 
de luxe railroad passenger equipment that is on the 
way. Some experimental passenger cars have been 
produced. There have been discussions about levels of 
post-war passenger fares, although, with the war a 
year in the past, nothing concrete has as yet emerged. 
Airlines and railroads are eyeing each other suspicious- 
ly, and are checking carefully the advantages peculiar 
to each for use in advertising and promotion. 

We have had occasion several times recently to. 
use both of those passenger common carriers. In the 
case of neither has the experience been such as to 
reduce our anticipation, sometime in the near future, 
to get behind the wheel of a new, comfortable, reliable 
automobile and go somewhere far away. 

In a recent editorial we pointed out some of the 
things the airlines have still to learn to make their 
Services attractive to the prospective passenger. Now 
we would like to throw out a few suggestions the rail- 
roads may adopt if they are serious in their desire to 
hold their passenger traffic to something like a profit- 
able level. 

We are not now writing about new equipment and 
faster schedules, both of which will require considerable 
Investment in cars, locomotives, and improved rights 
of way. We are thinking about some of the things that 
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Inexpensive Passenger Improvements 
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may be done, at no, or relatively low expense to capi- 
talize on what are the inherent advantages of railroad 
travel over that offered by the airlines or the private 
automobile. 

In the first place, railroad passenger men-say, the 
railroad is a pleasanter way to travel than the airline, 
because the traveler has a “ground view” of the country 
through which he travels. This we believe to be a very 
great advantage, indeed. For the most part, the trav- 
eler in a modern airplane, unless he has the good for- 
tune to get a window seat at the very front or rear of 
the fuselage, sees nothing but the sky above and the 
wingtop below, and even his more fortunate traveling 
fellow sees only a flat tapestry moving below at what 
seems to be a relatively slow pace. 


HESE BEING THE FACTS, the cause for question 

is why the railroads do nothing to let their passengers 
know where they are and what they are seeing. Aboard 
the rail passenger car, one whizzes through the country- 
side, through towns and villages, without ever knowing 
where one is, unless one is a gifted interpreter of time 
tables and the train is exactly on time. It takes fairly 
close observation to discover the identity of even a 
fairly large town or city through which the train 
passes. Unless the traveler is able to spot a passing 
bank, hotel or water tower which bears the city’s name, 
he is likely to be through it wondering where he has 
been. At each end of the station, it is true, there is a 
sign bearing its name, but the station is usually on the 
opposite side of the car from that on which the traveler 
is sitting and, besides, it goes past so fast that some- 
thing more than a craned neck is necessary to read it. 
Besides, as things are conducted in this day, the window 
is likely to be so covered with a coating of grease and 
dust that even the countryside appears as little more 
than an out-of-focus blur. One wonders whether the 
development of such things as vista-dome cars, with 
glass overhead as well as at the sides, may merely mean 
that there will be more windows through which the 
travelers can not see anything. 

Would especial attention to clean windows cost 
the railroads much? Would it be a great expense to put 
in the envelope with each ticket bought a little card 
bearing the schedule of only that train on which the 
purchaser is traveling with, perhaps, a few notes on the 
back, pointing out things of special interest he is to 


6-Year Experience With Stainless Steel Trailers So 


Successful Norwalk Plans to Convert Entire Fleet 


NORWALK TRUCK LINE, one of the nation’s 
largest and most successful operators, bought their 
first two Fruehauf Stainless Steel Trailers in May, 
1940. Between then and 1941, when the war stopped 
production of Stainless Steel, Norwalk added 150 
more to their fleet. All of these 152 Fruehauf Trailers 
are still in operation. 


Here, in the words of John F. Ernsthausen, Presi- 
dent, are the reasons why Norwalk recently ordered 
100 more Stainless Steel Fruehauts: 


1. GREATER LOAD CAPACITY “We estimate payload 
capacity at about 1500 pounds more than conven- 
tional Vans of the same size. And, even if a Trailer 
isn’t fully loaded, we’re still hauling a lot less dead- 
weight around.” 


2. LOW MAINTENANCE COSTS “After 5 years of con- 
stant service, with about 400,000 miles on each 
Trailer, costs for body maintenance, exclusive of 
floors, were less than $100 per Trailer in 1945. And 
handling an average of 6,000 shipments a day as we 
do, our Trailers really get hard usage, with many 
short hauls and a lot of pick-up and delivery work.” 


3. REDUCED FIRE HAZARD “The nearest we have 
come to losing one of our Trailers was when an 
accident resulted in the spraying of burning gasoline 
under the Trailer. The fire burned from the floor up 
for several hours—a blaze that would have meant a 
total loss with an ordinary unit. The Stainless Steel 
Trailer was re-built by the Fruehauf Cleveland 
Branch and was back on the road in a short time 
... good as ever.” 


TRAFFIC WORLD 


JOHN F. ERNSTHAUSEN 
President, 
Norwalk Truck Line 
CHARLES W. HOKE 


Vice President, 
Norwalk Truck Line 


Recent photograph of 
old “365”, first Stain- 
less Steel Fruehauf in- 
stalled by Norwalk in 
1940, shows its excel- 
lent condition after 6 
years’ wartime service. 


4. STRUCTURAL ADVANTAGES “When we first 
bought them, I used to hope that if an accident 
occurred, it wouldn’t be a Stainless Steel job. Now 
it’s just the other way around! In the event of an 
upset, the wrecker usually just sets the Trailer back 
on its wheels, with little or no damage to cargo 
or equipment.” 


5. LONGER LIFE, BETTER APPEARANCE “Now in 
their-6th year, these Trailers have required no major 
rebuilding. Despite abnormal wartime operating con- 
ditions, they still look like new. Here is a photograph 
of our first Stainless Steel, taken just the other day. 
The picture, we believe, speaks for itself!” 


Reasons like these explain why production of new 
Fruehauf Stainless Steel Trailers is being tremen- 
dously expanded. 


If you aren’t acquainted with the cost-cutting ad- 
vantages, call in a Fruehauf man and let him show 
you in exact figures the savings Stainless Steel 
Trailers will make possible in your operation. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. + DETROIT 32 


8 Factories —62 Factory Service Branches 
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pass? We think not. But of such small things may 
be built a promotion campaign for railroad passengers 
on the Jmaporteast advantage of “seeing where you are 
going.” 

Here is a second suggestion: Few things connected 
with railroad traveling are so great a source of annoy- 
ance these days as the wearisome waits for dining 
car space and the bad service afforded when the trav- 
eler has, at length, been grudgingly awarded a place 
to sit. We know that much of the tiresome standing 
in vestibules comes from the fact that passengers have 
a habit of all wanting to get at once into a car that has 
only a fraction of the capacity of the train. 

That is something, however, that could be cured, 
we believe, at no expense whatever, by assignment of 
seats and dining times to passengers in advance. If it 
is determined that those who wish to dine on the train 
will fill the diner thrice, why not give those so signify- 
ing a slip with a table and seat number and the time 
he is to appear for his meal? 

Such systems work well at American plan hotels, 
and, we are told, actually simplify the work of the 
cooks and waiters. If, say, luncheon were served at 
twelve, twelve-thirty and one, the first “shift” could 
be finished and out of the way, the tables cleared and 
set for the next in one operation. For dinner, perhaps, 
a longer time would be needed, but the patrons of the 
dining car surely would gladly cooperate in such a 
system knowing that the result would be added con- 
venience and comfort. 


UCH A PLAN would have an important secondary re- 
sult on long journeys, transcontinentally, for in- 
stance, in easing the social burden on the riders. Many 
habitual train travelers have regretted the passing of 
the old, comfortable smoking room in pullman cars, and 
the substitution of the glamorous modern club cars. 
In the former, the group came into close contact and 
the memory of long discussions and arguments lingers 
with veteran travelers. In the club car, distances are 
such that only the hardy and aggressive seek oppor- 
tunity to strike acquaintanceships. 

Picture, for a moment, a passenger on a trans- 
continental train going, for the first time, into the 
diner, and taking his assigned seat at a table for four. 
Courtesy would demand that he make himself ac- 
quainted with the trio with whom he is to eat for the 
next several meals. Even so slight a breach in the 
social barrier promises relief from the infinite boredom 
of a couple of days en route with a lot of people, but 
never a friendly word. 

Finally, there is the suggestion that the railroads 
abandon their strange reluctance to keep passengers 
informed about what is going on to the train in which 
they are riding. Have you ever wakened with a 
Start, the sun high, to wonder whether or not the 
porter had forgotten to call you and whether or not 
you were within minutes of your destination, only to 
find on arising that the train was an hour late? Reluc- 





- ous reason, must stand motionless on the prairie, or 
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tantly the porter tells you that “we are couple of 
minutes behind time.” 

Trains these days normally run so great a per- 
centage on time that they ought not to be reluctant 
to let the passengers know all about it on those rare 
occasions when they are delayed. Why wouldn’t it be 
a good thing to place a little frame, under the one now 
carried at the end of the car bearing the porter’s name, 
with the legend: “This train is running on time,” or 
“This train is a half-hour late,” as the case might be? 
The first would be there so often that, despite an occa- 
sional display of the second, passengers generally would 
be more impressed with the general good performance 
than the occasional failure. 

And then, also, when the train, for some mysteri- 





































chug impotently at some small station, why wouldn’t ‘it 
be a good thing to allay the impatience of the passen- 
gers by making it the business of all the trainmen to 
announce the cause of the delay? Almost always it is 
justified. The passenger who knows the reason will 
understand and sympathize. He who doesn’t is more 
likely to say to himself—and to those around him-—- 
that he should have obeyed his first impulse and have 
gone by airplane or have driven his own car. 

Let’s have those fine new cars, by all means; and 
let’s see some speeding up of schedules. Railroad man- 
agement, however, in its apprehension over the coming 
intensification of competition for passenger traffic 
ought to spend some time thinking about these little 
things—and ought to do something about them now. 


Rail Reorganization Bill “Killed” 
by President Truman 


In “memorandum of disapproval” President said bill 
would not accomplish purpose for which it was in- 
tended. Says grossly excessive interest rates waste 
funds of debtor railroads. Bill failed to correct many. 
reorganization evils, said he 


The White House the night of August 13 made public a 
“memorandum of disapproval’—a statement from President 
Truman announcing he was withholding his approval of S. 1253, 
the compromise rail reorganization bill enacted July 31 by Con- 
gress just before adjournment August 2 (see Traffic World, 
Aug. 3, p. 338). 

The bill thus was “killed” by the President by means of 
what is referred to as a “pocket veto” since Congress was in 
adjournment when the President acted and could not act on the 
refusal of the President to sign the bill and make it a law. 
The President suggested that the next Congress could pass “a 
bill which would meet the stated objections .. .” 


The text of the President’s memorandum follows: 


I am withholding my approval of S. 1253, entitled ‘‘An act to enable 
debtor railroad corporations, whose properties during a period of seven 
years have provided sufficient earnings to pay fixed charges, to effect 
a readjustment of their financial structures; to alter or modify their 
financial obligations; and for other purposes.”’ 

Even though I am familiar with the deficiencies and inequities and 
the evils that exist under Section 77 of the present bankruptcy act, I 
fear that this new bill would not accomplish the purpose for which it 
was intended. 

The bill contains two sections, the first of which contemplates the 
prevention of bankruptcy proceedings where practicable; the second 
contemplates the reorganization of certain railroad carriers by the insti- 
tution of proceedings under Section 1 of the bill for readjustment of 
their financial affairs. 

Objections which I have to the bill include the following: 

The bill fails to direct specifically the immediate reduction of the 
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grossly excessive interest rates now wasting the funds of the railroads 
in Section 77 proceedings. Millions of dollars per year can be saved 
at once for each of the railroads in Section 77 proceedings, by reducing 
the interest rates on their bonds and other debt down to the level of 
the interest rates paid by railroads not in Section 77 proceedings. I 
reiterate a statement which I made in my message to Congress on the 
state of the union, which is as follows: ‘‘Low interest rates will be an 
important force in promoting the full production and full employment 
in the post-war period for which we are all striving.”’ 

The bill does not adequately cure the evil, present in reorganizations 
under Section 77, of permitting improper control of railroads after their 
reorganization. : 

The bill fails to provide full protection against forfeiture of securi- 
ties and investments. 

The level of fees and expenses in reorganization cases under Section 
77 has been excessive. This is not corrected in this bill. Affirmative 
| provisions to curb this evil and to bring it under strict control should 
be included in any bill which may be enacted. 

The bill excludes from its benefits certain railroads which should 
be brought within its provisions if it is to become law. In this regard 
it appears that the fifty million dollar limitation in Section 2 of the 
bill would exclude some railroads for whose exclusion there appears to 
be no logical justification. 

This bill fails to correct a serious abuse which I condemned in the 
course of the Senate railroad investigation. I refer to the abuse of 
diverting, under cover of a reorganization plan, the funds of a railroad 
for the purchase of its own stocks in the market. 

* On the other hand, the bill does incorporate principles for which I 
was one of the sponsors in the Senate. I commend particularly the 
emphasis which the bill places on the principle that reorganizations must 
give primary consideration to the public interest, and to the best inter- 
ests of the railroads which are being reorganized. 

This requires among other things that reorganizations shall place 
control of railroads in persons primarily concerned with transportation 
for the communities served and for the nation as a whole, without any 
strings direct or indirect, conditional or otherwise, to institutions or 
others in distant financial centers. 

Such regard for the public interest will also help the stockholders, 
whether they be railroad employees who have invested in the stocks of 
the companies for which they work, or ordinary investors, desirous of 
safeguarding their investment, but not of helping any interest to capture 
control of their railroad. These stockholders, whom the bill justly seeks 
to protect against forfeiture, can and should get such protection, but 
without enabling any financial interest to use such legislation to acquire 
control. 

By withholding my signature to this bill I do not intend to indicate 
that I favor the pending reorganization plans. I am in agreement with 
those objectives of the bill which prevent undesirable control of the 
railroads, either immediately or within a few years, and which prevent 
forfeitures of securities. 

I believe that the next Congress can pass a bill which will meet the 
stated objections and which will be in the best interests of the public, 
the railroads, the bondholders and other creditors, and the stockholders. 
































Truman Approves Maritime Bills 


A number of bills relating directly or indirectly to shipping 
was signed by President Truman after the adjournment of Con- 
gress August 2. They are: 










H. R. 7037, social security act amendments, including coverage of 
seamen. 

H. R. 3973, reemployment in peacetime occupations of persons who 
served in merchant marine. 

H. R. 6148, relieving passenger vessels operating between U. S. and 
Canadian ports on Great Lakes of filing passenger lists with customs 
collector. 

H. R. 6263, authorizing inclusion, of periods of education and train- 
ing in merchant marine school of Army Transportation Corps as ‘‘service 
in merchant marine,’’ to make trainees eligible for seamen’s benefits. 

H. R. 6488, for issuance of devices in recognition of service of 
merchant sailors. 

H. R. 6408, authorizing Maritime Commission and War Shipping 
Administration to make available certain surplus property to state 
maritime academies. 

H. R. 4842, preference for veterans in acquiring small vessels. 

H. R. 6030, amends civil aeronautics act to improve international 
collaboration on weather forecasts. 

H. R. 5380, authorizes the degree of Bachelor of Science for gradu- 
ating cadets of* United States Merchant Marine Academy. 

























Five-Cent Air Mail 
Affords Many Reductions 


President Truman, August 14, signed H. R. 5560, the bill 
reducing the first class air mail postage rate from 8 to 5 cents 
an ounce (see Traffic World, Aug. 10, p. 416). The law is effec- 
tive October 1. 

The President signed the bill in the presence of Senators 
McKellar, of Tennessee; Chavez, of New Mexico, and Hayden, 
of Arizona; Representatives George O’Brien, of Michigan; 
Butler, of New York; McKenzie, of Louisiana; Postmaster Gen- 
eral Hannegan, and aviation industry officials. 
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Postmaster General Hannegan, in a statement issued after 
the bill was signed, pointed out that the new rate of 5 cents 
was applicable to all United States territory wherever located 
“and involves reductions from rates now running as high as 
90 cents an ounce.” The 5-cent rate also will apply between 
all U. S. territory and members of the Armed Forces as against 
the present rate of 6 cents a half ounce. The 5-cent rate also 
will apply to civilian personnel authorized to receive mail 
through Army or Navy post offices. 

The Post Office Department cited examples to illustrate 
the effect of the new 5-cent U. S. flag rate. The present air 
mail postage between the U. S. mainland and the Canal Zone 
is 10 cents a half ounce; Canton Island, 25 cents; Guam, 35 
cents; Hawaii, 15 cents. Existing air mail postage between 
Puerto Rico and Guam is 43 cents a half ounce and between 
Guam and the Canal Zone it is 45 cents a half ounce. 

“The Post Office Department anticipates that the reduced 
domestic rate will bring an unprecedented air mail volume,” 
said the Postmaster General. ‘‘An active promotion of air mail 
is planned.” 


Purchasers and Storekeepers Division 
of A. A. R. Meets at Chicago 


The Purchasers and Storekeepers division of the Operation 
and Maintenance Department, Association of American Rail- 
roads, held its twentieth annual meeting, August 8 and 9, at 
the Palmer House, Chicago. It was the first such meeting to 
be held in five years, the department having discontinued its 
annual gatherings during the war. 

In addition to reports from committee chairmen, addresses 
were presented by D. V. Fraser, president, Missouri-Kansas- 
Texas Lines; Clark Hungerford, vice-president, operations and 
maintenance department, Association of American Railroads; 
Robert S. Henry, assistant to president, A. A. R.; and Robert L: 
Glenn, director of the division of manpower and materials of 
the’ Office of Defense Transportation. 

Mr. Fraser urged the purchasing and stores departments 
of the carriers to seek acceptable substitutes when standards 
are unobtainable, and to investigate the possibility of adapting 
to railroad use the new light metals, magnesium, plastics, fab- 
rics and preservation coatings. He said that for many years 
to come the railroads would spend at the rate of $4,000,000 
daily for fuel and materials and supplies. 

Mr. Hungerford told the 500 assembled purchasing agents 
and storekeepers in attendance that the outlook for the “smooth 
and even working of the railroads is not too encouraging.” 

Speaking of the critical box car situation, he said that any 
delay in maintaining cars, no matter how brief, “can be one 
of the most disrupting influences in the operation of a railroad. 
Lack of materials means readjustment of schedules which is 
both expensive and time consuming. Because of mounting 
costs, the railroads must be run with greater efficiency than 
ever before.” 

Affects of Veterans Housing 


Mr. Glenn stated that the material situation, upon which 
the repair and construction of needed freight cars depends, is 
more critical now than at any time during the war. “The vet- 
erans housing program is practically breaking down the general 
economy of the country as far as materials are concerned,” he 
said. ‘Priorities being granted to the veterans’ program often 
means taking materials from industrial life.” 

Asserting that an item of particular concern is steel and 
steel castings, Mr. Glenn said that the O. D. T. “can and will 
help any railroad in securing a directive from their steel mill 
for the material that they are short and need.” 

New Officers Elected 

Two new officers were elected at this meeting. C. H. Mur- 

rin, general storekeeper, Louisville & Nashville Co., was elected 


general chairman, and F. S. Austin, general purchasing agent, 
New York Central System, was elected vice-president. 







KATY OPENS NEW RIVER CROSSING 


A new river crossing for main line traffic, on the North 
Canadian river, at Posey Hole, Okla., was opened recently by 
the Missouri-Kansas-Texas Railroad. One of the largest pro)- 
ects of its type in the southwest, stretching for two miles across 
the river bottom and main channel, the crossing was completed 
at a cost of more than half a million dollars, the company said. 
Frequent floods have repeatedly halted traffic and at times cal- 
ried away trestles constructed by the railroad, it said. Every 
thing possible to eliminate future trouble at this spot has bee? 
done, said D. V. Fraser, president, adding that the raising ° 
the fill would place the track level well above the crest of the 
1945 flood, highest on record. 
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Key Point Condition Modified 
in Rock Island Motor Case 


Prior findings affirmed with respect to four out of five 
conditions. Condition 3 modified by eliminating Fair- 
bury and Lincoln, Neb., as intermediate key points, 
leaving Omaha-Council Bluffs and Belleville, Kan., as 
Key points 



























































On reconsideration the Commission, by a report and order 
in MC 29130, Sub. No. 39, Rock Island Motor Transit Co. 
Extension—Points Between Omaha and Belleville, has affirmed 
the findings in the prior report of division 5, 44 M. C. C. 430, 
except in respect of condition 3 of that report, which it has 
modified to eliminate two intermediate key points in addition 
to Omaha, Neb., and Belleville, Kan. , 

Rock Island Motor Transit Co., wholly owned subsidiary 
of the Chicago, Rock Island & Pacific Railway Co., in the 
prior report, was granted a certificate to transport general 
commodities, with exceptions, serving 23 specified points as 
intermediate or off-route points in connection with its presently 
authorized regular-route operations over U. S. highways 6 and 
71, Nebraska highway 3, and U. S. highways 81 and 36, between 
Omaha, Neb., and Smith Center Kan., subject to five conditions. 

The Commission said it reopened the proceeding on the 
motor line’s contention that imposition of the five conditions 
was contrary to law and evidence and its request that they 
be eliminated. 

Condition 3 of the prior report, said the Commission, was 
the key-point condition that provided that “No shipments shall 
be transported by applicant between any of the following points, 
or through or to or from more than one of said points: Omaha, 
Lincoln, Fairbury, Nebr., and Belleville, Kan.” 

By its petition, said the Commission, the Rock Island motor 
subsidiary asserted that observance of these key points would 
cancel any savings in time in transit to the public and nullify 
any possible operating efficiencies to the Rock Island railway 
since the latter would be required to continue the use of 
merchandise cars on the Omaha-Belleville rail line. 

Observing that the distance between Omaha and Belleville 
“appears to be roughly 170 miles,” the Commission said: 


We think that the naming of two intermediate key points in addi- 
tion to Omaha and Belleville was unnecessarily restrictive. Fairbury 
should be eliminated and we think that Lincoln may also, though, 
having in mind its size and importance, it seems unquestionable that 
all westbound Omaha-Belleville merchandise trains must stop there thus 
making it a logical rail-motor transfer point for shipments moving to 
or from smaller way-points. 


_ The Commission cited the report in MC F-1932, Rock 
Island Motor Transit Co.—Purchase—Corpier, 39 M. C. C. 561, 
that covered also MC F-2069, Rock Island Transit Co.—Pur- 
chase—Hearn and Lucke. In that report, it said, division 4, 
discussing the acquisition by Rock Island Motor Transit of 
motor-carrier rights, among others, between Belleville and 
Goodman, Kan., said: “The railroad operates almost daily 
a merchandise car from Omaha (Council Bluffs, Ia., being the 
division point), to Belleville, and peddler cars between that 
Point and Goodland.” 


Belleville a Proper Key Point 


It was thus apparent, said the commission, that Belleville, 
4 normal stopping point for merchandise trains located more 
than 150 miles from Omaha, was a proper key point in con- 
nection with the operations involved in the instant proceeding. 

Condition 3, as imposed in the prior report, was modified 
to name only Omaha, Neb.-Council Bluffs, Ia. (considered as 
one) and Belleville, Kan. as key points. It said the route 
beyond Belleville was subject to a restriction naming Phillips- 
urg and Goodman as key points. 

Commissioner Lee said he concurred in the majority find- 
Ings except that he would not impose condition 3. Commissioner 


atterson, concurring in part, said he agreed with the majority © 


that the grant of authority should be limited to service auxiliary 
to and supplemental of rail service. In order to accomplish 
this, he said, it was his view that Fairbury, Neb., should be 
added as an additional key point and thereby prohibit through 




















motor-carrier service for a distance of approximately 170 miles. 
Commissioner Miller noted a dissent in part and Commissioner 
Rogers a dissent. 

The Rock Island Motor Transit Co., said the Commission, 
sought authority to perform two distinct types of service at 
the 23 additional points covered by the application. It said one 
type involved shipments on rail billing that moved at rail rates 
in “substituted service” or “coordinated service.” This type of 
service, it said, was auxiliary to, or supplemental of, the rail 
service of the Rock Island railway and was authorized in the 
prior report. The other type of service, it said, involved ship- 
ments on motor-carrier billing that moved at all-motor rates in 
“fndependent, all-motor service,” without regard to the rail- 
way’s operations. It said this type of service was essentially 
the same as that performed by independent motor common 
carriers, was competitive in their own field with such carriers, 
and authority therefor was denied in the prior report. 


Conditions 1 and 5 Discussed 


As imposed in the prior report, said the Commission, con- 
dition 1 provided that the service to be performed by the transit 
company should be limited to service that was auxiliary to, or 
supplemental of, rail service of the railway, and condition 5 
reserved in the Commission the power to impose such further 
specific conditions as might be found necessary to restrict the 
applicant to such type of service. It said the applicant ad- 
dressed its arguments to condition 1 and submitted that they 
also applied to condition 5 since that condition was a repetition 
of the same concept as condition 1. 

The Commission said that clearly condition 1 attached to 
the grant of authority in the prior report was intended as one 
definitely limiting the type of service that might be given and 
not merely the territory that might be served. It recalled that 
subsequent to the filing of the applicant’s petition in the in- 
stant proceeding, it reopened certain other of its applications 
to determine what conditions or restrictions, if any, should be 
imposed to insure that the transit company’s motor-carrier 
service was limited to service that was auxiliary to, or supple- 
mental of, rail service. It said the report in MC F-445, Rock 
Island Motor Transit Co.—Purchase—White Line Motor 
Freight Co., Inc., et al., and related cases answered many of 
the contentions raised by the transit company in its petition. 

“Specifically,” said the Commission, “the use of the lan- 
guage ‘auxiliary to and supplemental of’ to define and limit the 
approved type of service, whether authorized under section 
207 or by purchase, was construed to limit the character of the 
service that might be rendered and not merely the territorial 
or geographic scope of the service.” 

e Commission said the testimony of many shippers dis- 
satisfied-with the existing motor-carrier service because of its 
irregularity and the necessity of a transfer at Omaha on ship- 
ments moving from and to points east of that point, was given 
in the belief that the motor subsidiary’s proposed all-motor 
service would be available for transportation of shipments en- 
tirely by motor-vehicle from distant points on its system such 
as Minneapolis and Chicago. 

“Such long-haul all-motor service by a rail-affiliated ap- 
plicant,” said the Commission, “would clearly inject the rail- 
way into the motor-carrier field to an extent so inconsistent 
with the present purpose of the act, as reviewed in the White 
Line case, as to preclude our approval except possibly under 
very special circumstances not here present.” 

The Commission said that even if it disregarded the mis- 
taken premise underlying the shippers’ testimony, the evidence 
did not establish any real need for the motor transit company’s 
proposed all-motor service between the 23 additional points, on 
the one hand, and distant points, particularly those east of 
Omaha, on the other. 





Conditions 2 and 4 


“In our opinion,” continued the Commission, “applicant 
has failed to show a public need for the unlimited service 
which would justify the elimination of condition 1 attached to 
the prior grant. We conclude that conditions 1 and 5 should 
not be modified herein.” 

With respect to conditions 2 and 4, the Commission said: 


Condition 2. This condition provides that ‘‘Applicant shall not 
render service from or to, or interchange traffic at any point other than 
as a station on the lines of the railway.’’ Since all of the 23 points 
are stations on the lines of the railway, applicant argues that this con- 
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dition represents an excess of caution and should be eliminated as 
surplusage. Since the 23 points specifically named in the prior report 
as the points which applicant may serve are all points on the railway, 
the elimination of concition 2 will in no way enlarge applicant’s oper- 
ating right. Its imposition tends to simplify the consideration of suc- 
cessively granted certificates and also finds some justification in the 
confusion now surrounding applicant’s operations. 

Condition 4. This condition provides that ‘‘All contractual arrange- 
ments between applicant and the railway shall be reported to us and 
shall be subject to revision, if and as we find it necessary in order that 
such arrangements shall be fair and equitable to the parties.’’ Appli- 
cant has no serious objection to this condition but objects to it as a 
matter of consistency. It feels that it should be treated the same as any 
other motor carrier under the act. Applicant, however, is controlled 
by_a railroad and we must observe special precautions in dealing with 
| a railroad applicant in order to effectuate the national transportation 
policy. Condition 4 is necessary to this end and, therefore, should not 
be eliminated. 


Coal Rates Found Reasonable 
in Two Suspension Cases 


Evidence found not to warrant recognition as a maxi- 
mum, of export and bunker coal rates lower than those 
proposed in proceedings involving movements from 
Illinois groups and Alabama to gulf ports. Suspension 
orders vacated effective August 26: proceedings dis- 
continued 


The Commission, division 3, in two concurrently decided 
proceedings, has found proposed rates on bituminous coal just 
' and reasonable, and effective August 26, has vacated the orders 
of suspension and discontinued the proceedings. The reports 
and orders were in I. and S. No. 5365, Bituminous Coal—Ill. & 
Ky. to Gulf Ports, and I. and S. No, 5372, Bituminous Coal, 
Mishenin to Gulf Ports. 

In I. and S. No. 5365, said the division, the respondent rail 
carriers, by schedules filed to become effective September 30, 
1945, and later, proposed changes in rates on bituminous coal, 
in carloads, from origins in southern Illinois, Indiana, western 
Kentucky and from origins in the Belleville and Springfield, Il., 
groups to the gulf ports of New Orleans, La., Gulfport, Miss., 
Mobile, Ala., and Pensacola, Fla.; when for export or for bunk- 
erage on seagoing vessels. 

The division said that in lieu of the existing rates on such 
traffic from origins in southern Illinois, and in the so-called 
Belleville groups and from points in western Kentucky, it was 
proposed to substitute domestic rates on this traffic in almost 
all instances which would result in increases. It said that for 
application on like traffic from mines in Indiana, or coal-shipping 
' points in that state embraced within the Brazil-Clinton, Linton- 
' Sullivan and Princeton groups, the respondent railroads pro- 
posed to establish rates that would constitute reductions as no 
through rates from certain mines in those Indiana groups to 
the aforementioned gulf ports had theretofore been published 
for specific application on this traffic. The proposed schedules, 
it said, had been suspended until April 30, and the respondents 
had voluntarily postponed the effective date of their tariffs un- 
til disposition of the instant proceeding. 

The division said the rates were established to develop busi- 
ness for the coal operators and for the railroads and mainly 
to meet fuel-oil competition, that is, to deter additional vessels, 
which docked at these gulf ports, from converting from coal to 
fuel oil for powering the vessels. It said there appeared no 
reason why rates to the same ports on coal for exports should 
be different from rates on coal for bunkerage purposes. The 
respondents, it said, did not subject the rates to authorized 
general increases, except that 6 cents a ton was added in 1933 
to the lowest of the rates but not to all. It was not until De- 
cember, 1943, said the division, that a substantial movement 
developed under these rates. 

At Gulfport, said the division, there were no facilities for 
handling of bunker coal or coal for export. It added, however, 
that to the extent that the rates were published thereto, they 
were the same as rates to New Orleans, both present and pro- 
posed. It said that because of inadequate facilities at New Or- 
leans for the handling of bunker coal or coal for export, use of 
tipples being necessary, there had been comparatively little 
movement of coal for export through that port, and only a 
negligible movement of coal for bunker purposes to any of the 
four ports. It said that shippers, chiefly government agencies 
that had protested the proposed increases, had coal shipments 
exported through the ports of Mobile and Pensacola. 

The proposed rate increases, according to a compilation 
in the report, for example, ranged from an increase from 216 
cents a ton of 2,000 pounds to 285 cents from southern Illinois 
to New Orleans, to an increase of from 265 cents to 300 cents 
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from the Belleville group to Mobile and Pensacola. Said the 
division: 

We may prescribe export rates that are lower than reasonable 
domestic rates when such lower rates are warranted. The facts in the 
instant proceeding, as in the proceeding concerning increased rates 
from Alabama mines, do not warrant recognition as a maximum, of 
export rates that are lower than those proposed. Protestants’ evidence 
is not sufficient as an indication that increased rates as proposed for 
export and bunkerage coal would subject protesting shippers to undue 
prejudice or would have an effect upon the movement of coal that 
justifies disapproval of these rates. Respondents have shown that the 
rates proposed do not exceed the maximum of reasonableness. 


Alabama to Gulf Ports 


By schedules filed to become effective December 16, 1945, 
and later, said the division, the respondents in I. and S. No. 
5372, proposed increases in rates on bituminous coal, in car- 
loads, from mines in Alabama to New Orleans and Port 
Chalmette, La., Gulfport, Miss., Mobile, Ala., and Pensacola, 
Fla., when for export or bunkerage purposes, and on bituminous 
fine coal in carloads, to Mobile, Blakely, Brookley, Chickasaw, 
and Magazine, Ala., and, Evanston, Kreole, Moss Point, East 
Moss Point, Orange Grove, Paseagoula, and Shipman, Miss. 
The respondents it said, proposed to substitute the domestic 
rates for the rates on bunker and export coal and the rates on 
lump coal for those on fine ¢oal to the named points. It said 
that on protests of certain shipping, port and government in- 
terests, operation of the proposed schedules over interstate 
routes was suspended until July 16, and that their operation 
had been voluntarily postponed until October 14. 

Both the present and proposed rates to Gulfport were the 
same as those to New Orleans, said the division, adding that a 
few of the proposed rates to Alabama destinations applied over 
interstate routes. It said shipments over the Central of Georgia, 
Louisville & Nashville, and Southern from mines on those lines 
to Mobile moved entirely within Alabama and that rates on 
this coal for bunkerage purposes, when the rail carriage was 
not outside the state, were not within the Commission’s juris- 
diction. It added that the rates on bunker coal to Mobile and 
on fine coal to the Alabama destinations were controlled by 
intrastate routes and over such routes were within the jurisdic- 
tion of the Alabama Public Service Commission. 


Lower rates on fine coal than on lump coal were prescribed 
in early proceedings, said the division, adding, however, that 
in recent years it had been the Commission’s policy to make 
no distinction between maximum rates on fine coal and lump 
coal, their transportation characteristics being substantially 
similar. It said that bunker coal usually moved in multiples of 
10 or 20 carloads for a specific ship but that no persuasive 
evidence was offered to show that there was any material 
difference between values of services rendered in transporting 
fine coal and lump coal. The division added: 


The evidence does not support recognition as a maximum of 
rates on export and bunker coal that are lower than those. proposed. 
Respondents’ evidence is convincing that the rates proposed do not 
exceed the maximum of reasonableness. Protestants’ evidence is not 
persuasive that proposed increased rates with increases as proposed 
in the proceeding decided concurrently herewith, would subject shippers 
of coal from Alabama mines to undue prejudice or would be unduly 
preferential of shippers of coal from mines in other fields. It is indi- 
cated that the rates proposed to the ports are upon a lower level than 
rates prescribed and maintained to southern destinations generally. 
Considering services rendered to New Orleans as compared with those 
to Mobile and Pensacola the conclusion is warranted that the difference 
of 50 cents between the proposed rates to these ports is not unlawful... 


The division quoted its aforementioned comment in the 
concurrently decided proceeding with respect to prescription 
of export rates lower than reasonable domestic rates when such 
lower rates were warranted. 


Memphis, Tenn., and Pine Bluff, Ark., 
Grain Rates Ordered Adjusted 


The Commission, division 3, has issued its report and order, 
effective November 7, in No. 29288, Whyte Feed Mills vs. Santa 
Fe Railway, et al., in which Whyte Feed Mills, Pine Bluff, Ark., 
alleged that the rates on grain, grain products and mixed feeds, 
in carloads, from Pine Bluff, Ark., to destinations in Arkansas, 
Louisiana, and Texas were unreasonable and unduly preju- 
dicial in relation to and as compared with rates on like traffic 
from Memphis, Tenn., and St. Louis, Mo., or from St. Louis 


‘to the same destinations. The complainant also alleged that 


rates from Memphis to Pine Bluff and other Arkansas destina- 
tions intermediate to points in northern Louisiana or Texarkana, 
Ark.-Tex., on grain, grain products and articles grouped there- 
with, in carloads, originating at points beyond Memphis, were 
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unreasonable and in violation of the long-and-short-haul pro- 
vision of section 4 of the interstate commerce act. 

The division said the complaint was directed primarily 
against the rates from Memphis to Pine Bluff and points in 
Arkansas south of Pine Bluff on grain, grain products and 
articles grouped therewith originating at points beyond Mem- 
his from which there were no joint rates on these commodities 
and that the complainant referred particularly to the rates 
on corn originating at points in western Tennessee. 

The division found that the rates assailed from Memphis 
to destinations in Arkansas would for the future be unjust 
and unreasonable to the extent that they might exceed the 
proportional rates presently maintained on like traffic from 
Memphis to Louisiana group 1 points. 

It found not shown unreasonable the flat rates from Pine 
Bluff to points in Louisiana and Texas. It said that on the 
evidence, and considering the history and level of the flat rates 
from Memphis to these destinations, it concluded that the flat 
rates from Pine Bluff to the same destinations four cents less 
than the present corresponding flat rates from Memphis would 
afford a reasonable and nonprejudicial relation between these 
rates. 

The division further found that the flat rates to Arkansas, 


Texas, and Louisiana, assailed were not shown to be unreason- ° 


able or unduly prejudicial, except that the flat rates assailed 
from Pine Bluff to destinations in Louisiana would for the 
future be unduly prejudicial to Whyte Feed Mills and unduly 
preferential of its competitors at Memphis to the extent that 
flat rates from Pine Bluff to these destinations might reflect 
a difference or spread of less than four cents under the cor- 
responding flat rates concurrently maintained from Memphis. 

In discussing these flat rates, the division observed that 
the complainant sought rates derived by the method outlined 
in the supplemental report on further consideration in Grain 
and Grain Products, 173 I. C. C. 511. However, it continued, 
the findings in that and in the original report and order had 
been set aside by the Supreme Court of the United States in 
A. T. & S. F. vs. U. S., 284 U. S. 248. It added that in the 
reports on further consideration, following the court’s decisions, 
the Commission modified its prior findings and did not affirm 
those relating to the method for constructing flat rates from 
Pine Bluff to those destinations. 

Also involved in the flat rate was the question of the in- 
clusion of non-transit tonnage used in the preparation of feed 
with other ingredients shipped to and from Pine Bluff under 
transit arrangements. The division said the defendants justified 
the higher rates from Pine Bluff on the relatively small amount 
of non-transit tonnage, but said the complainant was entitled 
to nonprejudicial rates on those commodities even though the 
volume of movement was limited. 

With respect to the rates from Memphis to Arkansas, the 
division noted that division 2 had granted temporary relief 
to maintain rates on that traffic to certain destinations in 
Arkansas higher than the rates to more distant Louisiana points. 
It added that the question whether that relief should be con- 
owe was pending: before the Commission in another pro- 
ceeding. 


Policy Change Made in Cases 
Involving War Motor Traffic 


The Commission, on oral argument in MC 55811, Sub. 2, 

Craig Trucking, Inc., Extension—General Commodities, has 
modified the findings in its prior report, 44 M. C. C. 823, observ- 
ing that division 5 had given too much consideration to the 
wartime conditions that prevailed at the time of its decision 
in this proceeding. 
_ _A similar expression of opinion was made by division 5 
itself in a report in MC 52110, Sub. 40, Brady Transfer and 
Storage Co. Extension—White Plains, N. Y. It said it was not 
convinced that certain past operations born of war-time condi- 
tions should be accorded as much weight as had previously 
been its policy in instances in which an operation through nor- 
mal growth and expansion over a long period of years had 
acquired the patronage of a certain volume of traffic. It said 
It followed, therefore, that the division must look more crit- 
ically at the other evidence that tended to establish a public 
need for the proposed service. 

In the proceeding on oral argument, the Commission 
granted Craig Trucking, Inc., of Albany, Ind., a certificate for 
transport by motor carrier over irregular routes of various 
Specified commodities between specified points in Ohio, Indiana, 
Illinois, Kentucky, Michigan, Missouri, and Pennsylvania, with 
Conditions for elimination of any duplications of operating 
authority. 

The Commission said that in the prior report the division 
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denied the additional authority proposed by Craig Trucking for 
continuance of operations long conducted by its predecessor but 
which were denied in the “grandfather” clause application. 

The Commission said that while it was true that the exist- 
ing carriers had been unable to meet the shippers’ require- 
ments because of conditions resulting largely from the war, the 
fact remained that several of the shippers had requirements 
that were of no particular interest to most of the existing car- 
riers. 

After discussing shippers’ requirements, the Commission 
concluded that shippers having the requirements indicated 

.-could not be served as well by existing carriers as by Craig 
Trucking and that such shippers should be afforded an oppor- 
tunity to use the proposed service. On the other hand, it said, 
some shippers had received reasonably satisfactory service 
from existing carriers and could continue to be served by them 
as they had no peculiar requirements that could not be met 
under normal conditions. 

The Commission concluded that the evidence warranted 
granting specific-commodity rather than general-commodity 
authority, Commissioner Lee said he concurred in the majority 
findings in so far as authority was granted and that Chairman 
Barnard and Commissioners Aitchison and Splawn joined in 
that expression. Commissioners Miller, Rogers and Patterson 
noted dissents and Commissioner Mahaffie did not participate. 

In MC 52110, Sub. 40, division 5 denied Brady Transfer 
and Storage Co. a certificate for motor-carrier transportation 
over irregular routes of general commodities, with exceptions, 
between White Plains, N. Y., and 26 specified points in New 
Jersey, on the one hand, and, on the other, all points in Iowa 
and specified points in Ohio; Indiana, Illinois, Missouri, Kansas, 
Nebraska, Minnesota, and South Dakota, with certain requested 
restrictions. 

The division said that although the proposed operation 
would be an added convenience to the shippers supporting the 
application, the evidence submitted did not indicate that the 
other carriers could not adequately meet the demands of the 
shippers involved. It said Brady had not shown that the pro- 
posed operation could be reestablished under normal conditions 
without adversely affecting the revenues of carriers now serv- 
ing the area. 

From a tabulation included in the report it was obvious, 
said the division, that a substantially different service was ren- 
dered by Brady from the New Jersey points and with respect 
to eastbound movements beginning sometime between 1938 and 
1942. In 1942, it said, the volume of traffic and the points 
served were in sharp contrast with the pattern of previous 
operations. It added that this marked departure from normal 
remained until this part of the operation was discontinued in 
1944. The division added: : 


Considering the abnormal traffic conditions arising by reason of the 
war and the fact that a substantially different service was rendered 
prior thereto, we feel it reasonable to conclude that the marked increase 
in the demand for applicant’s services was attributable, either directly 
or indirectly to conditions brought about by the war and are not the 
result of normal demands. Applicant has presented no evidence from 
which a different conclusion can logically be drawn. 























































































Three-Way Purchase of Great Lakes 
Motor Rights Approved ) 


At the request of the applicants in MC F-2726, Charles L. 
Atwater et al.—Control: Brada Cartage Co.—Purchase—Great 
Lakes Trucking Co., Inc. (Walter J. Miller, Receiver), the 
Commission, division 4, has, on reconsideration, approved pur- 
chase by Brada Cartage of the portion of the Great Lakes 
rights, sale of which was not approved in embraced cases. The 
authority also approves acquisition of control of the Great Lake 
Rights in MC F-2726 by Charles L. Atwater and John W. Craig, 
all of Detroit. 

In the embraced proceedings, MC F-2929, Direct Transit 
Lines, Inc.—Purchase—Great Lakes Trucking Co., Inc., and 
MC F-2930, Edward Brown—Purchase—Same, the division ap- 
proved the purchase of certain of the Great Lakes rights by 
Direct Transit, but dismissed the application of Edward Brown. 

In the original report, 40 M. C. C., Brada was authorized 
to purchase all of the Great Lakes operating rights. 

In dismissing the Brown application, the division noted 
that he was not a motor carrier, but was terminal manager in 
Detroit for Lecrone-Benedict Ways, Inc. It said it was unable 
to find that the transaction proposed was within the scope of 
section 5(2)(a), or that Brown was affiliated with Lecrone- 
Benedict within the meaning of section 5(6) or that the pur- 
chase by him would accomplish or necessarily result in control 
or management in a common interest of the two carriers. It, 
therefore, granted his motion to dismiss the application under 
section 5, but noted that consummation would be with full 
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realization of the provisions of section 5(4) and the Commis- 
ision’s obligation to enforce the provisions of that paragraph 
‘under sections 5(7) and 5(8) should Brown’s operation or his 
‘future relations with Lecrone-Benedict appear to result in con- 
‘trol or management of the two carriers in a common interest. 
H Under the transactions, Brown obtains the Great Lakes 
'general commodity rights, Brada obtains iron and steel trans- 
‘portation rights, with Direct obtaining Great Lakes rights to 
‘transport furnaces and furnace parts from Holland, Mich., to 
points in Ohio, and defective and rejected furnace parts in the 
reverse direction. The report contained conditions to prevent 
duplication of service as a result of the purchases by Transit 
‘and Brada. ° 















































\ GENERAL CARLOADING PERMIT TRANSFER 


Transfer to Wells Fargo Carloading Co., a company to be 
incorporated, of a permit issued to General Carloading Co., 
Inc., on October 25, 1944, has been approved by the Commis- 
sion, division 4, by a report and order in FF 37, General Car- 
loading Co., Inc., Permit Transfer, and related cases. 

The division said that by application filed May 6, General 
Carloading and Wells Fargo Carloading Co., the ‘old com- 
pany,” sought approval of transfer to Wells Fargo Carloading 
























































Carloading and the old Wells-Fargo company, of the afore- 
mentioned permit, issued in FF 37, General Carloading Co., 
Inc. F. F. Application, 260 I. C. C. 45. 

















PACIFIC FORWARDER PERMIT 


By an amended permit and order in FF-18, George C. 
Lebeck and Walter R. Wylie Acquisition by Pacific Forwarding 
Association, the Commission, division 4, has authorized Pacific 
. Forwarding Association, Los Angeles, Calif., to operate as a 
. freight forwarder of commodities generally from points in 
Virginia, Kentucky, Illinois, Wisconsin, and Minnesota, and 
those in the United States north and east thereof to points in 
Arizona, California, and New Mexico. The division said it had 
previously approved the transfer of the permit, subject to con- 
ditions that had been met, from George C. Lebeck and Walter 
R. Wylie to the P. F. A. 


MILWAUKEE SELF-INSURANCE APPROVED 


Authority previously granted the Milwaukee railroad trus- 
tees to self-insure operations conducted under MC 19778 and 
MC 52293 and sub-numbers thereunder has been revoked and 
application of the Milwaukee for authority to self-insure such 
operations has been approved by the Commission, division 5, by 
a report and order in MC 19778, Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co. Self-Insurance, embracing MC 52293. 

Noting that by court order in the Milwaukee reorganization 
proceedings, the trustees, on December 1, 1945, transferred their 
_ rights, title and interest as trustees in the railroad to the rail- 
‘ road and that transfer of operating rights from the trustees to 
the railroad had been approved, the division said the railroad 
possesssed ample resources to meet the obligations with which it 
might be confronted as a self-insurer, arising out of its opera- 
tions, without affecting the stability or permanence of its 
business. 

The railroad’s annual report for the year ended December 
31, 1945, said the division, revealed current assets of $102,341,080 
in excess of current liabilities and capital and surplus of $369,- 
840,115 in excess of all liabilities. 

a 


WESTERN FORWARDING AUTHORITY 

By a report and second amended permit and order in 
FF-81, Sub. 1, Western Freight Association extension—com- 
modities generally eastbound, embracing FF-81, Carl E. Ander- 
son freight forwarder application, the Commission, division 4, 
effective October 10 has permitted extension of service by Carl 
E. Anderson, Robert C. Anderson, Leo E. Anderson (Trustee), 
and Maury W. Latker (Trustee), co-partners doing business 
' as Western Freight Association, Los Angeles, Calif., as a freight 
forwarder of commodities generally from points in California 
to points in North Dakota, Nebraska, Colorado, Oklahoma, 
Texas, South Dakota and points in the United States east of 
such states. 

The division said that in the embraced proceeding it au- 
thorized the applicants’ predecessor to perform freight-for- 
warder service as follows: westbound, commodities generally 
from points in Connecticut, Delaware, Illinois, Indiana, Ken- 
tucky, Maine, Maryland, Massachusetts, Michigan, New Jersey, 
New York, Ohio, Pennsylvania, Rhode Island, Tennessee, Ver- 
mont, Virginia, West Virginia, and the District of Columbia, to 
points in Arizona, California, Colorado, Idaho, Montana, Nevada, 
New Mexico, Oregon, Texas, Utah, Washington, and Wyoming; 
and eastbound, chinaware, earthenware, porcelainware, stone- 
ware, pottery, sheet steelware, glass and glassware, from points 














































































































































































































































































Co., a company to be organized by consolidation of General . 
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in California to points in North Dakota, .South Dakota, 
Nebraska, Colorado, Oklahoma, Texas, and points in the U. S. 
east of such states. 

On August 25, 1945, an amended permit transferring the 
aforementioned authority to the applicants in the instant pro- 
ceeding was issued, said the division, adding that the instant 
application sought to expand such eastbound authority to in- 
clude the forwarding of commodities generally in lieu of the 
limited commodities now authorized to be forwarded eastbound. 


CENTRAL GREYHOUND NOTES 

By a supplemental order in MC F-1341, Central Greyhound 
Lines, Inc. of New York—Issuance of notes, and three related 
dockets, the Commission, division 4, has modified its order au- 
thorizing issuance of a total of $369,000 in. mortgage notes, 
originally drawn to be due in 15 years, in order to comply with 
New York banking laws limiting such loans to 10 years. As 
modified, the order permits Greyhound to provide for a five- 
year extension of the balance of the notes after expiration of 
the 10-year period. Also, interest on the notes will be reduced 
from 3% per cent to 3 per cent. 


PHILIPS STEAMSHIP PERMIT VACATED 


By an order in W-296, Dorothy Philips Steamship Co. (Re- 
named Philips Steamship Co.) Contract Carrier Application, 
the Commission, division 4, on request of Oliver J. Olson & Co., 
present owners of the capital stock of the applicant, has vacated 
the amended permit and order of May 10, 1945. 

The order said Olson & Co. had informed the Commission 
that Philips Steamship was in process of liquidation and had 
discontinued its operations. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Limestone 


No. 29168, Whiterock Quarries, Inc., vs. Pennsylvania Rail- 
road Co., et al. The Commission, division 3. Found, that in in- 
stances where a defendant participates in the short tariff route 
from Martinsburg, W. Va., as well as from Bellefonte, Howard, 
or Pleasant Gap, Pa., to specified consuming points in Official 
Territory to which the differences between the average shortline 
distances from the Bellefonte and Martinsburg districts are 40 
miles or greater, the interstate rates a gross ton of 2,240 pounds 
on fiuxing limestone assailed are and for the future will be un- 
duly prejudicial to complainant and unduly preferential of 
shippers of like traffic from Martinsburg to the extent that for 
differences between the average distances from these districts 
(40 to 80 miles, 80 to 120 miles, 120 to 160 miles, and 160 to 200 
miles) defendants maintain or may maintain: (1) rates differ- 
ences less than 25 cents for 40 to 80 miles, 40 cents for 80 to 
120 miles, 50 cents for 120 to 160 miles, arid 60 cents for 160 to 
200 miles, where the average distance is shorter from the Belle- 
fonte district, and (2) rate differences greater than the afore- 
mentioned amounts where the average distance is longer from 
the Bellefonte district. Further found, that to consuming points 
to which differences between average distances from the two 
districts are less than 40 miles, the rates assailed are not unduly 
prejudicial as alleged. Determination of prejudice to intrastate 
traffic found not within Commission’s jurisdiction. The division 
said the record disclosed no situation with respect to competi- 
tion, justifying a conclusion that in all instances where the 
differences between average hauls were substantial, separation 
of the Bellefonte district, including Naginey, Pa., from the dis- 
trict embracing Martinsburg, where more distant, would be an 
injustice to the more distant producing points. It said substan- 
tial justice required, in such instances, treatment of the Belle- 
fonte group as an individual group with rates reasonably re- 
lated to rates from Martinsburg. It appeared appropriate, said 
the division, that in the determination of a reasonable relation 
to rates from Martinsburg the average distances from the Belle- 
fonte and Martinsburg districts be considered. It said lawful- 
ness in the rates did not necessarily require differences as high 
as the differences between maximum reasonable rates. The 
prescription of reasonable differentials that would remove un- 
due prejudice appeared warranted, said the division, and re- 
quired removal of undue prejudice by November 6, on 30 days’ 
notice. Commissioner Patterson noted a dissent. 


Road Building Material 


No. 29293, Callanan Road Improvement Co., et al. vs. Ballti- 
more & Ohio et al., embracing also Same, Sub. 1, Eastern Rock 
Products, Inc., et al. vs. B. & O., et al. Complaints dismissed. 
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Found not shown unreasonable, assailed rates ranging from 
$10 to $14.60 a ton of 2,000 pounds, minimum 40,000 pounds, 
on road building material, carloads, from Beckett, Okla., to cer- 
tain points in New York, Pennsylvania, Connecticut, and South 
Carolina, shipped in April, May and June, 1943. The division 
said complainants, throughout the proceeding, sought rates at 
various levels, but the basis finally selected would result in 











failed to show any violations of the interstate commerce act as 
alleged in the respective complaints. It said the asphalt rate 
pase was charged and that the material shipped was definitely 
an asphalt by-product of petroleum. Therefore, the applicable 
rates were applied, said the division, adding that the evidence 
failed to show that the applicable rates were unreasonable, that 
a lower basis of rates should have been applied to the mate- 
rial shipped, or that damages were sustained. 















Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 








*MC 104631, Sub. 2, Glen Ringle, Fowler, Ind. Certificate 
granted, Commissioner Lee concurring in part. Proposed opera- 
tions found to be those of a common carrier. Over irregular 
routes, (1) seed corn from Kentland and Oxford, Ind., to points 
in Ill., Ia., Ky., Mich., Mo., and O., and (2) fertilizer from Louis- 
ville, Ky., and Lockland and Sandusky, O., to points in Benton 
county, Ind., and Iroquois county, Ill., with returned or rejected 
shipments of the named commodities from the aforementioned 
destination territories to the respective points of origin. 


*MC 106179, Edgar G. Hibbs, Oxford, Ind. Certificate 
granted. Over irregular routes, (1) livestock, between Chicago, 
Ill, on the one hand, and on the other, points in Newton, Benton, 
Warren, Vermillion, Fountain, Montgomery, Tippecanoe, White, 
Carroll and Parke counties, Ind., (2) livestock feed and poultry 
feed, seed, fertilizer, farm machinery and farm implements and 
parts thereof, from Chicago to points in the aforementioned 
Ind. counties, (3) fertilizer, livestock feed and poultry feed from 
Calumet City, Gibson City, and Riverdale, Ill., to points in 
the aforementioned Ind. counties, and (4) live poultry and 
agricultural commodities from points in those counties to 
Chicago. 

*MC 49052, Sub. 4, R. B. Hicks, Macon, Ga. Certificate 
granted. Over irregular routes, household goods, between points 
in 43 Ga. counties, on the one hand, and, on the other, points in 
Ala., Fla., Ky., Miss., N. C., S. C., Tenn., and Va. 

*MC 16, Sub. 3, Virginia Dare Transportation Co., Inc., 
Manteo, N. C. Certificate granted. General commodities, with 
exceptions, between Manteo and Stumpy Point, N. C., over a 
described route, and return over the same route, serving all 
intermediate points, and East Lake, N. C., as an off-route point. 

MC 106142, George C. Taylor, Conowingo, Md. Certificate 
granted. Passengers and their baggage between Kilby’s Corner, 
Md., and Wilmington, Del., and return, over a described reg- 
ular route, serving all intermediate points in Md. 




















































COMMISSION ORDERS 

Finance 15295, Application of Wyoming Ry. Co. for a certificate 
permitting abandonment of its entire line between Buffalo and Clare- 
mont, Wyo. Application dismissed without prejudice. 

MC 55857, Fine & Jackson Trucking Corp., common carrier applica- 
tion. Reopened for further hearing, and referred to division 5 for 
administrative handling and disposition. Order of June 9, 1945, as sub- 
sequently modified, to become effective April 30, vacated. 

Finance 1417, Deficit status of Rock Island Southern Ry. Co. Peti- 
tion of claimant that proceeding be reopened for further consideration 
and other action, denied. 

Finance 14273, Missouri Pacific Railroad Co. Trustee abandonment. 
Petition of protestants for leave to file petition for reconsideration and 
further extension of order of February 10, 1944, granted. Said petition 
for reconsideration and further extension of order, accepted for filing. 
Said petition, denied. 

MC-F 2758, Southeastern Greyhound Lines, control, Lewisburg Bys 
Lines, Inc., MC-F 2800, Southeastern Greyhound Lines, control, Geogia 
Stages, Inc., MC-F 2850, Southeastern Greyhound Lines, control, Cres- 
cent Stages, Inc., MC-F 2915, Southeastern Greyhound Lines, issuance 
of stock, and MC-F 2916, Southeastern Greyhound Lines, issuance of 
stock. Reopened for reconsideration. : 

No. 29030, Chicago & North Western Ry. vs. Ann Arbor et al., and 
No, 29045, Ann Arbor R. R. et al. vs. C. & N. W. Time for filing peti- 
tions for reconsideration, extended to October 14. Order of July 26, 
15, further modified to become effective on and after November 4, 
instead of September 3. 

No. 29205, Cinder Concrete Products, Inc., vs. A. T. & S. F. et al. 
Order of January 16 further modified to become effective on or before 
November 26, on not less than 30 days’ notice, instead of September 26. 

1. & S. 5355, Coal, western Kentucky to Watson, Ind. Order of 
































rates ranging from $4.90 to $5.70. It added that the record: 
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June 7 further modified to become effective on or before October 25, 
instead of August 26. { 

i. & S. 5267, Clothing in bales in official territory, No. 29004, Traffic 
Bureau—Lynchburg Chamber of Commerce for Quinn-Marshall Co,, Inc., 
vs. Southern et al. and Fourth Section Application 20539, Clothing be- 
tween points in official dnd southern territories. Petition of Traffic 
Bureau, Lynchburg Chamber of Commerce, complainant-protestant, for 
reopening and reconsideration accepted and filed of record in proceed- 
ings, and time for filing replies to said petition extended to August 20. 

MC F-3087, G. H. Cook, control; Cook Truck Lines, Inc., purchase, 
M & N Freight Lines, Inc. Petition of Cook Truck Lines, Inc., request- 
ing an extension of time for exercising authority granted by order of 
June 28, granted, and time within which authority granted by said order 
of June 28, may be exercised, extended to August 27. 

W-409, Sub. 1, Shaver Transportation Co., extension, coastwise, 
W-413, Wilbur J. Smith, common and contract carrier application, W-413, 
Sub. 1, Wilbur J. Smith, extension, coastwise, W-432, Longview Tugboat 
Co., common and contract carrier application, and W-694, Sub. 1, Port- 
land Tug & Barge Co., extension, coastwise. Time for filing petitions 
for reconsideration, extended to August 19. Effective date of amended 
certificate and order in W-413, W-413, Sub. 1, and W-432, of June 4, 
postponed to October 28. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15158, St. Louis, San Francisco & 
Texas Railway Co. Trackage rights, etc., authorizing: 

1. Acquisition by the St. Louis, San Francisco & Texas Railway 
Co. of trackage rights over certain lines of the Texas & New Orleans 
Railroad Co., and the joint use by it of the passenger-station facilities 
of the Fort Worth Union Passenger Station Co., in Fort Worth, Tex. 

2. Dismissing for want of jurisdiction application of the St. Louis, 
San Francisco & Texas Railway Co. to acquire trackage rights, for 
switching purposes only, over a line of the Gulf, Colorado & Santa Fe 
Railway Co. in Fort Worth, Tex. 

Approved. 


MOTOR FINANCE CASES 

MC F-3083, Timothy J. Griffin—Control; Coast Van Lines, Incorpo- 
rated—Purchase—Ellis Brown and P. M. Follensbee. Petition of Coast 
Van Lines, Incorporated, of Los Angeles, Calif., for renewal of authority 
granted May 31, 1946, under section 210a (b) granted, and Coast Van 
Lines, Incorporated, authorized temporarily to operate motor-carrier 
rights of Ellis Brown and P. M. Follensbee, doing business as Triangle 
Transfer & Storage Company, of San Diego, Calif., with condition. 

MC FC-19879, Nicholas Cosentino—Purchase—O. K. Motor Service, 
Ine. Application for approval of purchase by Nicholas Consentino, Chi- 
cago, ll., of certain operating rights of O. K. Motor Service, Inc., 
Chicago, denied. 

MC F-3001, R. A. Wright et al.—Control; Union Truck Depot, Inc.— 
Lease—J. C. Smith (Mrs. J. C. Smith, Administratrix). Lease by the 
Union Truck Depot, Inc., Houston, Tex., of the operating rights of 
J. C. Smith (Mrs. J. C. Smith, Administratrix), dba Wharton Truck 
Line, Wharton, Tex., between Houston and Wharton, and acquisition 
of control of the rights by R. A. Wright, A. O. Becker, and H. B. Cole, 
all of Houston, majority stock owners of Union, through the lease, for 
a period expiring December 31, 1949, approved and authorized. 

MC F-3109, Samuel L. Lebovitz—Control—The Middlesex Transpor- 
tation Co.—Acquisition by Samuel L. Lebovitz, of York, Pa., of control 
of The Middlesex Transportation Co., of New Brunswick, N. J., through 
purchase of capital stock, approved and authorized. 


FINANCE APPLICATIONS 


Finance No. 15410, supplemental. Detroit, Toledo & Ironton Rail. 
road Co. supplements original application to show bid of Union Trust 
Co., Pittsburgh, Pa., at a price of 100 per cent of the principal amount 
of $2,000,000 of bank loan notes, to bear interest at 1% per cent, matur- 
ing in 10 equal installments from April 1, 1947, to October 1, 1951. The 
applicant said net savings from the transaction would amount to 
$72,105. . ‘ 

MC F-3262,-M. B. Bennett, dba Bennett’s Transportation Co., of 
Estes, N. M., asks authority to purchase certain operating rights of 
Wicks-Skeie Truck Line, of Las Vegas, N. M. - 

MC F-3263, Davidson Transfer & Storage Co., Baltimore, Md., asks 
authority to purchase certain operating rights of Charles J. Smith, dba 
Charles J. Smith Motor Express Co., of York, Pa., and of Lillian F. 
Congdon, dba Old Dominion Freight Line, of Richmond, Va. 

MC F-3264, Southern Bus Lines, Inc., of Alexandria, La., asks 
authority to purchase certain operating rights of Willodyne Sloan, dba 
Florance-Savannah Bus Line, of Florance, Ala. 

MC F-3265, Blair Transit Co., of Saginaw, Mich., asks authority to 
purchase certain operating rights of Christopher H. Huber, dba Hubert 
Motor Freight Co., of Pontiac, Mich. 

MC F-3266, D. G. Dalby, dba Denver-Amarillo Express, of Amarillo, 
Tex., asks authority to purchase certain operating rights of Harold B. 
Reynolds, dba North Plains Moto: Freight Lines, also of Amarillo. 

MC F-3267, Harry A. Blades, of New York, N. Y., asks authority to 
lease certain opearting rights of Wentworth Darcy Vedder, dba Vedder 
Transportation Co., of York, Pa., and temporarily to operate. 

MC. F-3268, Max Harwood, in control of Harwood Trucking, Inc., 
of Gas City, Ind., asks authority to purchase certain operating rights 
of Empire Cartage Co., of Chicago, Ill., and temporarily to operate. 

Finance No. 15432, Georgia, Ashburn, Sylvester & Camilla Railway 
Co., Moultrie, Ga., asks authority to extend the stub of its wye tracks 
at Camilla, Ga., a distance of 1,700 feet to serve projected canning plant, 
storage warehouse, general live stock yards and vegetable packing 
shed and to provide more convenient trackage for shippers and receivers 
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at Newton, Ga., a point without rail facilities located about nine miles 
from the proposed station of West Camilla, Ga. 

MC F-3269, T. S. C. Motor Freight Lines, Inc., of Houston, Tex., 
asks authority to lease certain operating rights of Southern Motor 
Express, of Birmingham, Ala., and temporarily to operate. 

MC F-3270, R. A. Wasson and R. V. Wasson, dba Wasson Bus Lines, 
of Clarksdale, Miss., ask authority to lease certain operating rights of 
Southern Bus Lines, Inc., formerly Tri-State Transit Co., of La., Inc., of 
Shreveport, La. 


PETITIONS FOR REHEARING, ETC. 

Finance 14273, Guy A. Thompson, trustee, Missouri Pacific Railroad 
Co., debtor, abandonment. Benton County, Mo., Cities of Warsaw, 
Lincoln and Cole Camp, Mo., Warsaw Lumber Co. et al., ask Com- 
mission to reconsider and modify order of February 10, 1944, as 
modified and extended on January 26, 1945, August 1, 1945, and February 
13, to require operation of branch line beyond August 31, and for at least 
until other means of transportation are available and for such time 
thereafter as may seem proper to Commission. 

1. & S. 5267, Clothing in bales in official territory, No. 29004, Traffic 
Bureau-Lynchburg Chamber of Commerce for Quinn-Marshall Co., Inc., 
vs. Southern, et al., and Fourth Section Application 20539, Clothing 
between points in official and southern territories. Complainant-protes- 
tant asks for reopening for reconsideration. 

Finance 15132, Carolina, Clinchfield & Ohio Ry., lessor, and Atlantic 
Coast Line R. R. and Louisville & Nashville R. R., lessees, construction 
and operation of a line of railroad in Dickenson and Wise counties, Va. 
Applicants ask Commission that application be withdrawn, without 
prejudice to re-filing thereof by applicants, or some of them. 

No. 29233, O’Donnell Fruit Co. et al. vs. B. & O. et al. Complanants 
ask for reopening to take further evidence. 

W-409, Sub. 1, Shaver Transportation Co., common carrier extension 
application. Applicant asks Commission to review record made, and to 
reconsider report and order of division 4, of June 4. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2676 from August 15 until March 15, 1947, all 
schedules published in tariff MF-I. C. C. No. 3 of C. B. Green 
and R. S. Green, doing business as C. B. Green & Son, Pedrick- 
town, N. J. The suspended schedules propose to establish re- 
duced any-quantity commodity rates on canned, preserved and 
pickled foodstuffs, from Swedesboro, N. J. to points in Virginia 
and North and South Carolina. 

I. and S. No. 5421, from August 15 until March 15, 1947, 
schedules as published in the New York, New Haven and Hart- 
ford Railroad Company’s tariff I. C. C. No. F-3945, and supple- 
ments Nos. 1 and 2 thereto. The suspended schedules propose 
to reduce the rates on petroleum products, in tank cars, between 
various points in Connecticut, Massachusetts, and Rhode Island. 













































































ILLINOIS TERMINAL BRANCH ABANDONMENT 


The Illinois Terminal Railroad Co. has asked the Com- 
mission, in Finance No. 15431, for authority to abandon its Til- 
ton branch line, beginning near Danville, and running to a 
connection with the Wabash near Tilton, in Vermilion county, 
il., and to abandon operation over the line. The applicant said 
an embargo was issued in April, 1946, to discontinue freight 
service on the line because of the condition of a bridge crossing 
the Vermilion River. It said passenger service on the branch 
had been diseontinued in 1937. The line is 1.57 miles long. 


N. P. Protests Being Eliminated 
from Transcontinental Tariffs 


The Northern Pacific Co. has asked the Commission to sus- 
pend certain schedules of transcontinental rates published for 
account of Puget Sound Navigation Co., the Great Northern, 
the Milwaukee, and the Union Pacific, in which, because of 
instructions of Puget Sound Navigation Co., the name of the 
Northern Pacific had been eliminated. 

The N. P., operating a government line of railroad serving 
Bremerton, Wash., and its area, said Puget Sound Navigation 
knew that, when the N. P. was granted authority to operate 
that line of railroad, rates to and from the Bremerton area 
would be reduced to the Seattle, Wash., terminal basis. If the 
protested schedules, to become effective August 17 and Septem- 
ber 7, were permitted to go into effect, said the N. P., shippers 
served by Puget Sound Navigation would have to pay higher 
charges to or from points on the N. P. line and its connections 
than to or from points on the lines of the other railroads, be- 
cause there would be assessed in connection with such shipments 
the published arbitraries over Seattle. The N. P. said Puget 
Sound Navigation’s action in instructing the publishing agent to 
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eliminate N. P. as a participating carrier were best known 
to Puget Sound. 

By way of substitution, N. P. suggested that it be named 
in the protested schedules as a participating carrier in the 
published reduced joint through rail-water and water-rail trans. 
continental rates. The schedules protested (Agent Kipp) were. 


Supplement No. 50 to I. C. C. No. 1462, tariff No. 52-G; supplement 
No, 54 to I, C. C. No. 1476, tariff No. 33-G; supplement No. 43 to I. C. te 
No. 1502, tariff No. 38-G; supplement No. 57 to I. C. C. No. 1515. tarift 
No. 2-O; supplement No. 17 to I. C. C. No. 1516, tariff No. 40-J; ang 
supplement No. 24 to I, C. C. No, 1521, tariff No. 4-W, all effective 
August 17. 

Supplement No. 130 to I, C. C. No. 1439, tariff No. 28-n; supplement 
No. 70 to I. C. C, No, 1440, tariff No. 16-J; supplement No. 96 to I. C.¢ 
No, 1474; and supplement No. 38 to I. C. C. No. 1511, tariff No. 17S 
effective September 7. 


SCRAP-IRON RATE RECONSIDERATION 


The defendants in No. 29361, Steel Trading Corporation vs, 
New Haven railroad, et al., have asked the Commission to deny 
a petition for reopening and reconsideration by the entire Com. 
mission filed by the complainant. They said the complainant’s 
contentions lacked merit. 

Steel Trading Corporation had asserted there would be a 
“strong miscarriage of justice’ if the Commission did not re. 
verse the report in the proceeding in which the complaint was 
dismissed and sixth-class rates of $4.60 a net ton, charged on 
shipments of scrap iron, in carloads, from New Britain, Bristol, 
and Forestville, Conn., to Philadelphia, Pa., on and after Sep. 
tember 13, 1939, were found not unreasonable (see Traffic 
World, August 10). 





No. a Phillips Petroleum Co., Bartlesville, Okla., vs. Alton Railroad 
et al. 

Alleges rates on liquefied petroleum gas, since July 17, 1944, from 
origin points in Ill., Ky., Tex., Mass., Pa., N. J., Okla., La., Md, 
O. and Ind., to destination points in N. Y., N. J., Mass., Conn, 
Md., and R. I., in violation of section 1. Asks cease and desist 
order, rates and reparation of $200,000. (E. C. Kitching, General 
Traffic Manager, Phillips Petroleum Co., Phillips Building, Bartles- 
ville, Okla.) 

No. 29594, Afkansas Portland Cement Co., Little Rock, Ark., vs. Gray: 
sonia, Nashville & Ashdown Railroad Co. et al. 

Alleges conditions of shipment and demands for freight payments 
with respect to bulk cement, carloads, Okay Junction,’ Ark., to 
Alexandria and Lake Charles, La., since March 14, 1944, in viola 
tion of sections 1, 3, 6, 8, 10, and 20. Asks cease and desist order, 
rules, regulations, charges, and reparation. (T. C. Taylor, 5! 
Denver National Bldg., Denver 2, Colo.) 

No. 29596, Humburg Co., Inc. (formerly Humburg Lumber, Grain & 
Supply Co.), LaCrosse, Kan., vs. Rock Island Railroad et al. 

Alleges rates on liquefied petroleum gas, carload tank cars, from 
stations in Oklahoma to LaCrosse, Osborne, and Russell, Kan. 
since May 20, 1944, in violation of section 1. Asks cease and desist 
order, rates, and reparation of $8,883.78. 

No. 29597, Food Machinery Corporation, San Jose, Calif., vs. Alton et al. 

Rates on 68 carload shipments of turrets for amphibian tractor 
tanks, between August 14, 1944, and December 1, 1944, inclusive, 
from Detroit, Mich., to Riverside, Calif., in violation of sections 
1 and 6.. Asks cease and desist order, rates, and reparation of 
$26,166.92, with interest. (V. O. Canaway, 4545 N. Huntington Dr. 
Los Angeles 32, Calif.) 

MC aw Martin Varnish Co., Chicago, Ill., vs. Federal Truck Lines, 

ne, ‘ 

Alleges rate of three less-truckload shipments of reconditioned 
pails with lids, from Louisville, Ky., to Chicago, August 11, 1944, 
in violation of sections 216 (a) and 217 (b). Asks cease and desist 
order, rates, and reparation of $72.26. (L. V. Brandt, 1811 S. Prairie 
Ave., Chicago 16, Ill.) 

MC C-554, American Hardware Supply Co., Pittsburgh, Pa., vs. Long 
Transportation Co. 

Alleges rate on shipment of snow shovel blades and wood handles, 
from Chicago, Ill., to Pittsburgh, March 20, 1945, in violation of 
sections 216 (a) and 217 (b). Asks cease and desist order, rates, 
and reparation of $31.93. (L. V. Brandt, 1811 Prairie Ave., Chi 
cago 16, Ill.) 

MC C-555, Pacific Southwest Railroad Association, San Francisco, Calif. 

et al. vs. Max Emil Holst, dba Holst Draying Co., Oakland, Calif. 

Allege that Holst Draying, since about June, 1943, has failed 1 
furnish reasonable continuous. and adequate service in accordance 
with certificate in MC 20047, and has abandoned the operating rights 
under the certificate. Ask show cause order. (Antonio J. Gaudio, 

717 Market St., San Francisco, Calif.) 
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August 17, 1946 


Examiner Says Car Spotting at Staley 


Elevator Is Simple Placement 


Examiner G. H. Mattingly, in a proposed report in I. and S. 
No. 5396, Switching Elevator C, Staley Plant at Decatur, IIl., 
has recommended that a tariff schedule, adding elevator C at 
the Staley plant for the first time, as an industry on the Illinois 
Central’s line, to and from which switching is to be performed 
at the published reciprocal switching charges, without the addi- 
tion of a spotting charge, be found just and reasonable for the 
present and for such period in the future as the service is per- 
formed in conformity with the principles set forth in the report. 


Séhedules to become effective March 9, added the Staley 
elevator to 38 other industries served by the I. C. at Decatur, 
it was provided a charge of 14 cents a ton, minimum $2.97, 
maximum $5.45 a car, for switching between the industries 
named and the points at which the I. C. tracks connected with 
those of the B. and O., the Illinois Terminal, the Pennsylvania 
and the Wabash. The Commission suspended the schedule on 
its own motion. 


The examiner reviewed former proceedings involving spot- 
ting of cars at the Staley plant, and described the arrangement 
for serving elevator C in detail. He said the evidence of record 
warranted the conclusion that spotting service at the elevator 
was performed by the I. C. in continuous movement, at its ordi- 
nary operating convenience, without interruption or interfer- 
ence by the desires of the Staley Co. or disabilities of its plant, 
and that it was the substantial equivalent of simple placement. 


In the course of his discussion, Examiner Mattingly re- 
ferred to the principles set forth in Propriety of Operating Prac- 
ticees—Terminal Services, 209 I. C. C. 11, and the so-called 
“master terminal tariff” that became effective January 1, gov- 
erning delivery to and removal from privately owned tracks. 
He said the tariff did not abrogate or modify the principles set 
forth in the terminal services proceeding. 

























Oil-Field Hauler Certificate 
Modification Recommended 


The Commission has served a proposed report of Joint 
Board No. 170 in which the board recommends modification of 
the certificates of six oil-field haulers, on surrender of their 
present certificates, so that the commodity description will be 
substantially that recommended by Examiner C. E. Simmons 
in a proposed report covering another group of 18 oil-field haul- 
ers (see Traffic World, July 27, p. 242). 

The board recommended that the applicants be granted 
authority to transport: 












(1) Machinery, equipment, materials and supplies used in, or in 
connection with, the discovery, development, production, refining, man- 
ufacture, processing, storage, transmission, and distribution of natural 
gas and petroleum and their products and by-products, and 

(2) Machinery, materials, equipment and supplies used in, or in 
connection with, the construction, operation, repair, servicing, main- 
tenance and dismantling of pipe lines, including the stringing and pick- 
ing up thereof, except that the stringing or dismantling of pipe in main 
Pipe lines shall not exceed 25 miles on any particular pipe-line project. 










_ As in the cases of the applications involved in Examiner 
Simmons’ proposed report, modification of the certificates arose, 
said the board, by reason of an interpretation by the Bureau of 
Motor Carriers which brought into question the right of the 
haulers to perform pipe stringing operations. 

The board said the evidence of protesting rail lines and 
motor carriers was not convincing that the authority granted 
would deprive them of a substantial amount of traffic under 
the 25-mide restriction voluntarily sought by the applicants. 

The applications and territory covered by the board’s re- 
Port were: . 

MC 53563, Sub. 2, Sam Fordyce, between points in Kansas, 
Oklahoma and Texas; MC 3274, Sub. 3, Max McCall and Art 
Sebastian, between (1) points in Oklahoma and Kansas and (2) 
Points in Oklahoma, on the one hand, and, on the other, points 
in Texas; and MC 71995, Sub. 1, W. J. Record, MC 52794, Sub. 
2, Lewis Edson, MC 58311, Sub. ?, Ball Brothers Trucking Co., 

















Inc., and MC 13781, Sub. 1, J. A. Snyder, between points in 
Kansas, Oklahoma and Texas. 


CATTLE TO COLUMBIA, S. C. 


No. 29430, Dreher Packing Co., Inc., vs. Missouri Pacific, 
et al. By Examiner E. L. Glenn. Recommends dismissal, and 
that combination rate of $1 on shipments of ordinary cattle, 
moved between January 1, 1943, and November 15, 1945, from 
Kansas City, Mo., to Columbia, S. C., be found inapplicable. 
Applicable rates, the examiner said, should -be found to be the 
Evansville, Ind., combination of rates, consisting of a propor- 
tional commodity rate of $96.60 a car to, and a commodity rate 
of 49 cents, minimum 24,000*pounds, beyond Evansville, subject 
to authorized increases. The examiner said the Commission 
should find the shipments were overcharged and that defendants 
should refund overcharges promptly. He said the Commission 
should further find that the applicable rates, and the described 
Memphis combination of rates, had not been shown to have 
been or to be unjust and unreasonable and that the described 
shipments were not misrouted. Complainant based misrouting 
allegation on the ground that if the Memphis combination of 
rates was not applicable over the routes of movement the ship- 
ments were misrouted because of a lower rate through Memphis. 
It also said the Memphis combinations were unreasonable to 
the extent they had exceeded, exceeded or might exceed, a rate 
of 71 cents claimed to have been prescribed for 1,116 miles in Live- 
stock—Western District Rates, 175 I. C. C. 1, 190 I. C. C. 611. 
The examiner said the shipments had not been shown misrouted 
because shipper’s orders and contracts contained routing “E. St. 
Louis-Southern.” The Memphis combinations did not apply, he 
said, under the equalization, aggregate of intermediates rule 
invoked by complainant, because only less-carload class ratings 
were provided, no class rating being provided on carloads, and 
the classification providing, in connection with carloads, that 
“commodity rates on Live Stock C. L. will apply.” 


PETROLEUM CARRIER PERMIT REVOCATION 


Joint Board No. 19, in a proposed report in MC C-526, 
Harry Preisendorf—Revocation of Certificate, has recom- 
mended that the Commission give the applicant 45 days in which 
to comply with the requirements of sections 215 and 218 of the 
interstate commerce act, relating to the filing of surety for the 
protection of the public, and the filing of contract carrier min- 
imum rates and charges schedules, the permit to be revoked 
on failure of the applicant to comply. 

The board said that. at the hearing in the proceeding, the 
applicant stated he had disposed of his equipment, had not 
conducted any of the operations authorized since that time, did 
not intend to conduct any of those operations, and that he was 
desirous of having his permit revoked. 

The applicant was authorized to operate as a contract car- 
rier in the transportation of liquid petroleum products, in bulk, 
over irregular routes, from refining and distributing points in 
Kansas to Grand Island, Neb., with no transportation for com- 
pensation on return. 


Motor Proposed Reporis 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
eity following.) 


Pennsylvania (Beaver Falls)—-MC 264, Sub. 1, Roy H. 
Fowler. Certificate proposed. (1) Iron and steel, iron and steel 
products, and copper, brass, bronze and aluminum articles, be- 
tween points in Beaver county, Pa., on the one hand, and, on 
the other, points in O. on and north of U. S. highway 40, and 
(2) burlap bags from Fallston, Pa., to Hartville, O., over ir- 
regular routes, with conditions for avoiding duplicate authority. 

Idaho (Pocatello)—-MC 263, Sub. 25, Garrett Freightlines, 
Inc. Certificate proposed. General commodities, with excep- 
tions, between Hot Springs, Utah, and Nye’s Corner, Utah, at 
or near Roy, Utah, over Utah highway 38, as an alternate route 
for operating convenience only, serving no intermediate points. 

























Missouri (Drexel)—-MC 145, Sub. 3, Francis D. Good. Cer- 
| tificate proposed. .General commodities, with exceptions, from 
_ LaCygne, Kan., to Kansas City, Mo., over a described route, 
) serving the intermediate and off-route points of North Kansas 
' City, Mo., and those within 14 miles of LaCygne. 

q Missouri (St. Louis)—MC 906, Sub. 17, Consolidated For- 
warding Co., Inc. Certificate proposed. General commodities, 
with exceptions, serving points in Marion county, Ind., as inter- 
' mediate or off-route points in connection with applicant’s 
otherwise authorized regular-route operations. 

Missouri (Marshall)—-MC 1178, Sub. 4, Perry A. Brooks. 
Certificate proposed. General commodities, with exceptions, (1) 
between Sedalia and Windsor, Mo., and return, over a described 
' route, serving no intermediate points, and (2) as alternate 
routes for operating convenience only, (a) between Kansas 
City, Mo., and Sedalia, over U. S. highway 50, (b) between 
Sedalia and Jefferson City over U. S. highway 50, and (c) 
between Sedalia and St. Louis, Mo., over U. S. highway 50, 
serving no intermediate points on the aforementioned routes. 

Kansas (Paola)—-MC 100741, Sub. 2, Bradley Transporta- 
tion Co., Inc. Certificate proposed. Passengers and their bag- 
gage, and express, mail and newspapers in the same vehicle 
with passengers, between Osawatomie, Kan., and Kansas City, 
Mo., and return, over a described route, with service at all 
intermediate points between Osawatomie and Olathe, with ex- 
ceptions. 

Iinois (Chicago)—-MC 88447, Sub. 1, Frank Jacob. Cer- 
tificate proposed. Over irregular routes, (1) new furniture, 
uncrated, from Chicago, Ill., to points in Neb. and Okla., and 
(2) household goods, (a) between points in described areas of 
Ill., Ind., Mich., and Wis., on = one hand, and, on the other, 
points in Del., Kan., N. C., Dy Ras Bey Be Cc, S. D., and 
W. Va., (b) between ‘points in y ten Gee areas of at. Ind., and 
' Wis., and (c) between the points aforementioned in (b), on 
' the one hand, and, on the other, points in 31 states and the 
District of Columbia. 

Virginia (Weyers Cave)—MC 66900, Sub. 6, C. E. Houff 
(corrected report). Certificate proposed. Over irregular routes, 
general commodities, with exceptions, between points other 
than Roanoke, Va., within 80 miles of Staunton, Va., including 
Staunton, with conditions. 

Massachusetts (Swampscott)—-MC 64016, Sub. 1, Thomas 
E. Andresen. Certificate proposed. Boats, not exceeding 30 feet 
in length, between Quincy, Mass., on the one hand, and, on the 
other, points in Conn., Me., N. H., N. Y., R. I, and Vt., over 
irregular routes. 

Wisconsin (Kenosha)—-MC 30837, Sub. 38, Kenosha Auto 
Transport Corporation. Certificate proposed. (1) New trailers, 
new trailer chassis, and parts and equipment thereof when 
moving with such vehicles, initial movements, by the drive- 
away and truck-away methods, from Butler, Pa., to all U. S. 
points, over irregular routes, and (2) damaged or rejected ship- 
ments of the same commodities from the aforementioned desti- 
— points to Butler, over irregular routes, subject to con- 

itions. 

New York (Buffalo)—-MC 106005, Sub. 1, Gene Adamski 
and Raymond Lewis. Denial of permit proposed. Fresh meats, 
in refrigerated trucks, from Buffalo to points in the New York 
commercial zone. 

Texas (Dallas)—MC 103370, Sub. 15, Best Motor Lines. 
Certificate proposed. General commodities, with exceptions, be- 
tween Chicago and Springfield, Ill., over U. S. highway 54, 
for operating convenience only, with no service at Springfield 
or at any intermediate point. 


Massachusetts (Springfield)—-MC 102373, Sub. 1, Jacob R. 
Cohn. Permit proposed. Lumber, between Albany, Pough- 
keepsie, and Schenectady, N. Y., and points in Conn., N. H., 
R. I., and Vt., on the one hand, and, on the other, Springfield, 
Mass., over irregular routes. 


Georgia (Waycross)—-MC 105193, Sub. 2, Peacock Hauling 
Co. Permit proposed. (1) Meats, meat products and meat by- 
products, (2) dairy products, and (3) articles distributed by 
meat packing houses, between Waycross, on the one hand, and, 
on the other, all points in Ga. within 100 miles of Waycross, 
except those within 60 miles of Waycross, over irregular routes. 

Florida (Orlando)—-MC 12330, Roy Kenneth Howard. De- 
nial of broker license for operation in arranging transportation 
of household goods, at Orlando, proposed. 


Georgia (Atlanta)—-MC 106863, H. C. Bacon, contract car- 
rier. Permit proposed. (1) Potato chips, shoestring potatoes, 
potatoes, fried pork skins, cakes, candy, crackers, salted nuts, 
peanuts, peanut butter, peanut butter sandwiches, popcorn, 
pretzels, and pecans, in cartons, cases, or containers; (2) cook- 
ing oil, in metal drums; (3) display racks, knocked down, folded 
flat; (4) glass jars, printed matter, stationery, labels, twine, 
and glassine bags, in cases or cartons; (5) gummed tape; 
(6) corrugated boxes, knocked down, folded fiat, in bundles; 
and (7) metal drums, between Atlanta, Ga., and all points in 





TRAFFIC WORLD 


Ala., Ky., Miss., N. C., S. C., Tenn., Va., and W. Va., over 
irregular routes, except. no service authorized between Atlanta, 
on the one hand, and, Birmingham, Ala., Knoxville, Tenn., and 
Louisville, Ky., on the other. 

Massachusetts (Winchendon) — MC 106829, George St. 
Pierre, common carrier. Certificate proposed. Passengers, and 
their baggage, in season operations from April 1 to Novem- 
ber 30 each year, between Winchendon and Lake Sunshine 
(Lake Contoocock), N. H., over a specified regular route, and 
return, serving no intermediate points. 

New York (Northport) — MC 106822, William Gangen- 
muller, common carrier. Certificate proposed. Uncrated canoes, 
dinghies, and trailers used for the transportation thereof, from 
Bethpage, L. I, N. Y., to points in Conn., Del., Me., Mass, 
N. H., N. J., N. Y¥., Pa., R. L, Vt., and W. Va., over irregular 
routes, traversing Md. for operating convenience only, and 
rejected or damaged shipments on return. 

New York (New York)—MC 106370, M. & W. Trucking 
Co., common carrier. Certificate proposed. Store fixtures and 
hotel and restaurant equipment, in all instances uncrated, be- 
tween points in New York commercial zone, on the one hand, 
and, on the other, points in N. Y., N. J., Conn., Mass., R. IL, 
Pa., Del., Md., Va., and D. C., over irregular routes. 

Kansas (Fort Scott)—MC 106194, Sub. 3, O. W. Horn. 
Denial of certificate proposed. General commodities, with ex- 
ceptions, between Parsons, Kan., and the Kansas Ordnance 
Plant about one mile east of Parsons, and return. 

IMinois (Chicago)—-MC 2180, Sub. 41, Burlington Trans- 
portation Co. Certificate proposed. Passengers and their bag- 
gage, and express, newspapers and mail, between Martendale 
and Osceola, Ia., and between Medora Junction and New Vir- 
ginia, Ia., over specified routes, and return, serving all inter- 
mediate points. 

Michigan (Lincoln Park)—-MC 29883, Sub. 2, George Fair- 
all. Permit proposed. Automobile radiators and parts, from 
Detroit, Mich., to Chicago, Ill., and rejected shipments of such 
commodities, and racks and empty containers used in their 
transportation, from Chicago to Detroit, over irregular routes, 
traversing Ind. for operating convenience. 

Ohio (Toledo)—-MC 105598, Butler Transport Co., Inc. 
Certificate proposed. Motor vehicles, finished or unfinished, and 
motor vehicle cabs and chassis, and such motor-vehicle parts 
and accessories when transported with the aforementioned com- 
modities, in truckaway service in initial movements over ir- 
regular routes, from points of manufacture and assembly in 
Toledo to points in Ind., Ky., W. Va., O., and described areas 
of Mich., lll., N. Y., Pa., and Md., and to St. Louis, Mo., with 
return of rejected or damaged shipments in the reverse di- 
rection. 

New York (Brooklyn)—-MC 107021, Nathan Leibowitz and 
Herman Leibowitz. Denial of application for certificate pro- 
posed. Passengers and baggage of passengers, including per- 
sonal belongings, bedding, and luggage, between points and places 
in New York, N. Y., on the one hand, and points and places 
in Sullivan county and Ellenville, Ulster county, N. Y., on the 
other, in the season extending from May 15 to September 30, 
inclusive, over irregular routes through N. J. 

North Carolina (Henderson)—-MC 106834, H. D.-McLean. 
Denial of application for certificate proposed. Passengers and 
their baggage in the same vehicle, between Henderson, N. C., 
and Clarksville, Va., over a specified route. 

Kansas (Purcell)—MC 106827, A. F. Pauly. Certificate 
proposed. Specified commodities from to, or between designated 
points in Kan., and Mo., over irregular routes. 

Virginia (Clarksville)—-MC 106732, Reams Bus Line. Cer- 
tificate proposed. Passengers and their baggage, and express, 
mail and newspapers in the same vehicle with passengers, be- 
tween Henderson N. C., and South Hill., Va., over a specified 
route. 


New Jersey (Pompton Lakes)—-MC 106688, Edward M. 
Rude Carrier Corp. Permit proposed. Explosives and blasting 
materials and supplies from Gibbstown and Pompton Lakes, 
N. J., and Hillside Junction, Pa., to all points in Me., N. H, 
Vt., Mass., R.. 1... Conn, N. Y., N. J., Del, Md., Va., 'Pa., 0. 
W. Va., Ky., Tenn., N. Cc, and D. C. over irregular routes, and 
empty containers and rejected shipments in the reverse direc- 
tion. 


Alabama (Attalla)—-MC 94201, Sub. 16, Bowman Trans- 
portation Co. Certificate proposed. Tires and tubes, from 
Gadsden, Ala., to Memphis, Tenn., and scrap rubber and raw 
materials used in the manufacture of tires and tubes, from 
Memphis to Gadsden, over irregular routes. 

Massachusetts (Everett)—-MC 83253, Sub. 1, John James 
Mudge. Certificate proposed. Household goods between Everett, 
Mass., and points within 25 miles thereof, on the one hand, and 
points in Me., on the other, traversing’ N. H., for operating 
convenience only, over irregular routes. 
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New York (Hornell)—MC 81340, Sub. 2, Earl Logan and 
Floyd Alderman. Denial of application for certificate proposed. 
General commodities, with exceptions, between points in Steu- 
ben county, N. Y., on the one hand, and points in the New York, 
N. Y., commercial zone, on the other, over irregular routes. 

Indiana (Gas City)—-MC 74598, Sub. 4, G. D. Miller. Per- 
mit proposed. Iron and steel articles and metal or wooden pat- 
terns, between Marion, Ind., on the one hand, and Detroit, 
Jackson, and Tecumseh, Mich., Chicago, Ill., and points in O., 
and Ind., on the other, over irregular routes. Proposed author- 
ity subject to revocation of portion of applicant’s permit in 
MC 74598 authorizing transportation of castings from Marion, 
Ind. to Detroit, Jackson and Tecumseh, Mich., Chicago, IIl., 
and Coldwater, O., over irregular routes. 

Washington (Walla Walla)—-MC 72729, Sub. 3, D. Vern 
Howell. Certificate proposed. Household goods between points 
in Walla Walla, Benton, Franklin and Columbia counties, 
Wash., except those points heretofore authorized, on the one 
hand, and points in Ore., Calif., and Ida.; on the other, over 
irregular routes. 

Maine (Portland)—-MC 60667, Sub. 1, William P. Haley. 
Denial of application for certificate proposed. Household goods 
between points in Me., on the one hand, and points in various 
eastern, southern and central states, on the other, over irregu- 
lar routes, 

New Jersey (Newark)—MC 60428, Sub. 6, Foley & Sheldon. 
Denial of application for extension of operations as contract 
carrier proposed. Inflammable water-white solvents, in tank 
trucks, from Carlstadt, N. J., to Stamford, Conn., and inflam- 
mable water-white and hydrocarbon solvents, in tank trucks, 
from points in Hudson, Essex, Union, and Middlesex counties, 
N. J., to Stamford and to Philadelphia, Pa., over irregular 
routes. 

Wyoming (Lander)—-MC 47577, Sub. 1, Harry Robinson. 
Certificate proposed. Passengers and their baggage, and mail, 
express and newspapers, in the same vehicle with passengers, 
between specified points in Wyo., over designated routes. 

Ohio (Dover)—MC 44947, Sub. 5, B. Deioma and G. H. 

Meininger. Permit proposed. Clay from East Sparta, O., to 
Parkersburg, W. Va., and wall-tile from Parkersburg to East 
Sparta, over irregular routes. 
_ Ohio (New Philadelphia)—-MC 39976, Sub. 1, Raymond D. 
Gibbs. Permit proposed. Clay products, between points in 
Tuscawaras county, O., on the one hand, and points in Ind., on 
and north of U. S. Highway 40, points in the lower peninsula 
of Mich., points in Pa., on and west of U. S. Highway 219, and 
points in W. Va., on the other; and malt beverages from points 
In Pa., on and west of U. S. Highway 219 and points in Ky., 
to points in Tuscawaras county, O., and empty malt beverage 
containers, and refused and rejected shipments in the reverse 
direction, subject to revocation of permit in MC 39976. 


Ohio (Canton)—MC 37473, Sub. 11, Detroit-Pittsburgh 
Motor Freight, Inc. Certificate proposed. New automobiles, 
automobile bodies, automobile chassis, and automobile parts 
and accessories moving in connection therewith, and automo- 
bile show equipment and paraphernalia, and farm and garden 
tractors and parts and accessories thereof moving in connection 
therewith, in initial movements, in truckaway and driveaway 
service, from Willow Run in Washtenaw county, Mich., to 
points in a described area of O., with rejected shipments on 
return, over irregular routes. 

New Jersey (Perth Amboy)—MC 31044, Sub. 7, Apex Ex- 
press, Inc. Denial of application for certificate proposed. Alco- 
holic beverages, between Philadephia, Pa., on the one hand, 
and Baltimore, Md., on the other, over irregular routes. 

Pennsylvania (Terre Hill)—-MC 26013, Sub. 7, H. Lester 

an. Permit proposed. Dresses, pajamas and underwear, 
from New Berlin, McClure, and Beaver Springs, Pa., to New 
York, N. Y.; and empty containers, thread, trimmings, cotton, 
rayon and silk piece goods, and machinery, machine parts and 
supplies used in the manufacture and processing of dresses, 


pajamas, and underwear, in the opposite direction, over irregu- 
routes. 


Indiana (Evansville)—-MC 22115, Sub. 1, Morrow, Inc. Cer- 
icate proposed. General commodities, with exceptions, serving 
points in Ill. in the Chicago commercial zone as off-route points 
NM connection with operation over a regular route between 
ansville, Ind., and Chicago, Ill., authorized in MC 22115. 

New Jersey (Hasbrouck)—MC 17060, Sub. 2, Joseph Kudite. 
Certificate proposed. Household goods between points in Pas- 
Saic, Union, Morris, Essex, and Bergen counties, N. J., on the 
one hand, and New York, N. J. and points in Vt., N. H., and 
€.0n the other, over irregular routes. 

Mississippi (Clarksdale)—-MC 16553, Sub. 3, Melvin Mc- 
Neal Grantham. Certificate proposed. Meats, meat products 
and meat by-products between specified points in Miss., over 
designated routes. 


Ohio (Ripley)—-MC 7716, Sub. 7, Germann Bros. Motor 
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Transportation, Inc. Denial of application for certificate pro- 
posed. General commodities, with exceptions, between Parkers- 
burg, W. Va., on the one hand, and Willow and Washington, 
W. Va., on the other, over designated routes. 

Quebec (Montreal, Canada)—-MC 7257, Sub. 2, Provincial 
Transport Co. Certificate proposed. Passengers and their bag- 
gage, between the international boundary between the U. S. 
and Canada at Norton, and Canaan, over Vermont Highway 
114, serving all intermediate points. 

Pennsylvania (Williamsport)—-MC 2866, Sub. 8, Edwards 
Motor Transit Co., Inc. Certificate proposed. Passengers and 
their baggage, between Jersey City, N. J., and New York, 
N. Y., over Tonnelle Avenue from Jersey City to the Lincoln 
Tunnel approaches in North Bergen, N. J., and thence through 
Lincoln Tunnel, serving no intermediate points, subject to re- 
striction that no passengers shall be transported over such 
route whose sole journey in applicant’s vehicles is between 
Jersey City and New York. 

Ohio (Cleveland)—MC 1502, Sub. 59, Pennsylvania Grey- 
hound Lines, Inc. Denial of application for certificate proposed. 
Passengers and their baggage, and newspapers, express and 
vag . the same vehicle with passengers over designated routes 
in N. J. 

Louisiana (New Orleans)—MC 1501, Sub. 10, Greyhound 
Corporation. Certificate proposed. Passengers and their bag- 
gage and express, mail and newspapers in the same- vehicle 
with passengers between Slidell, La., and the junction of U. S. 
Highway 90 and Louisiana Highway 1075, over La. Highway 
1075, with service at intermediate points. 

Wisconsin (Wisconsin Rapids)—-MC 1494, Sub. 5, Gross 
Common Carrier, Inc. (Corrected). Certificate proposed. Gen- 
eral commodities, with exceptions, between specified points in 
Wis., over designated regular routes, serving intermediate 
points with exceptions. 

Connecticut (New Haven)—MC 78374, Sub. 2, The Con- 
necticut Co. (Corrected). Certificate proposed. Passengers, in 
round-trip sightseeing pleasure tours from points in Conn. to 
points in N. J., Pa., R. L, Vt., N. H:, designated areas in N. Y. 
and ‘Mass., and return. 

Wisconsin (Monroe)—MC 106586, Sub. 1, Sebastian Laeser, 
Jr., contract carrier. Permit proposed. Milk and cream, in 
containers, over irregular routes, from points in Ill. within 50 
miles of Monroe to Brodhead, Wis., and butter and empty con- 
tainers for milk and cream on return. 

New York (New York)—MC 106115, Sub. 1, Morris Squire. 
Certificate proposed. Garment materials and trimmings, from 
points in Hudson and Bergen counties, N. Y., to points in Rock- 
land and Westchester counties, N. Y., and finished garments 
on return, over irregular routes. 

* Georgia (Athens)—-MC 105577, Sub. 2, Clyde Harper, con- 
tract carrier. Permit proposed. Meats, meat products and meat 
by-products; dairy products, and articles distributed by meat 
packinghouses, from Athens to all points in Ga. within 50 miles 
thereof, over irregular routes, and rejected shipments on return. 

Michigan (St. Louis)—-MC 105572, Sub. 4, C. J. Davis. Per- 
mit proposed. (1) Salt, from St. Louis, St. Clair, Marysville and 
Port Huron, Mich., to points in O., Ind., and Ill.; (2) fertilizer, 
from Lockland, O., to points in Mich.; (3) chemicals and insecti- 
cides, from St. Louis to points in O., Ind., and IIl.; and (4) 
rejected shipments of chemicals and insecticides from points 
in O., Ind., and Ill., to St. Louis, over irregular routes. 

North Carolina (Prospect Hill)—-MC 104894, Sub. 6, H. V. 
Clayton. Certificate proposed. Clay and shale products, from 
Greensboro, N. C., and points within 5 miles thereof, of points 
in a described area of Va.; and fertilizer and fertilizer ma- 
terials, from points in Norfolk, Henrico and Pittsylvania coun- 
ties, Va., to points in N. C. on and east of U. S. highway 21, 
duplications eliminated. 

Pennsylvania (Philadelphia)—-MC 104753, Sub. 97, E. 
Brooke Matlack. Certificate proposed. Eight specified products, 
in tank trucks, between designated points in Pa., N. Y., N. J., 
Md., Del., and Washington, D. C. 

lowa (Muscatine)—-MC 95922, Sub. 4, James F. Lee. Cer- 
tificate proposed. Empty vegetable or fruit container, between 
Muscatine, on the one hand, and, on the other, points in IIL, 
in seasonal operation from May 15 to November 30. 

Kansas (Garden City)—-MC 73481, Sub. 3, Danford Bus 
Line. Certificate proposed. Passengers and their baggage, and 
express, mail, and newspapers, between Dodge City, Kan., and 
Kinsley, Kan., over U. S. highway 50S, serving all intermediate 
points. 

Ilinois (Hume)—MC 72274, Sub. 1, Albert W. Hill. Denial 
of certificate proposed, for want of prosecution. Coal, from 
points in Sullivan, Vigo and Parke counties, Ind., to points 
in Edgar county, Ill.; sand, gravel, and stone, from points in 
Vermillion county, Ind., to points in Edgar, Douglas and Ver- 
million counties, Ill.; fertilizer, from Indianapolis, Ind., to 
points in Edgar, Vermillion and Douglas counties; agricultural 
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implements, machinery, and parts thereof, from points in Wis., 
Ind., Mich., Mo., and O., to points in the aforementioned II. 
counties; emigrant movables, betweem points in those counties, 
on the one hand, and, on the other, points in Ind., Ky., Tenn., 
and Mo.; phosphate, from points in Giles and Maury counties, 
Tenn., to points in the aforementioned Ill. counties; feed, from 
Indianapolis and St. Louis, Mo., to points in Edgar county; and 
agricultural products, from the aforementioned Ill. counties, 
on the one hand, and, on the other, points in Vigo, Vermillion, 
Clay, Sullivan and Parke counties, Ind. 

Georgia (Atlanta)—-MC 58923, Sub. 15, Georgia Highway 
Express, Inc. Certificate proposed. General commodities, with 
exceptions, between Cartersville, Ga., and Knoxville, Tenn., 
over a specified route as an alternate for operating convenience 
only, serving no intermediate points. 

lowa (Dubuque)—MC 52770, Sub. 3, Merrill M. Pregler, 
et al. Certificate proposed. Dairy products, from points in a 
described area of Ia. to Calmar, Charles City, Dubuque, Iowa 
Falls and Manchester, Ia., applicants to request cancellation of 
certificate in MC 52770. 

Michigan (Holland)—-MC 35974, Sub. 2, Peter Boer. De- 
nial of certificate proposed. Household goods, between Holland 
and points within 30 miles thereof, on the one hand, and, on the 
other, points in N. Y., Minn., N. D., S. D., Neb., and Mo.; and 
new furniture, uncrated, between Holland, on the one hand, and, 
on the other, points in Il1., Ind., Ia., O., Wis., Mich., N. J., Pa., 
N. Y., Minn., N. D., S. D., Neb., and Mo., over irregular routes. 

Wisconsin (Kenosha)—-MC 30837, Sub. 34, Kenosha Auto 
Transport Corporation. Certificate proposed. Ambulances, 
hearses and funeral cars, in initial movements, from Lima, O., 
to all points in the-U. S., and damaged or rejected shipments 
on return, over irregular routes. 

Wisconsin (Kenosha)—-MC 30837, Sub. 27, Kenosha Auto 
Transport Corporation. Certificate proposed, on further hearing. 
New busses, in initial movements, in driveaway service, from 
Kalamazoo, Mich., to points in Wash., Ore., Calif., Nev., and 
Idaho, and rejected shipments on return, over irregular routes. 

North Carolina (High Point)—-MC 30772, Sub. 24, Atlantic 
States Motor Lines, Inc. Ceritficate proposed. General com- 
modities, with exceptions, between Atlanta and Athens, Ga., 
over U. S. highway 78 as an alternate route for operating con- 
venience only, serving no intermediate points. 

New York (New York)—MC 22273, Sub. 2, William A. 
Tyrrell, et al. Certificate proposed. HOusehold goods, between 
New York, N. Y., on the one hand, and, on the other, points in 
Va., operating through N. J., Pa., Del., Md., and D. C., over 
irregular routes. 


Ilinois (Chicago)—-MC 4405, Sub. 147, Dealer’s Transport 
Co. Certificate proposed. Also that holding by applicant and 
Arco Auto Carriers, Inc., of certain certificates, and by W. R. 
Arthur & Co., Inc., of a permit, be found consistent. New com- 
mercial freight trailers, semi-trailers, chassis, and trailer parts 
and equipment, when moving with such trailers, in driveaway 
and truckaway service, in initial movements, from August, Kan., 
to all points in the U. S., except in Wash., Ore., Calif., Nev., 
Idaho, Utah, and Ariz., over irregular routes. 


Virginia (Richmond)—MC 3833, Sub. 5, New Dixie Lines, 
Inc. Certificate proposed. General commodities, with exceptions, 
between Bellbluff, Va., on the one hand, and, on the other, 
Columbia, Spartanburg, Greenville, and Charleston, S. C., and 
points in N. C. 


West Virginia (Charleston)—-MC 1504, Sub. 74, Atlantic 
Greyhound Corporation. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers, between 
Duluth, Ga., and Lawrenceville, Ga., over Ga. highway 120, 
serving all intermediate points. 


New York (New York)—MC 16682, Sub. 26, Murray 
Shapiro and Alexander Shapiro. Certificate proposed. Ranges 
and stoves, and range and stove parts, crated and uncrated, 
between New York, on the one hand, and, on the other, points 
in Fla., Ga., Ill., Ind., Me. Mich., N. H., N. C., O., S. C., W. 
Va., Vt., Ala., Ky., Miss., Mo., Tenn., Tex., Wis., and La., over 
irregular routes, traversing for operating convenience only 
Mass., Pa., Md., Del., Va., Conn., and the District of Columbia. 

idaho (Idaho Falls)—MC 12327, James C. Westergard. 
Broker license proposad. Operation at Idaho Falls; household 
goods, between that point, on the one hand, and points in Wash., 
Ore., Calif., Nev., Utah, Wyo., Colo. and Montana, on the other. 

New Jersey (Newark)—MC 3647 Sub. 72, Public Service 
Interstate Transportation Co. Certificate proposad. Passengers 
and their baggage, and express, mail, and newspapers in the 
same vehicle with passengers between the intersection of Pine 
and Mill streets, Mt. Holly, N. J., and the junction of Smith- 
ville road and Mount Holly-Pemberton Road, N. J., and return, 
over a described route, with service at all intermediate points. 
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IMinois (Mt. Carmel)—-MC 106635, Nick ring. Certificate 
proposed. Machinery, equipment, materials and supplies used 
in, or in connection with the discovery, development, produc. 
tion, refining, manufacture, processing, storage, transmission, 
and distribution of natural gas and petroleum and their prod. 
ucts and by-products except the stringing or picking up of pipe 
in connection with the construction, dismantling, servicing, or 
repair of pipe lines, between points in IIl., Ind., and Ky., over 
irregular routes. 

Missouri (Sugar Creek)—-MC 106400, Kaw Transport Co, 
Certificate and dual operations proposed, with conditions, 
Petroleum, petroleum products, in bulk, in tank trucks, between 
Kansas City, Mo., and Kansas City, Kan., and points in Mo. 
and Kan. within 10 miles thereof, on the one hand, and, on the 
other, points in Mo. and Kan. within 150 miles of Kansas City, 
Mo., over irregular routes. 

New York (Rego Park, L. I.)—MC 106239, Henry Oster- 
man. Permit proposed. Tires, rubber goods, automobile acces. 
sories, and automobile parts, and advertising matter from New 
York, N. Y., to specified N. J. points, and rejected shipments 
on return, over irregular routes. 

North Carolina (Washington)—MC 104542, Sub. 4, William 
C. Spruill. Permit proposed. Over irregular routes, meats, 
meat products, meat by-products, dairy products, and articles 
distributed by meat-packing houses, from Washington to points 
in N. C. within 90 miles of Washington, with rejected shipments 
of the same eommodities in the reverse direction. 

Missouri (St. Louis)—-MC 44609, Sub. 33, Missouri Pacific 
Railroad Co. (Guy A. Thompson, trustee). Certificate proposed. 
General commodities, between Junction U. S. Highway 65 and 
Saline County Road “H’”, approximately six miles south of 
Marshall, Mo., and Junction U. S. Highway 65 and U. S. High- 
way 40, over U. S. Highway 65, as an alternate route for 
operating convenience only in connection with applicant’s other- 
wise authorized regular-route operations and with no service 
at any intermediate point or at the junction termini and subject 
also to all conditions or restrictions in effect in connection with 
applicant’s connecting regular-route operations. 

Louisiana (Shreveport)—-MC 29957, Sub. 50, Southern Bus 
Lines, Inc. Certificate proposed. Passengers and their baggage, 
and express, mail and newspapers in the same vehicle with 
passengers, between Homer, La., and Junction City, La., and 
return over the same route, with service at all intermediate 

oints. 

: Virginia (Roanoke)—MC 104383, Sub. 2, Willie Russel 
Firebaugh, common carrier. Certificate proposed. Merchandise, 
such as is dealt in by wholesale, retail, and chain grocery and 
food business houses, from Roanoke to points in Va., within 
100 miles of Roanoke, with empty grocery containers on return; 
sealer, lacquer, thinner, drawer coater, reducer, filler, stain, 
varnish, and shellac, from Roanoke to Lexington, High Point, 
Marion, Morganton, Lenoir, and Thomasville, N. C., and Sum- 
ter, S. C., with empty containers for those commodities on 
return, applicant to request cancellation of permit held in 
MC 31096. 

Massachusetts (Uxbridge)—-MC 93257, Sub. 3, Rose Ata- 
mian. Permit proposed. Textile products, and equipment, ma- 
chinery, and materials used or useful in the manufacture 
thereof, over irregular routes, between Uxbridge and Tall 
Rivers, Mass., through R. L. for operating convenience. 


New Jersey (Jersey City)—-MC 93207, Sub. 6, Tar Asphalt 
Trucking Co., Inc. Permit proposed. Coal tar, coal tar distil- 
lates and residue, asphalt, and asphaltic admixtures, in bulk, 
in tank trucks, (1) from Philadelphia, Pa., and points within 
15 miles thereof, to points in N. J., N. Y., those in a described 
area of Conn., and those in Md. and Del. within 100 miles of 
Philadelphia; (2) from points in N. Y., those in described 
areas of Conn. and Pa., to points in Hudson, Union, Somerset, 
Middlesex, Bergen and Passaic counties, N. J., kel from Bethle- 
hem, Pa., to points.in N. J.; and (4) from points in a described 
area of Conn. to points in N. Y., all over irregular routes. 

Missouri (St. Louis)—-MC 89913, Sub. 41, Frisco Trans- 
portation Co. Certificate proposed. Dangerous explosives, be- 
tween points and over regular routes now authorized for gen- 
eral commodities, subject to service being supplemental to rail 
service, and to such key-point or. prior-or-subsequent rail-haul 
conditions as apply in connection with general commodities. 

Indiana (Crawfordsville)—MC 81715, Sub. 1, Cecil C 
Jordan. Denial of certificate proposed, for want of prosecution. 
Household goods, between points in Ind., on the one hand, and, 
on the other points in Ind., O., Mich., Ill., and Ky. 


North Carolina (Rocky Mount)—MC 22232, Sub. 6, W. 1 
Tanner. Certificate proposed. Meats, meat products and meat 
by-products, dairy products and articles distributed by meat- 
packing houses, from Rocky Mount to points in Pitt and Beau- 


fort Counties, N. C., with rejected shipments in the reverse : 


direction. 
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August 17, 1946 


Delay Action on Rate Increases, 
Plea to Commission at Atlanta 


Southern Traffic League advocates adoption of “wait- 
and-see” attitude, contending that revenue in last six 
months of this year will far exceed railroads’ esti- 
mates, as regional hearing in Ex Parte 148-162 begins. 
Commissioner Alldredge displeased by injection of 
issues of class rate cases into rate increase proceed- 
ing. Southeastern state commission spokesmen ask 
I. C. C. to “go easy” on agricultural products. Flor- 
ida citrus growers’ spokesman objects to carrier 
testimony on protective service charges 


By JOSEPH C. SCHELEEN 


Resistance to the railroads’ petition for a general freight 
rate increase of 25 per cent, with lower or different increase 
as to certain commodities, came from spokesmen for the 
Southern Traffic League and from other sources as the Atlanta, 
Ga., regional hearing in Ex Parte 162, Increased Rates and 
Charges, 1946, and Ex Parte 148, Increased Rates and Charges, 
1942, got under way on August 8. 

Commissioner Alldredge presided. Sitting with him were 
Examiner Myron Witters, of the Commission; J. C. Darby, 
member of the South Carolina commission, and Leon Jourol- 
mon, member of the Tennessee commission. 

The calm of the first day’s hearing at Atlanta was dis- 
turbed slightly on two occasions—once, shortly after it had 
begun, when a representative of Florida citrus growers ob- 
jected to the presentation by the railroads, at that point, of 
testimony supplementing that given at Chicago and dealing 
with charges for protective service; the other time, when 
Commissioner Alldredge questioned the propriety of what he 
seemed to regard as an effort by Southern Traffic League 
representatives to inject issues involved in Nos. 28300 and 
28310, the class rate cases, into the Ex Parte 148-162 proceed- 
ing. Much of the testimony heard in the course of the day was 
in opposition to the imposition of percentagewise increases as 
to certain commodities, the witnesses expressing preference for 
increases in cents a ton or a hundred pounds if there had to be 
any boosts at all. 


Plea to Postpone Action 


The Southern Traffic League advocated adoption of a 


“wait-and-see” attitude by the Commission. The league’s wit- 
hesses generally averred that rail traffic in the last six months 
of this year would show such an upswing that the rate increases 
effected by lifting of the Ex Parte 148 suspension would suffice 
to meet the revenue needs on which the railroads were basing 
their plea for the higher rates they sought in their Ex Parte 
162 petition. Therefore, they contended, the Commission should 
wait until early next year, when there would be before it the 
rail traffic and revenue data for the full year 1946, to act on the 
petition in Ex Parte 162. 

R. G. Shorter, of Washington, D. C., comptroller of the 
Fruit Growers Express Co., the Western Fruit Express and 
the Burlington Refrigerator Express Co., was the rail carriers’ 
witness on the subject of charges for protective service. When 
it was announced by Frank W. Gwathmey, of Class I railroad 
counsel, that Mr. Shorter would testify, objection was voiced 
by M. W. Wells, of Orlando, Fla., appearing for the Growers 
and Shippers League of Florida, the Florida Citrus Commission, 
the Florida Vegetable Committee and the Florida Canners 
Association. Mr. Wells contended that it was unfair for the 
carriers to present such testimony at a regional hearing without 
notice to the parties; that the matter of protective service 
charges was one that required careful examination, and that 
opportunity for cross-examination would be denied if the testi- 
mony was presented “as proposed here now.” Mr. Gwathmey 
Said that the carriers would be “glad” to have Mr. Shorter 
made available for cross-examination in the final hearing at 
Washington. Commissioner Alldredge let the witness proceed, 
after explaining that if it appeared later that the testimony 
of Mr. Shorter would give an unfair advantage to the carriers, 
the Commission would take that matter into consideration. 


Increased Cost of Icing 


Mr. Shorter’s statements dealt largely with the operating 
xpense and revenue experience of the Fruit Growers Express, 
Which, he said, furnished protective service to 71 railroads in 

€ area east of the Mississippi River. He maintained that 
Present charges of the refrigerator car companies were based 
rr Cost data developed by the Commission in 1929. To the 
Tult Growers Express, he said, the cost of ice delivered in 
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the car had been $4.60 a ton in 1929 and had risen $1.82 a 
ton above that figure in 1945. He pointed to similar cost in- 
creases for the other two “reefer” car companies he represented. 
In 1945, he said, expenses of the Fruit Growers Express, owned 
by 37 railroads, amounted to $10,410,126 and exceeded revenue 
by $2,935,173. When refrigerator car company costs were 
computed in 1929, he said, the common labor wage rate paid 
by those companies ranged from 15 to 30 cents an hour, whereas 
now the minimum rate for such labor was 75% cents an hour. 
He reported that the excess of expenses over revenues of Fruit 
Growers Express in 1946 had been $1,874,319, and aflided that 
there was no indication of any possible reduction of the annual 


operating expense figure. 


“We have some long-term contracts; if we had not had 
them, we could not have furnished ice as we did,” he declared. 


Time Extension Request Denied 


Mr. Wells arose to move that, to enable the interested 
parties to reply to Mr. Shorter’s testimony, the Commission 
“extend” the proceeding not less than 60 days. He thought 
that, if a period of six months had been necessary for a deter- 
mination by the railroads that this testimony should be pre- 
sented, 60 days for preparation of rebuttal was not too much 
to ask. Commissioner Alldredge said that the motion was over- 
ruled, “so far as this hearing is concerned, and my own au- 
thority.” > 

Asked by Mr. Jourolmon whether any railroads manu- 
factured ice or had subsidiaries that manufactured ice, Mr. 
Shorter said that none of the railroads he represented did. 


“Silent” Government Agencies 


There was no response to inquiries by Commissioner All- 
dredge whether anyone wanted to offer testimony for the short 
line railroads or for the water carriers or motor carriers. When 
he extended the same invitation to the Office of Price Admini- 
stration and the Office of Economic Stabilization, he was in- 
formed that those agencies had “no testimony to offer at this 
time.” Likewise, Walter D. Matson, of the solocitor’s office in 
the U. S. "Department of Agriculture, responded that “we have 
no testimony here.” 

Two witnesses for the Tennessee Valley Authority then 
gave testimony, on direct examination by Robert H. Marquis, 
of the T.V.A. legal department, Knoxville, Tenn., generally to 
the effect that an increase in the rates on phosphate rock was 
unnecessary, but that, if the Commission did grant an increase, 
it should be in cents a ton, rather than on percentage basis. 

The first witness for the T.V.A. was Stewart A. Harvey, 
manager of the T.V.A. fertilizer plant at Muscle Shoals, Ala. 
He said the national defense interest required that the “limited 
Tennessee phosphate rock resources” be preserved against a 
possible national emergency and that the Florida deposits be 
relied on in peace time as the primary source of such raw 
material for fertilizer production. The question T.V.A. had to 
face, he said, was the availability of Florida rock at a delivered 
cost that would permit its economical use. The present rate 
structure, he asserted, was characterized by abnormally low 
rates from the Florida fields to the ports, and by abnormally 
high rates to interior producing points, thereby encouraging 
movements to the ports for shipment abroad as well as to 
Atlantic coast points. If the railroads obtained a 25 per cent 
increase, he declared, the delivered cost at Muscle Shoals of 
“the 2.853 tons of furnace grade rock and 0.873 tons of acidu- 
lation grade rock necessary to make a ton of available P.O,” 
would be $26.91 as to Tennessee rock and $37.38 as to Florida 
rock, or $10.47 more than the Tennessee rock, while, if the 
increase were $0.25 a ton, the total cost of delivered Florida 
rock would be increased by only $0.94 which would not in- 
crease the existing differential in favor of Tennessee rock. 


Proposal on Phosphate Rock 


William J. Sheehan, of Knoxville, Tenn., T.V.A. trans- 
portation economist, said T.V.A. was proposing that the phos- 
phate rock rates be increased “one cent per ton for every 
per cent of general increase that is granted”; that a per-ton 
increase would preserve the existing relationship between 
Florida and Tennessee fields, and that it would give the car- 
riers substantially as much revenue as would a percentage 
increase. 

Commissioner Alldredge called attention to the filing of 
verified statements, as follows: 


By F. E. Harrison, Jr., of Tallahassee, Fla., for the State Road 
Department of Florida, the Havana Canning Co., and the Dixie Lime 
Products Co.; by W. S. Creighton, Charlotte, N. C., for the Southern 
Traffic League, the North Carolina Traffic League, and the Charlotte 
Shippers and Manufacturers Association, and by L. D. Thrasher, en- 
gineer-director of the Limerock Association of Florida, Inc. 


Mr. Harrison’s statement on behalf of the Florida road 
department set forth contentions that any increase granted 
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should be specific, in cents a ton; that a boost of 20 cents a 
ton on limerock would be too high; that the railroads’ rate 
increase proposal would add $500,000 to the cost of Florida 
highway construction this year; that if any increase were 
granted on roadway aggregates the Florida arbitraries should 
be exempted, and that the proposed increase of 50 cents a ton 
on cement if applied to both the basic scale and the Florida 
arbitraries would be grossly discriminatory and a double in- 
crease. On behalf of the Dixie Lime Products Co., he averred 
that the increases proposed with respect to lime and dry build- 
ing mortar were too high and should not be higher than in- 
creases the Commission might allow on crushed stone, clays and 
other similar products of the mines and should be specific. For 
the Havana Canning Co., he asked that canned fruit and vege- 
tables be exempted from any increase, “especially so in view 
of the very high level of present rates to all markets.” 


_ Mr. Thrasher’s statement for the Florida limerock associ- 
ation expressed a fear that the proposed boost of 20 cents a 
ton on limerock might result in the use of “other types of con- 
struction such as mixed-in-place asphalt roads or . . . local pit 
operations where the material is sometimes available.” 


Fertilizer Associations Position 


John T. Money, of Washington, D. C., representing the 
National Fertilizer Association, said it was the position of this 
association that there should be no increase in rates on fertilizer 
or fertilizer materials, including phosphate rock, and suggested 
that higher rail rates would result in diversion of traffic to 
water carriers. Mr. Gwathmey noted that the coastwise water 
carriers wanted the railroads to raise their water-competitive 
rates and that the water carriers contended they could not 
make money under their present rate levels. Mr. Matson, of 
the Agriculture Department, wondered if fertilizer carloadings 
would increase next year, and Mr. Money’s reply was that there 
would be a greater demand but that there possibly would be 
limiting factors on production. Discussing the effect of a 25 
per cent increase in rates on fertilizer, Mr. Money said there 
was a limit beyond which farmers would not go in paying for 
fertilizer. To a question by William A. Northcutt, of railroad 
counsel, whether fertilizer prices had increased because of wage 
increases, Mr. Money answered that “probably” some of those 
costs had been “passed on.” Mr. Northcutt suggested that the 
witness did not want “the same thing” to be applied by the 
railroads. Mr. Money said that in the last six months of this 
year the railroads would have an era of prosperity the like of 
which they had never before experienced, and that some ship- 
pers now could not get one-third the number of cars they 
needed. If the Commission put off its decision until after this 
year, he added, “you won’t get your increase.” 


Witness for Cotton Manufacturers 


R. L. Murphy, of Atlanta, traffic manager and attorney for 
the Alabama Cotton Manufacturers Association, the Georgia- 
Alabama Textile Traffic Association, and the Cotton Manu- 
facturers Association of Georgia, the next wtiness, contended 
that the increase now granted the carriers in Ex Parte 148 
would suffice to take care of the railroads’ needs. He expressed 
preference for a percentage increase, if there had to be one, 
and objected to a proposal for establishment of a maximum 
increase of 10 cents a hundred pounds. D. C. Callon, chairman 
of the transportation committee of the National Cottonseed 
Products Association, Inc., Meridian, Miss., urged that, if the 
Commission found the railroads in need of additional revenue, 
it employ a “flat” rather than a percentage increase, and that 
the increase on cottonseed oil be no larger than that applied 
on competitive products in the category of animal fats and 
oils and certain vegetable oils. L. K. Milford, of Augusta, Ga., 
chairman of the warehouse and transportation committee of the 
Atlantic Cotton Association, gave testimony substantially in 
agreement with that presented by Mr. Murphy. 


Sees Diversion to Trucks 


Raymond Johnson, sales manager of L. Maxey, Inc., of 
Frostproof, Fla., under direct examination by Mr. Wells, said 
movement of citrus fruit by truck would increase if the rail 
rates were raised, to the extent that from 25 to 50 per cent of 
this traffic would go from the railroads to the trucks as more 
trucks became available. He said the citrus fruit growers 
would “go along” with the present “maximum loading” of 
freight cars for the next two years, until the car shortage might 
be relieved, although the heavy loading resulted in “a big 
amount of breakage.” Mr. Gwathmey, in a series of questions, 
tried to obtain from the witness an admission that truck rates 
also would be higher than before the war, “if and when the 
trucks get back,” but Mr. Johnson said the trucks that would 
handle this business were mostly driven by their owners and 
so would not be affected by high labor costs. 
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Walter McDonald, chairman of the Georgia public service 
commission, asked and obtained permission to present two wit. 
nesses on behalf of the southeastern state commissions. f, 
referred to a motion he had made at the Chicago hearing jn 
Ex Parte 148-162 for cancellation of the hearing for 120 days— 
a motion that was overruled (see Traffic World, July 27, p. 
225)—and added that “we find ourselves under necessity of 
pressing our motion for additional time,” and that the south. 
eastern state commissions felt the I.C.C. would grant ther 
motion “for time and broadening of the proceding.” He saij 
the Georgia commission was now taking a survey of potential 
shipments in the near future that would serve as rebuttal to 
the carriers’ presentation. 


Agricultural Tonnage Forecast 


He then presented as a witness E. B. Weatherly, identified 
as chairman of the National Cattlemen’s Association, director 
of certain other national livestock groups and operator of 
“some 6,000 acres of farm land in Georgia.” He said he wanted 
to refute, in the interest of agriculture, the railroads’ “effort 
to raise the rates.” Southeastern farmers, he declared, would 
be at a tremendous disadvantage of rates if their products 
were increased, because they could not “pass on” the increases, 
He said agriculture would offer more tonnage to the railroads 
in the next 18 months than they had offered in any period in 
the war, “unless the carriers raise their rates.” 

Mr. Gwathmey said he did not recall any prediction by the 
railroads that agricultural tonnage would fall off. Mr. Weath- 
erly said he thought that the railroads predicated their claim 
of a need for rate boosts on a decline in tonnage. Did the 
witness know of any period in which Georgia farmers were 
better off than they were right now, inquired Mr. Gwathmey. 
The witness though there had been such a period—‘“way back 
yonder.” Mr. Gwathmey suggested that it might have been in 
the Civil War period. 

H. L. Wingate, president of the Georgia Farm Bureau 
Federation, was the other witness presented by Mr. McDonald. 
He felt that producers of “raw products” should not have to 
pay the same percentage of increase as other products. There 
was plenty of money in the farmers’ hands now, but when the 
time came that they could buy replacements of rundown equip- 
ment and other things they needed now and could not bvy, 
they wouldn’t have so much, he declared. A 25 per cent in- 
crease would be “an awful heavy burden” and “unjust” to 
farmers, he averred. He was not cross-examined. 























Southern Traffic League Testimony 


E. L. Hart, secretary and traffic manager of the Atlanta 
Freight Bureau, appearing as chairman of a committee of 
Southern Traffic League appointed to consider the Ex Parte 
162 petition, said the accuracy of forecasts that tonnage in the 
last half of 1946 would not provide sufficient revenue to offset 
“anticipated increases in operating expenses” constituted the 
gravamen for controversy concerning the propriety of the 
Commission proceeding hurriedly in the instant matter. He 
referred to an American Trucking Association forecast that 
truck freight volume in 1946 would probably exceed that of 
1945 despite the fact that tonnage carried in the first half 
of this year lagged behind the first half of 1945. He pointed 
to the carloading figures for the week ended July 20—921,4% 
cars—saying that that was the largest since October 18, 1941. 

He said the Southern Traffic League believed that the 
revenues received by the railroads if their freight rates were 
left substantially at their present level would “meet the ob- 
jectives of the national transportation policy. . . .” Continuing, 
he said: 

It is recognized that this is a revenue case. Nevertheless, we must 
necessarily consider the measure and relationship of our rates as con 
trasted with the rates in competing sections of the country, particularly 
in what is defined as Official Territory, which may come into existence 
by orders of the Commission in this proceeding. . . . The time has been 
reached when caution should be exercised in materially increasing the 
present rate levels, which in our judgment have just about reached 
the saturation point. . . . The carriers should bestir themselves in @ 
sincere effort to effect savings in operating costs and consider other 
means of reducing expenses. 

One significant trend in this direction is the purchase by the larger 
carriers . . . of diesel locomotives to supplant steam locomotives. .-: 
Having in mind the advent of other passenger-carrying agencies that 
perhaps serve the public better than the railroads, coypled with in- 
creased use of private automobiles, it appears that the position of the 
rail carriers with respect to passenger traffic is not any too bright. 

It is claimed by some parties in this case that the petitioning cal 
riers are handling less-carload merchandise traffic at less than cost. .-: 
This claim furnishes a virgin field for exploration by the rail carriers 
for the purpose of effecting economies sufficient to place this traffic 00 
a paying basis, if in fact it is now handled at a loss... . 

With reference to the matter of rate levels, the south versus the 
north . . . other witnesses will deal specifically with ‘class rates cov 
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ered by the Commission’s findings in Dockets Nos. 28300 and 28310. 
However, I have prepared certain comparisons of first class rates. ... 

Regarding the level of rates in the south versus the rates in the 
north, other than those covered by the class rate cases, the league is 
agreeable as a temporary expedient, and without prejudice to the general 
position of most southern shippers concerning a parity of rates with 
the north, and until such time as the Commission may pass on this 
precise question as to the rates on the different classes of commodity 
traffic—the south versus the north and intersectionally—to accede to 
the basis for the increases prescribed by the Commission in its order of 
June 20, 1946, which the record in this case appears to justify, and feels 
that the difference in the levels should not be widened in the event 
the Commission concludes that the petitioning railroads are entitled to 
additional increases. It is the further position of the league that in the 
event of additional increases they would be by percentage and not by 
flat amounts. Finally, the league respectfully requests that interested 
parties be permitted to file briefs in this proceeding on September 4, 
1946, and that oral argument now assigned for Washington, D. C., on 
September 9, 1946, be deferred. 


What was the purpose of the comparison of class rates 
repared by Mr. Hart, Commissioner Alldredge wanted to 
Som, F. C. Hillyer, of Jacksonville, Fla., conducting the direct 
examination of the witness, said that the contention was that 
the class rates in the South were excessive and that addition 
of 25 per cent thereto would put them on “an extremely un- 
reasonably high basis.” 


Cites Ruling by Commission 


Commissioner Alldredge said that this hearing dealt solely 
with rates in the south; that the Commission had already 
decided that the record in Nos. 28300 and 28310 would not be 
considered in this proceeding at all. He said he had not studied 
minutely the figures compared by Mr. Hart, but that, to the 
extent the exhibit in question encroached on the record in the 
class rate cases they would be excluded by the Commission. 
He noted that the class rate case was not yet concluded. 


Mr. Hillyer said he had not been informed of the Com- 
mission ruling mentioned by Commissioner Alldredge. The lat- 
ter said the Commission had tried to make it clear that the 
class rate decision and the record in that case would not be 
considered in the Ex Parte 148-162 proceeding. Mr. Hillyer 
contended that the witnesses had a right to consider any deci- 
sion of the Commission dealing with class rates, and Mr. Hart 
said that ‘‘we’re dealing with the level of rates.” 

Frank J. Clark, of New York City, representing the state 
of New York, objected to the class rate comparison in issue. 
Mr. Hillyer said that the Southern Traffic League had filed a 
motion to put in evidence on interterritorial class rates at the 
Atlanta hearing; that the motion had been denied; that the 
league introduced evidence relating to such rates at the Chicago 
hearing, and that, if such evidence were “excluded here,” it 
would be contrary to the division that sat at Chicago, where 
that type of evidence was received. 

“T’'ll let it come in, under the statement I made, subject to 
the limitation I stated,”’ said Commissioner Alldredge. “I don’t 
think the Commission will run the risk of rendering the case 
moot by encroaching upon that record in this case. I thought 
I made that clear!” 


As to Mr. Hart’s request for filing briefs, etc., Mr. All- 
dredge said this was a presentation before him of a request 
made before the Commission, and that that did not conform 
to the Commission’s rules of practice. He said he did not feel 
called on to “segregate this for special consideration.” Mr. 
Hillyer said it was a matter of putting the carriers on notice 
that such a petition was filed or would be filed. 


“No Compunction” 


Mr. Clark said Mr. Hart was asking for higher rates in 
Trunk Line territory than the rates from south to north, though 
in the class rate case he had asked for “parity,” and Mr. Hart 
said he had “no compunction about that.” 


Asked by railroad counsel whether he thought the railroads 
ought to go out of the passenger business, Mr. Hart said he 
thought they should if they were not making money on it— 
not all passenger business, but the unprofitable business. Asked 
Whether the railroads ought not to improve their passenger 
— so as to attract business, he said, “Not between all 

Oints.”’ 
To a question, with respect to l.c.l. business, whether he 
was suggesting that the railroads go out of that business or 

t they raise their rates, his retort was that the railroads 
could effect economies, and he was then told that he had no 
evidence to show that the railroads had not done that. Mr. 
lart said he was just “talking from general knowledge,” and 
his interrogator said, ““That’s all—you are just ‘talking gener- 
ally’ again.” 

Appearances entered on the first day of the hearing at 
Atlanta were the following: 
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Cc. L. Denk, Jr., G. T. M., c/o Fulton Bag & Cotton Mills, for 
Fulton Bag & Cotton Mills, Atlanta, Ga. f 

Raymond F. Johnson, Frostproof, Fla., for L. Maxcy, Inc., Frost- 
proof, Fla., and Growers & Shippers League, Orlando, Fla. 

Frank W. Gwathmey, Shoreham Bldg., Washington, D. C., for Class 
I railroads. 

Robert F. Park, 523 Dexter Ave., Montgomery, Ala., for Alabama 
Public Service Commission, protestant. 

W. W. Glenn, American National Bank Bldg., for Tennessee Prod- 
ucts Corporation, é : 

Cc. E. Widell, 1100 Stahlman Bldg., Nashville 3, Tenn., for Tennes- 
see Manufacturers Association. 

Wayne W. Wolford, Room 352 Seaboard R. R. Bldg., Norfolk, Va., 
for Seaboard Air Line R. R. Co. 

James G. Blaine, 1553 Railway Exchange Bldg., St. Louis, Mo., for 
Mo.-Kan.-Texas R. R. Co. and S. W. Rail Carrier. 

J. N. Swanson, T. M., Macon, Ga., for Bibb Mfg. Co., Macon. 

Thomas E. Grady, Ingraham Bldg., P. O. Box 2468, Miami, Fla., for 
Greater Miami Traffic Association and Florida Rate Conference. 

William A. Northcutt, c/o L. & N. R. R. Co., Louisville, Ky., for 
Class I railroads. 

Charles Clark and A. J. Dixon, Southern Ry. Bldg., 15th & K Sts., 
N. W., Washington, D. C., for Southern Railway System lines and other 
Southern carriers, petitioners. 

L. K. Millford, Augusta, Ga., for Atlantic Cotton Association. 

W. O. Jackson, 771 Spring St., N. W., Atlanta, Ga., for General 
Mills, Inc. 

M. G. Forster, TVA Legal Dept., Knoxville, Tenn., for Tennessee 
Valley Authority. 

Robert H. Marquis, TVA Legal Dept., Knoxville, Tenn., for Ten- 
nessee Valley Authority. 

H. A. Manning, Director of Traffic, 406 Palmetto State Life Bldg., 
Columbia, S. C., for South Carolina State Ports Authority. 

H. M. Croghan, 233 W. Broad St., Savannah, Ga., for Central of 
Georgia Ry. 

Mark W. Thomas, 233 W. Broad St., Savannah, Ga., for Central 
of Georgia Ry. 

J. D. Patterson, G. T. M., Union Bag & Paper Corp., 233 Broadway, 
New York, N. Y., for Southern Paper Manufacturers Traffic Conference. 

Cc. E. Logwood, Director of Rate Bureau, The Public Service Com- 
mission of South Carolina, Columbia, S. C., for Public Service Commis- 
sion of South Carolina. 

E. Delwood, 815 Broad St., Chattanooga, Tenn., for Chattanooga 
Manufacturers Association, Chattanooga, Tenn. 

Cc. L. Butler, George W. Holmes, Missouri Pacific Bldg., St. Louis, 
Mo., for petitioning rail lines. 

Chas. W. Strickland, c/o Proximity Mfg. Co., for Cone Mills, 13 
large cotton mills, V-Cloth Finishing plants located in North and South 
Carolina. 

James E. Burkett, P. O. Box 79, Montgomery 1, Ala., for Mont- 
gomery Chamber of Commerce, City of Montgomery, Roquemore Gravel 
& Slag Co. 

Roy F. Reed, Jefferson City, Mo., for Missouri Public Service Com- 
mission. 

J. L. Turner, 3131 First Ave., N., Birmingham, Ala., for Sloss- 
Sheffield Steel & Iron Co., Birmingham, Ala. 

Cc. F. Kelsch, 301 5th Ave., N. W., Mandan, N. D., for The Public 
Service Commission and the Attorney General for the State of North 
Dakota as Special Assistant Attorney General and Commerce Counsel] 
for the Public Service Commission. 

T. H. Willings, 508 Volunteer Bldg., Atlanta, Ga. 

Richard M. Jones, Jackson, Tenn., for Jackson Freight Bureau. 

H. D. Musick, Kingsport, Tenn., for Blue Ridge Glass Corp., Kings- 
port, Tenn. 

Frederick E. Brown, 743 Investment Bldg., Washington 5, D. C., 
for Blue Ridge Glass Corp. 

Cc. Eugene Fowler, 844 Martin Bldg., Birmingham 3, Ala., for Ma- 
hogany Assn., Inc., also Alabama Asphaltic Limestone Co., also Rock- 
wood Alabama Stove Co., also various lumber manufacturers and 
dealers. 

Rupert L. Murphy, T. M. and Atty., 740 C. & S. Bank Bldg., At- 
lanta 3, Ga., for Georgia-Alabama Textile Traffic, Alabama Cotton 
Manufactutrers Assn, and Cotton Manufacturers Assn. of Georgia. 

G. E. Walker, for Nehi Corporation, P. O. Box 1440, Columbus, Ga. 

J. K. Hiltner, Burlington, N. J., for U. S. Pipe & Foundry Co. and 
Cast Iron Pipe Research Assn. 

George W. Morrow, Office of the Solicitor, U. S. Dept. of Agri- 
culture, Atlanta, Ga., for Secretary of Agriculture. 

Walter D. Matson, Office of Solicitor, U. S. Dept. of Agriculture, 
Washington 5, D. C., for Secretary of Agriculture. 

L. C. Kimberly, Jr., Room 814 22 Marietta St. Bldg., Atlanta, Ga., 
for North Carolina Cotton Manufacturers Assn., Cotton Manufacturers 
Assn. of South Carolina. 


E. L. Hart, 302 Chamber of Commerce Bldg., Atlanta, Ga., for 
Atlanta Freight Bureau. 


Harold E. Spencer, 135 E. 11th Place, Chicago 5, Ill., for Illinois 
Central R. R. Co. 


Frank J. Clark, 25 Broadway, New York 4, N, Y., for State of New 
York. 


F. C. Hillyer, 227 W. Forsyth St., Jacksonville, Fla., for Southern 
Traffic League, Florida Rate Conference, Florida Producers of Phos- 
phatic Sand and Clay, Southern States Bag Co. 

T. C. Maurer, 227 W. Forsyth St., Jacksonville 2, Fla., for National 
Container Corp., Southern States Bag Co., White Shell Co., Florida 
Rate Conference, and Southern Traffic League. 

‘ hwy Pettijohn, Tallahassee, Florida, for Florida Railroad Com- 
mission. 


!. T. Williams, rate expert, Tallahassee, Fla., for Florida Railroad 
Commission. 
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J. T. Hiers, president, Southern Traffic League, 321 Princeton St., 
Wilmington, N. C., for Southern Traffic League. 

B. H. Overton, Traffic Bureau, Chamber of Commerce, St. Peters- 
burg, Fla., for. Traffic Bureau, Chamber of Commerce, St. Petersburg, 
Fla., Florida Rate Conference. 

Frank E. Harrison, Jr., Tallahassee, Fla., for State Road Dept. of 
Florida, Havana Canning Co., Havana, Fla., Dixie Lime Products Co., 
Ocala, 

Samuel S. Pharr, Chairman, Tennessee Railroad and Public Utilities 
Commission, for the State of Tenn. 

Howard R. Walker, 748 Reynolds St., Augusta, Ga., for Georgia- 
Carolina Brick & Tile Co., Southern Brick & Tile Mfrs. Assn. ¥ 

W. L. Glaze, Columbia, S. C., for South Carolina State Ports Au- 
thority, South Carolina State Highway Department, Columbia, S. C. 

John A. O’Rourke, P.O. Box 3227, Orlando, Fla., for Growers & 
Shippers League, Fla. Citrus Commission, Fla. Vegetable Committee, 
Florida Canners Assn. 

Vv. T. Zwinak, Traffic Manager, Tuscaloosa, Ala., for Gulf States 
Paper Corp., Tuscaloosa, Ala. 

Paul D. Cook, AGTM, Hamilton, Ohio, for Champion Paper and 
Fibre Co., Canton, Ohio. 

T. H. Henderson, Chamber of Commerce Bldg., Nashville 3, Tenn., 
for Nashville Freight Bureau. 

M. N. Well, 1007 Florida Bank Blidg., (P.O. Box 633), Orlando, Fla., 
for Growers & Shippers League of Florida, Florida Citrus Commission, 
Florida Vegetable Committee, and Florida Canners Assn. 

H. A. Deane, P.O. Box 363, Hartsville, S. C., for Sonoco Products 
Company. 

C.F. 
Company. 

T. J. McGinn, 405 Savannah Bank Bldg., for Savannah Traffic Bur. 

John T. Money, Mills Bldg., Washington, D. C., for Structural Clay 
Products Institute, Southern Brick & Tile Mfrs. Assn., National Fer- 
tilizer Assn., Davison Chemical Co. 

W. T. Creighton, Box 985, Charlotte, N. C., for Southern Traffic 
League, North Carolina Traffic League, Charlotte Shippers & Manu- 
facturers Association. 

A. J. Ribe, 600 Woodward Bldg., Birmingham 3, Ala., for W. T. 
Smith Lumber Co., T. R. Miller Mill Co., and 17 other Southern Lumber 
Mills; Hardy Sand Co. and Houghland & Handy, Inc.; Birmingham 
Slag Co., Woodstock Slag Corp., Montgomery Gravel Co., Roquemore 
Gravel & Slag Co., Stockbridge Co., Superock Co. 

M. M. Emmert, Atlanta, Ga., for Coca-Cola Co. 

L. A. Gossage, 174 3rd Ave. No., Nashville, Tenn., for Southern 
Brick & Tile Mfrs. Assn., Brick & Tile Service, Inc., Louisiana-Missis- 
sippi Brick Mfrs. Assn.; T. L. Herbert & Sons, W. G. Bush & Co., 
San Gravel Co. 

J. J. Bethune, 1202 First National Bldg., Birmingham, Ala., for 
Alpha Portland Cement Co. 

Louis A. Schwartz, 611 Gravier St., for New Orleans Traffic Trans- 
portation Bureau, New Orleans 12, La. 

D. C. Callon, Box 1190, Meridian, Miss., for National Cottonseed 
Products Assn., Inc. 

Cc. B. Heinemann, Jr., 1420 K St., N.W., Washington 5, D. C., for 
Bourbon Stock Yard Co., Louisville Live Stock Exchange, Louisville, Ky. 

Thos. L. Howard, P.O. Box 1592, Brimingham, Ala., for W. S. 
Dickey Clay Mfg. Co., Birmingham, Ala. 










































































Bauserman, Winston-Salem, N. C., for P. H. Hanes Knitting 


T. C. Maurer, a member of the Southern Traffic League’s 
special committee for the Ex Parte 148-162 proceeding, ap- 
pearing also for the National Container Corporation, of Jack- 
sonville, Fla., emphasized a contention, and referred to several 
exhibits in support thereof, that the revenues of all class I 
railroads had been habitually less in the first and second quar- 
ters of each year than in the third and fourth quarters of each 
“xgah eee was true in pre-war years as well as in war years, 

e said. 


It was the league’s position that “the statistics neither for 
the first quarter of the year 1946 nor the second quarter of 
1946, nor the first half of 1946, form a proper and fair yard- 
stick by which to measure the expected revenues, expenses 
or income for the full year 1946,” he said. 


More About Class Rates 


Objection was made by Mr. Northcutt to inclusion in the 
record of the following testimony by Mr. Maurer, but Com- 
missioner Alldredge overruled the objection: 


With respect to the class rates within the south the League’s posi- 
tion is that the maximum reasonable class rates prescribed by the 
Interstate Commerce Commission in the Class Rate Investigation, 1939, 
I. C. C. No. 28300, are the only lawful reasonable maximum rates for 
application between all points in Southern Classification Territory; 
and, pending the publication of the uniform class rates in 28300, the 
interim order in No. 28300, reducing the existing class rates in the south 
by 10 per cent, should be employed as a base upon which to apply any 
future horizontal increases which may be permitted in Ex Parte 162; 
and that when the uniform class rates prescribed in 28300 shall have 
been published, any such general increase as may be permitted in 
Ex Parte 162 should be applied to the uniform class rates. 


Mr. Maurer’s testimony included a statement that the 
carriers’ estimates of 1946 revenue on the basis of results of 
the first six months’ operation were “unreliable” by reference 
to the summary and interpretations in a study of “Post-war 
Earnings of Class I Railroads,” published as information by 
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W. H. S. Stevens, director of the Commission’s Bureau of 
Transport Economics and Statistics in June, 1945. Mr. Gwath- 
mey objected to the use of this reference on the ground it was 
not an official compilation of the Commission but only the 
work of a member of its staff, and he was sustained in that 
objection. Mr. Hillyer deleted the material Mr. Maurer’s state- 
ment relating to that study, but obtained permission to call 
Mr. Stevens as a witness in rebuttal at the Washington hearing. 


Sees Huge Tax “Relief” 


“The prediction can be made safely for the league that 
the carriers’ total tax bill for the year 1946 will be many 
millions of dollars less than in any of the war years, when the 
carriers were earning excessive profits,’ said Mr. Maurer, after 
having discussed briefly some changes in tax laws that he said 
would result in tax reductions for the railroads. 

In an exhibit, Mr. Maurer showed that net railway operat- 
ing income totals for the first six months of specified years 
were substantially less than half the total for the full year, 
as follows: 1936, six months total represented 36 per cent of 
full year’s total; 1938, six months’ total was only 19 per cent 
of full year’s total; 1940, six months’ total was 36 per cent of 
that for full year, and 1942, six months’ total was 37 per cent 
of the total for the year. 

“The league opposes any further increases in rates or 
charges until such time as the railroads are in a position to 
present to the Commission statistics showing the actual revenue 
results of the interim increases which became effective on 
July 1, 1946,” he said. 


Suggests Delay Until “Early in 1947” 


On behalf of the National Container Corporation, Mr. 
Maurer maintained that any further increase in the rates on 
pulpwood would widen the disparity between interstate and 
intrastate rates and between intrastate rates in Florida and 
those of other states. Mr. Gwathmey wanted the witness to 
say to what particular time he wanted the Commission to 
postpone action on the Ex Parte 162 petition. Mr. Maurer 
said such action should be delayed until “a fair revenue picture” 
for the entire year 1946 could be determined—some time early 
in 1947, whenever the figures became available. Asked whether 
he had any idea how much additional expense would be imposed 
on the railroads by the wage increases made effective retro- 
actively to January 1 of this year, Mr. Maurer said he did not, 
but that this increased expense would be offset substantially 
by tax reductions. s ; 

Receipt of verified statements from D. A. Dashiell, of 
Norfolk, Va., traffic manager of F. S. Royster Guano Co., a con- 
cern manufacturing and shipping commercial fertilizers and 
fertilizer materials at plants in several states, and W. G. 
Burnette, secretary-manager of the Lynchburg (Va.) Traffic 
Bureau, was announced by Commissioner Alldredge. Mr. 
Dashiell urged that the Commission, in the event it found the 
carriers entitled to additional revenue, accord to phosphate 
rock a smaller percentage increase than “the general run of 
commodities because of its low value, heavy loading per car, 
and the fact that it provides. the carriers a steady flow of 
traffic throughout the year.” 


Lynchburg’s Problem 


Mr. Burnett asked the Commission to take cognizance of 
“the fact that lower ratings producing lower rates are main- 
tained on tratfic moving between Southern territory and Official 
territory than the rates and ratings maintained on the same 
traffic moving within Official territory.” He observed that in 
instances where the rating was first class in Official and second 
class in Southern classification the rate was 86 cents from 
Lynchburg to Washington, D. C., for 171.3 miles and only 
82 cents from Danville to Washington for 235.3 miles; while, in 
instances where the rating was second class in Official and third 
class in Southern classjfication, the rate was 72 cents from 
= to Washington and 67 cents from Danville to Wash- 
ington. 

T. M. Henderson, commissioner of the Nashville (Tenn.) 
Freight Bureau for the last 35 years, propounded a contention 
that the Commission should allow no freight rate increase that 
“would yield the railroads a profit on their increased expenses 
or that would increase the net revenue of the railroads because 
of their increased expenses.” 


Rail “Profit” on Wage Increase? 


“The railroads, in our opinion,” he said, “should take care 
of a part of this increase themselves, and not call on the ship- 
ping public to bear the entire burden. In other industries In- 
creases in wages and other expenses are, in part at least, taken 
care of by the industries through economies and increased effi- 
ciency in operating. The railroads apparently have no idea of 
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meeting any part of these expenses through any economies or 
increased efficiency in operating, but are calling on the shipping 
public for an estimated $1,000,000,000 increase in revenue to 
meet an estimated increase in expenses of $882,725,000, and if 
their estimates are correct they are asking for an annual profit 
of $117,275,000 on their increased expenses, or an additional 
annual profit of this amount, because of their increased ex- 
nses.” 

af Mr. Henderson, after asserting that tax reductions and 
repeal of land-grant rates would add to the revenues of the 
railroads, expressed opposition to the percentage method of 
raising rates, “because this method disturbs relationships in 
all rates, where there is a difference, and destroys equalizations 
via gateways, where rates are now so adjusted that the combi- 
nations via the several gateways are the same.” 

Before Mr. Henderson had finished the reading of his pre- 
pared statement, Mr. Gwathmey voiced the opinion that Mr. 
Henderson’s views constituted nothing but argument and con- 
tained no facts ‘“‘that anybody would want to cross-examine 
him on.” Mr. Henderson said “A Review of Railway Oper- 
ations in 1945,” issued by the Bureau of Railway Economics 
of the Association of American Railroads, showed that revenue 
ton miles of 680,671,000 in 1945 were 56,575,000 ton-miles fewer 
than in 1944, but that the number of railroad employes in 1945 
exceeded the 1944 total by 13,490, so that “on the reduced 
—— they had more employes in 1945 than they had in 


Mr. Henderson expressed opposition to any increase in rates 
on coal to Nashville. Mr. Northcutt asked if it was Mr. Hen- 
derson’s view that Nashville should be “set aside and exempted 
from coal rate increases even though it is in every other coal 
rate in the United States,” and Mr. Henderson’s answer was, 
‘T think so.” 

“IT am not surprised that you think so,” said Mr. Northcutt. 


Rates in 28300 vs. Proposed Rates 


Ben H. Overton, of the St. Petersburg, Fla., Chamber of 
Commerce, representing the Florida Rate Conference, placed 
in evidence an exhibit in which he sought to show, among other 
things, that if the rate scale prescribed in the class rate case, 
No. 28300, were in effect, the same amount of money would 
purchase 125 per cent more miles of transportation from Miami 


than would be obtained if the proposed increase were added to © 


the existing rates from Miami; or, stated differently, that 
Florida shippers would be entitled to “875 miles more haul” 
for what they paid than they would pay to get to Atlanta, Ga. 

Edward H. Miller, O. P. A. and O. E. S. representative, 
remarked that the Overton exhibit and other testimony had 
brought No. 28300 into the picture; that he understood that 
No. 28300 was strictly a rate and rate relationship case, while 
Ex Parte 162 was strictly a revenue case. As he understood 
it, he said, Mr. Hillyer was not disposed to bring the class rate 
proceeding into the instant case, but he (Mr. Miller) wanted to 
make sure that “all this relating to class rates” was wholly 
divorced from the hearing. If he was correct in that, he had 
no objection to the exhibit, he said. Mr. Hillyer said he rec- 
ognized, of course, that the Commission could not deal with 
the class rate question while enjoined by a federal court. He 
said he expected the Commission to apply the increases to the 
current rates, whatever they were; that the Southern Traffic 
League had no intention of reopening No. 28300 on any issue, 
but that the rates in the exhibit were cited for use if and 
when the ‘injunction was dissolved. 


Urges Removal of “Arbitraries” 


To a question by Mr. Gwathmey, Mr. Overton replied that 
he thought the Florida arbitraries should be “arbitrarily re- 
moved.” He added that he saw no reason why the Florida 
arbitraries should be further increased. Asked by Mr. Money 
Whether he could name any commodities moving northbound 
from Florida on commodity rates on which the arbitraries were 
included, Mr. Overton said he could not, as fie did not have any 
tariffs with him. Mr. Money said the Commission’s permanent 
order in the class rate case contemplated elimination of the 
arbitraries. . 

There was inserted in the hearing record a verified state- 
ment by Thomas E. Grady, of Miami, Fla., traffic consultant 
for the Greater Miami Traffic Association, presenting testimony 
on behalf of “the Florida Rate Conference, generally to the 
effect that export and import rates on traffic moving through 
Florida ports reflected a definite relationship between the 
various ports that should not be disrupted by a horizontal in- 
Crease. He said the proposed 25 per cent rate hike would “fur- 
ther disrupt former relationships and destroy south Florida 
Ports’ ability to compete with Gulf and South Atlantic ports.” 

it was determined that export and import traffic could and 
Should bear some further increase, he said, then “simple justice 
to all of the ports would seem to dictate that the port relation- 


-Commission proceeding that truck line costs had risen 60 to 75 
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ship in effect as of June 30, 1946, should be restored and’ 
maintained, subject, of course, to complaint action by any 
port or group of ports that is not satisfied with such relation- 
ship.” 





















































































Phosphatic Sand and Clay 


H. R. Dear, of High Springs, Fla., offered testimony on 
behalf of nine Florida producers of phosphatic sand and clay, 
stating that they opposed a 25 per cent increase on any intra- 
territorial and interterritorial rate or any factor of any com- 
bination rates on their waste products. They opposed, he said, 
any higher general increase on phosphatic sand or clay, waste 
product, than the Commission might allow in the rates on 
certain other low-grade commodities, including ground lime- 
stone, bituminous asphalt rock, furnace slag, and crushed stone. 
He said phosphatic sand and clay could not compete with ground 
phosphate rock because the latter was used principally for manu- 
facture into superphosphate, a purpose for which phosphatic 
sand and clay could not be used. 

Charles W. Strickland, of Greensboro, N. C., general traffic 
manager the Cone Mills and Cone Export Commission Co., 
urged that no increase in the rates on coal to points in the 
Carolinas -be authorized and said the Ex Parte 148 increases 
should be tested and that only such increases should be granted 
as would meet the actual needs of the carriers. 


Cotton Rates and Traffic 


L. O. Kimberly, Jr., of Atlanta, Ga., commerce counsel and 
assistant manager of the traffic department representing the 
North Carolina Cotton Manufacturers Association and the 
Cotton Manufacturers Association of South Carolina, said the 
Commission should grant no increases to the railroads beyond 
those authorized in Ex Parte 148 on June 20. He said no 
traffic decline such as the carriers predicted was in prospect 
so far as the southern textile mills were concerned. 

“If any increase above the 3 per cent authorized by the 
report of June 20 should be granted,” he said, “provision should 
be made for a maximum increase as much lower than 10 cents 
per hundred pounds as the ratio the percentage increase granted 
on traffic generally may bear to the 25 per cent increase sought 
by the carriers. For example, if a percentage increase of 
10 per cent should be granted in lieu of the 25 per cent sought, 
this will represent 40 per cent of the increase sought by the 
carriers. That percentage applied to the 10 cents maximum 
increase sought on cotton would be 4 cents... .” 

C. F. Bauserman, of Winston-Salem, N. C., traffic manager 
of the P. H. Hanes Knitting Co., testified in opposition to any 
further increase in the rates on coal, and concluded the presen- 
tation of evidence for the Southern Traffic League, the Florida 
Rate Conference and the Florida producers of phosphatic sand 
and clay, under Mr. Hillyer’s direction. 


Florida Celery and Heavy Loading 


T. R. Martin, Jr., sales manager of the Palmer Farms 
Growers’ Cooperative Association, under direct examination by 
Mr. Wells, testified on behalf of celery shippers at Sarasota, 
Fla., in support of the idea that heavy loading of celery in 
freight cars was bolstering the revenue of the carriers, and 
that the celery shippers were willing to “go along” with the 
heavy-loading program until the car shortage was relieved. 
Under questioning by Mr. Gwathmey, he said that some Florida 
celery land sold for $200 an acre, that in his own area it was 
priced at around $600 an acre, and that some had sold for 
as much as $850 an acre. The highest price obtained for celery, 
he said, was $5 a crate. The average delivered sales price was 
between $3 and $3.50 a crate, and under present carloading 
practices about 440 crates were loaded to a car, Mr. Gwathmey 
was told. 

Florida Tomatoes and Rate Increase 


Dixon Pearce, of Miami, Fla., tomato director of the Florida 
Vegetable Committee, the next witness, predicted that a freight 
rate increase on tomatoes in Florida would divert the traffic 
from the railroads to the trucks. Mr. Gwathmey asked for 
comment on testimony by a Florida truck operator in another 


per cent, but Mr. Pearce said he himself was not a trucker, and 
so could not discuss truck operation costs. 

Raymond D. Robinson, of Orlando, Fla., vice president and 
general manager of Dr. P. Phillips & Sons and affiliated com- 
panies, and treasurer of the Florida Cariners’ Association, testi- 
fied on behalf of Florida citrus fruit growers and canners. His 
testimony included a statement that loading of canned fruit 
juices to 60,000 to 80,000 pounds a car had produced a large 
amount of revenue for the railroads. He discussed briefly ex- 
pansion of production of canned citrus and citrus fruit juices 
in recent years. 

John A. O’Rourke, of Orlando, secretary-manager of the 
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Growers’ and Shippers’ League of Florida, and appearing also 
on behalf of the Florida Vegetable Committee, the Florida 
Canners’ Association and the Florida Citrus Commission, of- 
fered more comprehensive testimony than the Florida wit- 
nesses who had preceded him, with respect to citrus fruit and 
fresh vegetables. 


The industries he represented, he said, were “willing to 
pay any just and reasonable rates and charges the Commission 
may determine, as a result of this hearing, are necessary to 
sustain the quality and quantity of transportation we require, 
but we feel that we will show by appropriate exhibits and testi- 
mony that the proposals as set out in the carriers’ petition in 
this case, as applied to our products will result in rates and 
charges which would be above a maximum level.” He con- 
tended that it was “entirely unreasonable” to propose a 25 
per cent increase in rates with a maximum of 15 cents a hun- 
dred pounds, to apply to present carloadings, ‘“wheri the citrus 
industry is already required to pay very large increased car 
charges under the transportation conditions prevailing today.” 





































































Revenue Comparisons on Citrus 


Basing his figures on the 1944-45 season’s citrus fruit 
movement from Florida, he said that under the rates prior to 
July 1, 1946, the railroads’ revenue on that movement would 
be $18,547,734; that under the interim adjustment since July 
1, with a 3 per cent increase, the revenue would total $19,068,- 
910, and that under the rate increase proposed in Ex Parte 162 
the revenue would be $22,303,874. 


“Going .. . to the prospective 1946-47 movement of 100,000 
cars of citrus from Florida and using the 90 per cent ratio to 
be handled by the railroads or 90,000 cars at an average of 
$371.96 per car,” Mr. O’Rourke said, “total transportation 
charges would be 90,000 at $309.32 or $27,838,800 at the present 
rates compared to 90,000 cars at $371.96 or $33,476,400, a pro- 
posed increase in total revenues of $5,637,600 for the 1946-47 
season.” 


In discussion of increases in vegetable rates, Mr. O’Rourke 
said that “the matter of motor truck competition in the trans- 
portation of fresh vegetables deserves the most mature con- 
sideration of the Commission, if it is to preserve the revenue 


Commission might authorize should be on a straight percentage 
basis, he averred. With respect to canned citrus fruit and 
juices, he said that the present loading of 65,000 pounds a car 
at rates that in most instances were applicable to a 36,000- 
pound minimum did in fact produce more than reasonable per- 
car and per-car-mile revenues, that should not be increased. 


Refrigerator Car Outlook 


The witness said he had investigated the probable supply 
of refrigerator cars in the next few years and had found that, 
of about 4,500 to 5,000 cars now on order, the carriers would 
get “only a few” in 1946 and some more in 1947, but not an 
ample supply. He had no objection to use of the present 
“O. D. T. loading” as a tariff minimum, provided there was an 
expiration date or provision with reference to such time as 
more cars were available. 


A. J. Ribe, of Birmingham, Ala., traffic manager of 63 
industries in the south, said his testimony was presented on 
behalf of producers of cast iron soil pipe, road aggregates, and 
molding sand, and on behalf of J. E. Burkett, manager of the 
transportation department of the Montgomery, Ala., Chamber 
of Commerce, representing two Montgomery gravel companies. 
Mr. Ribe said the pret e should have an increase on road 
aggregates—sand, gravel, slag and crushed stone—but that 
the increase should be in cents per ton and not by a percentage, 
and that approval and the making effective of the proposed 
boost of 20 cents a ton would drive so much traffic from the 
rails that the net result would not be an increase in revenue. 
If an increase was granted, he said, it should not exceed 8 cents 
a ton, on road aggregates. 

As to molding sand, he said the companies he represented 
and the industrial sand shippers of the country adopted a veri- 
fied statement filed at Buffalo by the National Industrial Sand 
Association. With respect to road aggregates, he expressed 
concurrence in a joint verified statement filed at Buffalo by 
the National Slag Association, National Crushed Stone Asso- 
ciation and National Sand and Gravel Association, with the ex- 
ception that, whereas opposition to any increase whatever was 
set forth in that statement, the companies for which he spoke 
believed that the carriers should have an increase on road 
aggregates, in cents a ton. 

Under questioning, he said he intended to say that the 8 
cents a ton increase he proposed as to road aggregates should 
be over the June 30, 1946, rates. James E. Burkett, speaking 
for the Montgomery Gravel Co. and the Roquemore Gravel & 
Slag Co., of Montgomery, arose to state that he concurred in 
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what Mr. Ribe had said and to substantiate the fact that Mr. 
Ribe was speaking for those companies. 


Sand and Gravel 


L. A. Gossage, of Nashville, Tenn., in oral testimony, con- 
tended that even a slight increase in sand and gravel rates 
would encourage development of local non-rail plants, with a 
consequent diversion of traffic to trucks. He appeared on behalf 
of T. L. Herbert & Sons and the San-Gravl Co. of Nashville. 
He said those companies were “willing to try an increase of 8 
cents per ton and see if the traffic will move on same.” 

Mr. O’Rourke returned to the stand for cross-examination 
and was asked by Mr. Gwathmey if the loading of a car 5,800 
pounds’ heavier than the tariff minimum did not mean that the 
shipper was obtaining more transportation than he would under 
the smaller loading, Mr. O’Rourke replied that that was true, 
but that the shipper had to pay more transportation charges, 
also. To a suggestion that under such conditions the shipper 
properly should pay higher charges, Mr. O’Rourke disagreed, 
contending that heavier loading made the risk of damage much 
greater. Asked whether he would be willing to have the rate 
increased at such time as the refrigerator car supply became 
more plentiful and lower minimums could be restored, Mr. 
O’Rourke said “no.” He agreed that trucking costs would be 
“some higher” than they were before the war. Mr. Gwathmey 
asked the witness if he remembered how much the coastwise 
water lines, inetheir attack on rail citrus fruit rates before the 
Commission, said they would have to have in order to do 
business, and Mr. O’Rourke said the figure that stuck in his 
mind was “between 30 or 34 per cent.” 


“You'll Be Sorry” 


“IT am mighty scared they will give you an increase in the 
rates,” concluded Mr. O’Rourke. “You put in that rate and 
you'll be sorry.” 

‘Mr. Hart, of the Atlanta Freight Bureau, returned as a 
witness to give testimony on behalf of several Georgia producers 
of road aggregates. He advocated a percentage increase, in 
event of an increase, rather than “cents-a-ton,” and he con- 
tended that the 3 per cent raise effected July 1 was “about all 
this traffic will bear.” 

G. A. Austin, president of Consolidated Quarries Corpora- 
tion, Atlanta, Ga., testifying with respect to rates on road aggre- 
gates, said he had been in the crushed stone and washed sand 
business in Georgia 20 years, and in that time also had served 
as federal court receiver of a short line railroad whose principal 
traffic consisted of such road aggregates. He said he knew the 
disastrous effects that could come to railroads by reason of 
having their rates increased to a point where they lost tonnage, 
and what could happen to a stone producer by reason of port- 
able-plant and wayside road competition resulting from in- 
creased freight rates. In connection with rate increases, he 
said, there was complete unanimity of the railroads at all 
times, in their desire to get uniform increase, but when it came 
to decreasing freight rates, then the railroads all acted in- 
dependently, “each one seeking to do whatever necessary to take 
the business away from their connecting carriers and to give it 
to some operator on their line.” 

“We are opposed to the limit of our ability to any increase 
in rates that may be granted if decreases will not be applied in 
the same manner,” he declared. He added that if that would 
be done, he would not oppose such increases as the Commission 
might authorize. 


Paper Commodities From the South 


J. D. Patterson, general traffic manager of the Union Bag 
& Paper Corporation, of New York City (principal plant in 
Savannah, Ga.), appeared on behalf of the Southern Paper 
Manufacturers’ Traffic Conference, of which he was chairman, 
objected to retention of the existing basis under which rates on 
paper commodities from the south and southwest to Official 
Territory were 110 per cent of the Official scale on the same 
commodities. 


“Superimposition upon that penalty basis of increases as 
proposed by the carriers in this proceeding,” he said, “would 
tend to reduce rather than increase the revenues reasonably 
to be derived from this major volume of traffic. . . . The rail 
carriers will almost certainly profit most by a rate structure 
on these paper commodities from the south and southwest to 
Official Territory that is on the same level mile-for-mile as the 
rates on like traffic within Official Territory. . . . If our north- 
pound rates from the south and southwest . . . had heretofore 
been made the same 4s the flat Official scale level, we would 
then expect to have such rates revised to the full scale level m 
Official Territory as may be prescribed by the Interstate Com- 
merce Commission in this proceeding. .. .” 

Since woodpulp rates from the south and southwest to the 
north were now on the Official Territory level, he said, it would 
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not be unfair to subject those rates to the same percentage 
increase as allowed within Official Territory. He was not cross- 
examined. 


Glass Company’s Position 


H. D. Musick, of Kingsport, Tenn., traffic manager of the 
Blue Ridge Glass Corporation, offered and discussed a 36-page 
exhibit showing the effect of increasing present rates on glass 
from Kingsport by 25 per cent. The carriers’ proposal, he 
said, would limit the movement of Kingsport glass to certain 
markets and would result in reduction of their revenues. He 
favored application of increases in cents a 100 pounds rather 
than a percentage increase, and urged maintenance of rate 
relationships. 

Richard M. Jones, manager of the Jackson, Tenn., Freight 
Bureau, said that, as he understood the railroads’ petition in 
Ex Parte 162, such items as logs, billets, bolts, rough sawed 
heading and staves, were proposed to be included among items 
taking the full 25 per cent increase without the maximum rate 
of 10 cents proposed as to lumber. He expressed agreement 
with the principle of increased rates but insisted that they be 
“equalized,” and contended that in no case should the increase 
on “rough material” exceed 50 per cent of the increase granted 
on lumber and related articles. 


Cast Iron Pressure Pipe 


J. K. Hiltner, general traffic manager of the United States 
Pipe & Foundry Co., Burlington, N. J., said the cast iron pres- 
sure pipe industry which he represented was entirely in sym- 
pathy with the carriers’ desires to improve their financial con- 
dition, but differed with the manner in which the railroads ap- 
proached their objective. He proposed that there be adopted 
a scale of rates outlined in an exhibit he offered, for application, 
roughly, to all the U. S. territory east of the Mississippi. His 
proposed scale, he said, was determined as follows: 


The rates in effect prior to July 1, 1946 ... are increased a full 
2 per cent up to 100 miles. From that point on the differences pre- 
scribed in the original Krupp scale (set forth in Krupp Foundry Co. vs. 
Southern Railway Co., et al., 156 I. C. C. 415) will apply, with the 
exception that fractions have been disposed of and this will, in many 
instances, increase these differences by one-half cent per 100 pounds. 


“Same Amount of Revenue” 


He said this proposal would give the railroads the same 
amount of revenue as would result from their own proposal, 
and that practically no tonnages of cast. iron pressure pipe 
moved by rail for distances of less than 100 miles. He said he 
denied existence of competition between cast iron prossure pipe 
and wrought iron pipe. 


“We are agreeable to accepting the carriers’ proposai, 
namely a 25 per cent increase in rates with a maximum in- 
crease of 4 cents per 100 pounds, on export and intercoastal 
rates and domestic rates within and to all territories outside of 
Krupp scale territory, from Coshocton, O., to Chicago and 
Chicago, Ill., territory and intrastate in Ohio, New Jersey and 
Virginia,” he said, adding that ‘“‘we are agreeable to the publica- 
tion of the carriers’ proposed rates in all territories as an in- 
terim arrangement until our proposed adjustments can be 
adopted but we strongly urge that the Commission in its 
decision direct the carriers to adopt our suggestion as to rates 
within Krupp territory. .. .” 

E. J. Robinette, vice president of the Acme Brick Co., of 
Fort Worth, Tex., representing the Structural Clay Products 
Institute and the Southwestern Brick & Tile Manufacturers’ 
Association, was called as the next witness, Mr. Money explain- 
ing that Mr. Robinette had been unable to appear at the Chi- 
cago hearing and that it had been announced there that Mr. 
Robinette would appear at Atlanta. Commissioner Alldredge 
was inclined to agree with James G. Blaine, of counsel for the 
M-K-T and the southwestern railroads, that Houston would be 
the proper place for presentation of Mr. Robinette’s testimony. 
Commissioner Alldredge allowed the witness to proceed, after 
Stating that if southwestern interests wanted to cross-examine 
Mr. Robinette, he would have to come to the final hearing in 
Washington. 


Rate Boost on Brick Opposed 


Mr. Robinette opposed any increase in the present rates 
on common brick, face brick, drain tile and articles of the uni- 
form brick list and outlined hardships that he said the clay 
products industry in the southwest was encountering. One diffi- 
culty, he said, was a manpower shortage, as a result of freezing 
of wage rates at low levels; another was the mushrooming of 
concrete block plants in areas’ in which brick plants were lo- 
cated. He stated that the clay products industry moved inbound 
annually hundreds of cars of raw material, machinery and 
Supplies on which it would be required to pay freight increases, 
but that concrete blocks, field stone, rock and other locally 
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produced material would not be burdened with such cost. He’ 
averred that higher rail rates on clay products would not raise 
rail revenues, but would decrease them. 

G. W. Holmes, of the Missouri Pacific, pressed the witness 
for definite dates of dismantling of certain structural clay plants 
that the witness said had been forced out of business, but Mr. 
Robinette said he could not state such dates, except that they 
had been since 1929. 

Mr. Gossage returned as a witness, this time on behalf of 
the Southern Brick & Tile Manufacturers’ Association, Brick & 
Tile Service, Inc., and Louisiana-Mississippi Brick Manufac- 
turers’ Association. If any increase in the brick rates was 
authorized, he said, it should not exceed 20 cents a ton or 1 
cent a 100 pounds, and no increase should be made in “the 
present highway competitive rates,” he added. He, too, dis- 
cussed hardships of the brick manufacturing business. 

Howard R. Walker, president of the Georgia-Carolina Brick 
& Tile Co., Augusta, Ga., also a witness for the Southern Brick 
& Tile Manufacturers’ Association, said that an increase of 
20 cents a ton on brick was about all the traffic could bear, and 
that the increase of 50 cents a ton the railroads sought was more 
than the traffic could bear. 


Rates on Limestone, Etc. 


Presentation of testimony by two witnesses the morning of 
August 10 concluded the Atlanta hearing in Ex Parte 148-162. 
First.of those witnesses was C. Eugene Fowler, appearing for 
the Rockwood, Ala., Stone Co. Any increase granted the car- 
riers should be in cents a ton, he said. He suggested increases of 
40 cents a net ton on the “rough group” and 60 cents a net ton 
on the “dressed group,” both from Rockwood and from the 
Bedford, Ind., group of stone producing points. He said that 
after the Commission’s decision in No. 27746, Rockwood stone 
had obtained “pretty nearly mile for mile parity into Official 
Territory.” Speaking on behalf of the Alabama Asphaltic Lime- 
stone Co., he said that company’s product could not stand any 
material increases and still meet competition. 

After Mr. Fowler had answered affirmatively a question 
by Grant Arnold, transportation director of the Detroit, Mich., 
Board of Commerce, as to whether the Rockwood Stone Co. 
had sought and obtained parity on building stone rates north- © 
bound, Mr. Arnold asked the witness whether he wanted to 
destroy that parity. Mr. Fowler said that the “present spread” 
would have to be maintained, by increases percentagewise, and 
that “we don’t care about mile-for-mile parity—what we want 
is a freight rate that will move our business.” 


Livestock from Louisville 


The last witness, Charles D. Heinemann, attorney, of Wash- 
ington, D. C., appeared on behalf of the Suburban Stock Yards 
Co. and the Louisville Livestock Echange, of Louisville, Ky. He 
did not take issue with the proposed increase or the amount 
of it, but with the method of increase and contended that there 
was now a rate disadvantage against Louisville as against 
certain other livestock shipping points. The advantage of the 
competitive shipping points had been increased by the rate 
boost made on July 1, he said. 

“If Louisville was taken out of the relationship with Chi- 
cago and placed on the southern scale, you wouldn’t like it, 
would you?” inquired Commission Alldredge. 

“Sometimes I would,” said Mr. Heinemann. 

Commissioner Alldredge said that verified statements sub- 
mitted by Mr. Harrison, Mr. Creighton, Mr. Thrasher, Mr. 
Dashiell and Mr. Burnette conformed to rules previously an- 
nounced and would be received, no objection to their presenta- 
tion having been made. 


Nevius at Buffalo 
In the list of those who filed appearances at the Buffalo 
hearing (Traffic World, August 10, p. 407), the name of William 


S. Nevius, director of traffic, Wyandotte Chemicals Corporation, 
Wyandotte, Mich., was inadvertently spelled Nevins. 






































































WEST PITTSTON JOINS RATE INCREASE REQUEST 
The West Pittston-Exeter Railroad Co., by a supplemental 
petition in Ex Parte 162, increased railway rates, fares and 
charges, 1946, has joined the railroads that originally filed the 
petition for an increase of 25 per cent in freight rates, with 
some exceptions. 


REFRIGERATION RESEARCH FOUNDATION 

The Refrigeration Research Foundation, which, two years 
ago, began its active program of supporting research projects 
concerning refrigeration of foods and merchandise, has thus far 
invested $62,700 for 24 projects, according to the report of the 
director, H. C. Diehl, recently published. The foundation, which 
aims to advance the art of refrigeration commodities, has its 
offices in Berkeley, Calif. 












Rail Rate Increase Hearing 
at Salt Lake City, Utah 


Western shippers, generally, suggest that any increase 
ordered should be made on a straight cents-per-100- 
pounds rather than on a percentage basis. Producers 
of nuts ask that their products be treated as an agri- 
cultural commodity. Non-ferrous mining interests 
oppose any increase in rates. Exemption from in- 
crease asked for sugar beets, slack coal and lime 
rock. Aluminum interests charge inequitable rail 
treatment motor carriers will ask increases; support 
rail petition. 






































































By N. C. HUDSON 


Approximately 150 shipper and carrier representatives were 
on hand at the Utah Hotel, Salt Lake City, Utah, August 12, 

hen Commissioner Aitchison called the hearing in Ex Parte 
148-162 to order at 9:30 a.m. J. W. Cornell, of the Idaho Public 
Utilities Commission, sat with him on the bench, representing 
the cooperating committee of state commissioners. 

Most of the witnesses were opposed to the full rate in- 
creases sought by the rail carrier; some, while not objecting 
to whatever increases the Commission thought should be 
added, asserted that such increases should be made on a straight 
cents per 100 pounds basis, and not on a percetage basis. 


Position of Utah Shippers 


The first witness was Charles A. Root, of Salt Lake City, 
attorney for the Public Service Commission of Utah, also ap- 
pearing on behalf of the Utah Citizens Rate Association. “We 
object to any increase in the rates and charges by railroads in 
the Mountain-Pacific Region over those already prescribed by 
the Commission in Ex Parte 148,” he said. 

“Some of our rates are much too high,” he added, “coal 
rates are now approximately 120 per cent of the Holmes & 
Hallowell scale; livestock rates are 100 ced cent of those in 
Western Trunk Line; fresh meat and packing house rates are 
about 160 per cent of those applying from Western Trunk Line 
to eastern destinations.” He added: 


We particularly object to any percentage increase in any of our 
rates. We have had many such increases in the past, each one of which 
increased the majority of our rail rates more than those of our com- 
petitors because our markets on Utah’s raw materials are along the 
Atlantic coast. We pay the same rate on eggs to Chicago, Detroit and 
New York that our competitors at Seattle, Portland, San Francisco and 
Los Angeles pay, and their shipments move from 750 to 1,000 miles fur- 
ther than ours. . . . Any increases in rates over what prevails today 
will, in my opinion, cause a large number of shippers to invest in motor 
equipment where such investment is justified by the volume of their 
business, or else such traffic will be diverted to contract carriers.’’ 


In response to a question from Mr. Knudson, of the Depart- 
ment of Agriculture, the witriess asserted that the Commission 
should have raised rates in Official Territory by an additional 
10 per cent rather than the 5 per cent ordered. 


Potatoes 


California potato producers strongly opposed any increases 
being granted on any fresh fruits and vegetables, Sid B. Car- 
nine, executive secretary-manager, Kern County Potato Grow- 
ers Association, Bakersfield, Calif., told the Commission. 

Production of early potatoes had become a big industry 
in California, and from 1934 to 1945 had increased by 576 per 
cent, reaching a total of 23,360,000 bushels in the latter year, 
accounting for nearly all the rise in potato production in the 
United States, Mr. Carnine said. Carload shipments of early 
potatoes from California totaled 37,905 in 1944 and 45,998 in 
1945, with 1946. shipments estimated to reach an all-time high, 
the witness continued, adding: 


The staggering increases in production costs, due to the unpreced- 
ented farm labor wage increases, as well as an ever-continuing increase 
in material costs, may, if now intensified by rail rate increases, result 
in a sharp curtailment in production of this long haul high revenue 
freight, which will be disadvantageous to the railroad. Transportation 
is the largest single marketing cost. 

We cannot argue the merits or demerits of the basis of the carriers’ 
petition for increased freight rates. We know they have had saddled 
upon them increased costs, due to increased labor wage rates. But... 
they have received approximately 25 per cent more revenue per car, in 
the past several years, due to minimums higher than the tariff mini- 
mums. 


Under cross-examination, the witness said that the potato 
growers were receiving government subsidies which would con- 
tinue at least until 1948. Any increase of 15 cents a 100 pounds 
in potatoes would push California out of the market east of 
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Chicago, Mr. Carnine told Mr. Knudson. In reply to a question 
from Commissioner Aitchison, the witness said that the quality 
of California potatoes entitled the growers of that state to dis- 
place Alabama potatoes in such a market as South Carolina. 


Walnuts, .Almonds, Filberts 


The producers of edible tree nuts felt strongly that nuts 
were an agricultural commodity, and should be treated as 
such by the Commission and the carriers, Kar] D. Loos, appear- 
ing for the California Walnut Growers Association, the Cali- 
fornia Almond Growers Exchange, the North Pacific Nut Grow- 
ers Cooperative, and the Northwestern Nut Growers of Dundee, 
told the Commission. An exhibit introduced by Mr. Loos indi- 
eated a steady increase in the production of nuts in this 
country, from a total annual production of 116,486,000 pounds, 
unshelled, in the early 1920s, to an estimated 371,734,000 
pounds in 1946. x 

__ The witness said that those he represented recognized that 
railroad operating costs had increased and that some increase 
in freight rates was necessary. The decision in Ex Parte 148 
excluded walnuts, almonds and other nuts from agricultural 
products, and these nuts took the higher increase, and that was 
mainly what the nut growers objected to, said the witness. 
Imports of nuts, reduced during the war years, were increasing 
at an exceedingly high rate, and nut prices were beginning 
to soften, said Mr. Loos. 

_ He told Mr. Knudson, under cross-examination that “we 
believe some rate increase, over and above that already granted, 
is necessary, but it should be on a temporary, experimental 
basis. The increase sought by the carriers is too high. Any 
increase on our produce would be borne by the growers, as 
nuts are sold on a delivered price basis.” 

Under cross-examination by H. C. Barron, of counsel for 
the railroads, the witness conceded that nut growers had re- 
ceived price increases amounting to more than 100 per cent in 
recent years. He further stated that the tariff on imported 
nuts was substantial, amounting to 5.5 cents a pound on al- 
monds, 4 cents on walnuts, and 3 cents on filberts. 


Citrus Fruits 


_Mr. Loos presented R. C. Neill, traffic manager of the 
California Fruit Growers Exchange, and chairman, traffic com- 
mittee, California Citrus League, to testify on behalf of the 
citrus industry of California and Arizona, which at present 
comprised about 350,000 acres, and provided a livelihood for 
200,000 people, the witness said. Total annual shipments 
passed the 5,000-carload mark in. 1917, and reached the total 
of 117,832 cars in 1945, the highest volume in history, Mr. 
Neill stated. “The burden of any freight rate increases on 
fresh citrus fruit must necessarily be borne by the growers 
except during those periods of price control when prices are 
at ceiling,” said the witness. 

_ Reciting the history of general adjustments in citrus rates 
since 1928, Mr. Neill said the result has been that “the reduc- 
tions in cents per 100 pounds were the same from Florida as 
from California-Arizona, with the consequence that the reduc- 
tions expressed in terms of percentage were much larger from 
Florida than from California-Arizona; and each time there 
has been an increase, the increase was the same in terms of 
percentage from both points with the consequence that the 
increases in cents per 100 pounds from California-Arizona were 
substantially greater than -that from Florida. The result is 
obviously very much to the detriment and disadvantage of the 
California-Arizona growers and shippers.” 

He continued: 


In this proceeding, the carriers have proposed an increase of 25 per 
cent with a max mum of 15 cents per 100 pounds on fresh fruits and 
vegetables. . . . The proposed increase of 25 per cent applied to the 
rate from Florida to New York would be about 15 cents. . . . The car- 
riers’ proposal would mean an exact preservation in. cents per 100 
pounds of existing differentials. 

We are in full agreement with this principle of preserving dif- 
ferentials in cents per 100 pounds and think it should be applied not 
only in the event the carriers receive the full percentage increase which 
they have requested, but also with respect to any other lower percent- 
age of increase which the Commission might authorize. In other words, 
if the Commission should authorize only 10 per cent increase in rates on 
agricultural commodities, including fruits and vegetables, the maximum 
increase authorized on citrus fruits from California-Arizona should not 
exceed such percentage of 10 per cent applied to the Florida-New York 
rate, which would mean a maximum increase of 6 cents on all citrus 
fruit rates. We hope this is what the carriers’ proposal means, and 
whether or not the carriers’ proposal includes such a limitation, the 
Commission should require it. 


Protective Services 


_ Mr. Neill said his industry recognized that some increase in 
freight rates may be necessary, “but we doubt that the needs 
of the carriers can justify the amount requested.” 


With respect to refrigeration rates, the witness stated, 


“our position is that there should be no increase whatever in 
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charges for protective services. Charges of this character are 
not a proper subject of a revenue case where the purpose is 
to obtain increased revenue, by an equitable assessment against 
the various classes of traffic. Whatever contribution citrus 
fruit should make to such increased revenue will come through 
an increase in the line. haul rates, and commodities which 
require protective service should not be assessed an additional 
contribution to the carriers’ need for more revenue through an 
extra assessment on refrigeration charges.” ; 

Mr. Neill questioned some of the data on increased costs 
of icing presented by Mr. Vivian on behalf of the carriers, at 
the Chicago hearing. Under questioning by Commissioner 
Aitchison, the witness agreed that, if this case showed that the 
costs of protective services had risen, the rates for such services 
should also go up. i: 

He agreed, under cross-examination by Mr. Barron, that, 
just as the railroads reduced rates on citrus fruits in 1933 
because of the distress in that industry, that the citrus indus- 
try should now help the carriers in their distress. While Mr. 
Neill’s exhibit tended to show that the costs of manufacturing 
ice in California had not risen since 1939, the witness agreed 
that perhaps the cost of placing the ice in bunkers had risen. 
The witness was also cross-examined by M. W. Wells, represent- 
ing the Growers & Shippers League of Florida, in which col- 
loquy the differing attitudes of the Florida and California pro- 
ducers of citrus fruit were further illuminated: The witness 
said he knew of no instance where California growers had 
tried to induce the carriers to raise rates for Florida producers, 
nor the other way around. He said that the California-Arizona 
citrus interests would like heavier loading to be discontinued 
immediately, “but it never will be until the carriers furnishing 
refrigerator cars to Florida shippers buy some cars. 


Non-Ferrous Ores 


A. G. MacKenzie, vice-president of the Utah Metal Mine 
Operators Association, Salt Lake City, said he appeared on 
behalf of the association “to oppose any increase of freight 
rates on non-ferrous ores and products and on the services and 
materials required in the handling and treatment of them. 

All costs of production were borne by the original producer 
of the ore, said the witness. ‘These costs include mining, con- 
centration, smelting, refining and delivery of the metal to the 
consumer. In the case of transportation, the original producer 
has to pay the cost of moving the ore from mine to concentra- 
tors, from concentrator. to smelter and from smelter to refinery, 
as well as the transportation charges in bound supplies such as 
timber, lumber, machinery, steel, explosives, lubricants and 
many other materials.” S5 : 

Mr. Mackenzie said the Mining Association of Colorado and 
the Montana Mining Association also concurred in the position 
that the facts of the industry did not justify any increases of 
freight rates or charges on non-ferrous ores and products. He 
adopted the testimony of J. D. Conover, mining engineer, secre- 
tary of the American Mining Congress, who appeared at the 
Buffalo hearing (see Traffic World, August 10). 

Under cross-examination by Mr. Barron, Mr. Mackenzie 
stated that the mine operators received special rates on ore 
from the mines to the concentrators. He said that the price of 
copper (copper constituting 60 per cent of the non-ferrous 
metals produced in Utah) rose from 11.296 a pound in 1940 to 
14.025 cents in 1946. 4 sa 

O. O. Victor, general traffic manager, American Mining & 
Smelting Co., Salt Lake City, appearing for the Utah associa- 
tion, presented testimony which jndicated, said he, that the 
railroads were already receiving increased rates on non-ferrous 
rates, as the prices of the metals increased, and the mining 
industry prospered. The Commission should cancel the 6 per 
cent rate increase, he asserted. 

The witness told Mr. Barron that there had been no gen- 
eral rate increase on non-ferrous ores since 1941, but that the 
fluctuation in the prices ‘of metals had resulted in higher freight 
rates for the carriers. 


California Manufacturers 


Morris B. Pembleton, vice-president of the California 
Manufacturing Association, said that California manufacturers 
were unalterably opposed to a 25 per cent rate increase or 
any other straight percentage increase, but not otherwise op- 
posed to a rate increase provided the increase was distributed 
so as not to upset already established competitive relationships. 
The straight 6 per cent increase recently granted, he said, was 
considerably detrimental to California manufacturers in rela- 
tion to eastern competitors. Any further increase in rail rates 
would have the effect of diverting the freight to motor carriers, 
ard would exaggerate instead of alleviate rate conditions, he 
Said. . 


He said that the expansion of traffic in western manufac- 
tured products would be particularly helpful to the rails. 
Under cross-examination by Mr. Barron, the witness cited a 
number of products made in California and marketed in all 
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states. He said that the manufacturers of his state believe an 
increase based on cents per 100 pounds would be best. 


Sugar 


H. W. Ansell, general traffic manager of the Utah-Idaho 
Sugar Co., of Salt Lake City, testified briefly in behalf of 
eleven western sugar producers. His testimony sought to em- 
phasize “the extreme importance of maintaining the recognized 
rate relationships in thé large sugar consuming markets be- 
tween the various sugar production points that have been in 
effect for some time. Should the Commission find the carriers 
are entitled to a 25 per cent over-all increase, the proposal 
would maintain the relationships between the various sugar 
refining and manufacturing points in the common markets that 
existed prior to July 1, 1946,” said Mr. Ansell, “but should the 
Commission find a less per cent general increase than 25 per 
cent is proper, no provision is made in the carriers’ petition for 
applying a maximum increase per 100 pounds to all sugar rates.” 

In a verified statement, Mr. Ansell said that costs of pro- 
ducing sugar had increased 46 per cent since the beginning of 
the war and that “it is impossible for us to stand freight in- 
creases on raw materials entering into the manufacture of 
beet sugar.” 

The earnings of beet sugar traffic were substantial, he 
stated, but much would be lost if increases on raw materials 
were made which would hamper operations and reduce sugar 
production. 

J. R. Copeland, assistant traffic manager, Holly Sugar 
Corporation, Colorado Springs, Colo., testified to the same 
general effect. “The farmers are urging the sugar companies 
to let them truck beets direct to the factory,” said he. “If rail 
rates are increased on sugar beets, the farmers will have an 
even greater incentive to seek allowances for such transporta- 
tion.” His corporation spent $103,000, in 1945, to transport 
Spanish-American labor from surrounding states to the beet 
fields, he said. 

His company opposed any increase on wet beet pulp, used 
for feeding livestock, the witness stated. Mr. Copeland said 
that prices of supplies in the industry had increased since 1942 
in approximately the same proportion as had the prices of rail- 
road materials, as presented by Dr. Parmelee. “Any increase in 
freight rates will discourage the growing of beets and result 
in loss of revenue to the carriers,” the witness concluded. 

He presented an exhibit which showed a comparison of 
rules for disposition of fractions, which comparison was also 
pepe on behalf of the National Industrial Traffic League, 

e said. 

The witness’s testimony was adopted by Frank J. Rebhan, 

of Denver, Colo., traffic manager, American Crystal Sugar Co. 


Cement 


Waldo A. Gillette, representing the Monolith Portland Ce- 
ment Co., Monolith, Calif., asserted that any rate increases on 
cement should be on a flat basis rather than a percentage basis. 
Cement sold on a very close margin, he said, and one-fourth 
of a cent difference would be sufficient to control sales. He 
presented an exhibit purporting to “establish the soundness of 
Monolith’s request that the rates be increased upon a fiat, 
instead of a percentage, amount, if any increase is found by 
the Commission to be necessary to the continuance of a sound 
rail transportation system.” 

The witness, under cross-examination, said that carloadings 
in 1946 would be the same as in 1945 and would rise in 1947. 

Four other cement companies were in accord with his sug- 
gestion for a flat increase in rates on cement, he said. 

A number of verified statements were submitted to the 
Commission. Due to the lack of short-hand reporters, no side 
hearings were held at Salt Lake City. Shippers sought to con- 
dense their presentations. 


Second Day 


Sugar, aluminum, coal, fresh vegetables and melons from 
California and Arizona, and the position of the American Truck- 
ing Associations on the railroad petition for a rate increase 
occupied the attention of Commissioner Aitchison the second 
day of the Salt Lake City hearing, August 13. 

At the start of the session, the Commissioner read a veri- 
fied statement of the Potash Company of America, of Carlsbad, 
New Mexico, telegraphed to the hearing. The statement was to 
the effect that present freight rates resulted in an average of 
35. per cent of the cost of potash to the consumer, with the 
percentage running 40 to 55 along the Atlantic seaboard. “Any 
additional increase will result in a higher cost to the consumer. 
If increases are found to be necessary, we respectfully propose 
that such increases on potash shall be on a flat per ton basis 
rather than on a percentage basis,” stated the company. 


Sugar 


Monroe P. Hester, of Denver, appearing for the Great 
Western Sugar Co., Denver, said the company was the largest 
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producer of beet sugar in the United States. After reviewing 
the history of the general increases and their application to 
rates on sugar, the witness requested that the Commission’s 
order “provide that the maximum increase prescribed for ap- 
plication to rates on sugar shall apply from point of origin to 
the destination of the shipment. The western sugar industry 
should not be further penalized by compounded increases in 
their freight rates.” F 

On the short-haul sugar beet traffic, said the witness, 
“the company is now subsidizing the rail carriers because the 
present cost of operating the receiving and unloading rail facili- 
ties plus the freight charges on the short rail hauls exceed 
the cost of having the beets delivered directly to the factory by 
the beet growers.” 

The witness asked that the Commission exempt sugar beets 
from any increase; that no further increase be granted for ap- 
plication to the freight rates and charges on slack coal in the 
intermountain area; that no further increase be applied to the 
rates on lime rock to sugar factories, the present increase to 
remain in effect; and that no increase be prescribed for applica- 
tion to the freight rates and charges on beet sugar final molasses 
nema, between beet sugar factories and to our molasses re- 

nery.” : 
The witness concluded: 


If the beet sugar industry is to continue to operate, we Must have 
the differential relationship applicable to our rates on sugar restored. 
Our operating costs must not be further increased by added freight 
costs on our major raw materials. We shall have difficulty enough in 
finding ways and means to meet the other additional transportation 
costs resulting from any other increases prescribed by the Commission. 



































































Aluminum 


Samuel Moment, acting chief of the division of industrial 
and resources development of the Bonneville Power Administra- 
tion, U. S. Department of Interior, said his administration sold 
at wholesale the power generated at the government-owned 
Grand Coulee and Bonneville dams, most of the revenues having 
come from the aluminum industry over the past five years. 
He described the northwest aluminum industry as being in a 
“peculiar situation,” with one point of strength—low-cost power 
—and one point of vulnerability—transportation costs. “If a 25 
per cent increase is made on all railroad freight rates affecting 
the aluminum industry, then transportation will become the 
largest single cost in producing and delivering aluminum metal 
from the Pacific northwest,” he stated. 

The railroads themselves had recognized in their petition 
that certain products including steel, lumber and sulphur, among 
other, could not bear a full 25 per cent rate interest, charged 
the witness. “It would be only equitable that similar recogni- 
tion be given to the aluminum industry.” 

A. P. Heiner, general traffic manager, Permanente Metals 
Corporation, one of the three producers of aluminum in the 
United States, with plants at Baton Rouge, La., and Mead and 
Trentwood, Wash., called attention to the special adjustments 
proposed by the carriers to retain the competitive relationship 
between competing steel mills, between Pacific northwest lum- 
ber and southern and eastern lumber, and between sugar pro- 
duced on the Pacific coast and intermountain and southern 
sugar. 

7 “The Permanente Metals Corporation does not take issue 
with these special adjustments. It is believed that they were 
made in keeping with a sound rate-making principle,” con- 
cluded Mr. Heiner. “Our position is that similar treatment for 
aluminum moving from the Pacific northwest is necessary not 
only in order to encourage the movement of this material over 
long distances, but in order to provide equitable treatment for 
one basic commodity as compared with another.” 

Should the carriers’ proposal for a full 25 per cent increase 
on alumina, to $10 a net ton, be granted, said the witness, his 
company would seriously consider hauling the bauxite ore from 
South America to an alumina plant in the northwest to elimi- 
nate the overland rail movement. The base price for aluminum 
sheets was about 25 cents a pound, he told Mr. Barron under 
cross-examination. 

Coal and Lime Rock 


Mr. Heiner also testified as general traffic manager of the 
Kaiser Co., Inc., iron and steel division. That company owned 
a steel mill at Fontana, Calif., which was dependent on the 
Sunnyside mine in Utah as a source for coking coal, he stated. 

The railroads proposed to increase all coal rates within the 
eastern and southern territory by a flat amount of 15 cents per 
ton regardless of the distance of the haul or the amount of the 
rate, continued Mr. Heiner. “In contrast to this, the carriers 
have proposed that coal rates in the west should be increased 
by graduated amounts. Thus the plant at Fontana would be 
singled out as the only steel mill in the United States where 
the rate on bituminous coking coal would be increased 40 cents 
per ton. This discrimination will operate to the serious disad- 
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vantage of the Fontana mill in meeting the competition of the 
other plants.” 

On lime rock from Colton, Calif., to Fontana, a distance of 
11 miles, Mr. Heiner added, the carriers sought to increase by 
30 cents the present rate of 35 cents per ton, an increase of 95 
per cent. “Where lime rock moves much greater distances in 
the east, the carriers have requested the same uniform 30 cents 
per ton increase. Thus on the raw material lime rock, where 
our plant is next door to the source of supply, the carriers pro- 
pose a flat increase, whereas on the raw material, coal, grad- 
uated increases are sought to our competitive disadvantage,” 
stated the witness, requesting that the users of coal in the west 
be afforded the identical treatment with that granted the users 
of coal in the east. 

Under cross-examination by Mr. Barron, the witness said 
that the bulk of west-to-east movement of steel from the Fon- 
tana plant was plant-to-plant, i.e., to the Kaiser plant at Willow 
Run, Mich. To Mr. Knudson’s question, the witness stated that 
his company reported to the railroads its estimate for rail 
movements in the third quarter of 1946, “as much as we cus- 
tomarily report.” 

Western Growers Association 

The greater part of the day was given over to testimony 
by witnesses for the Western Growers Association, producers 
and shippers of melons and vegetables from California and 
Arizona. 

The first witness presented by C. B. Moore, of Los Angeles, 
appearing for the association, was Thomas R: Phillips, traffic 
manager of the association, whose exhibit purported to show 
that the increases already granted in Ex Parte 148, projected 
on vegetables and melons (not including potatoes) from Arizona 
and California for the year 1945, would total $1,476,174; and 
that the increases proposed in Ex Parte 162, projected on the 
same data, would total $6,374,722. The exhibits, he said, pur- 


ported to show what the increased freight costs would do to i 


a of the association if the railroad proposals were ac- 
cepted. 

G. K. York, of Sacramento, agent of the Department of 
Agriculture, introduced an exhibit purporting to show that the 
truck unloads of specified vegetables and melons, of Arizona 
and California production (in carlot equivalents) at San Fran- 
cisco, Oakland and Los Angeles, had increased by 4,877 cars in 
1945 over 1944; and that the unloads for the first six months of 
1946 had increased 3,230 cars over the same period in 1945. 

Franklin Gindick, economic consultant to the Western 
Growers Association, testifying on lettuce, carrots, cantelope 
and celery, the four of the 17 commodities in which association 
members were most interested, introduced ten exhibits purport- 
ing to indicate how production costs had increased since 1940, 
price trends, relationships between costs and prices which have 
existed, and the “precarious position of the fresh vegetable 
industry for the coming period.” 

In 14 out of the first 25 weeks in 1946, he stated, good 
quality celery had sold below the costs of production. Produc- 
tion was substantially above that of last year, and above the 
last 10-year average, he said. Questioned by Mr. Barron, Mr. 
Gindick said that he did not expect to get back to 1929 cost 
levels for a good many years because the trend of labor costs 
was still upward. “My exhibits lead to the conclusion that 
the farmers of Arizona and California cannot absorb any fur- 
ther increase in freight rates,” Mr. Gindick concluded. 

Kenneth R. Nutting, of Salina, Calif., a grower and shipper 
of vegetables, told the Confmission that, whereas the carriers 
had estimated that shipments of agriculture products would 
decline 26 per cent from 1945 to 1946, members of the associa- 
tion believe that shipments would increase. Total shipments of 
vegetables and melons for the first half of 1946 were up 11,000 
cars, he said. The witness stated that many markets which, 
five years ago, did not use carlots, were now using them. 

“We are the ‘forgotten man’ out there in California,” said 
Mr. Nutting. “We can’t add increased freight rates to our sell- 
ing price.” 

Higher rail freight rates, he said, would force farmers to 
turn to contract motor carriers. “Or a large group of farmers 
muight organize our own trucking company, as we did our own 
ice company.” 

Should the Commission grant added increases to the rail 
carriers, he concluded “such increases should be granted in 
cents per 100 pounds rather than on a percentage basis. A per- 
centage increase would upset the competitive basis of the in- 
dustry. We want existing differentials preserved, as between 
California-Arizona, on the one hand, and Texas, Florida and 
the rest of the country, on the other.” 

Asked by Mr. Barron if the vegetable producers could not 
go to O.P.A. for higher prices, as the automobile manufacturers 
had, the witness said: “Not for freight charges. We can get an 
increase in ceiling prices, but not in selling prices.” 

He concluded that the farmers could not do business with- 
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out the railroads, and that the decline in total agricultural ton- 
nage predicted by the Association of American Railroads ap- 
plied to all farm produce, not only to the Western vegetable 
growers. ; 

O. D. Miller, of Phoenix, a vegetable and melon grower, 
stated that “we have passed the limit of our bearable costs. 
We must get unit costs down from their present high levels, 
and cannot if we receive higher transportation costs. 

Transportation costs average from 30 to 60 per cent of the 
gross delivered sale price in an average season, the witness 
said. The increased proposed by the railroads would increase 
the price of lettuce 13 cents a crate; of carrots, 15 cents a crate; 
of cantelope, 21.5 cents a crate, from Arizona to New York City, 
he said. “The increase on lettuce would wipe out over half the 
grower’s margin of profit,” Mr. Miller continued. The answer 
to the carriers’ problem,” he concluded, “is that the railroads 
must realize that maintenance of volume is more important 
than rate increases.” 

Mr. Moore, summarizing for the industry, stated that in 
view of the maintenance of tonnage by the industry, the 3 
per cent increase granted in Ex Parte 148 was sufficient for the 
industry. “Any further increase should be deferred until the 
Commission can make an adequate survey of the refrigerator 
lines today,” he concluded. “Labor costs have no chance of com- 
ing down, due to union contracts. Vary disastrous strikes would 
be necessary to break present union wage scales. a 

The witness said it was a sad commentary that “fruit 
tramps are now making more than some of our respected offi- 
cials—over $300 a week.” 


A.T.A. Supports Petition 


Samuel Earnshaw, of Washington, D. C., appearing for 
the American Trucking Associations, presented several wit- 
nesses who testified in support of the railroads’ petition for a 
general 25 per cent rate increase. 


E. J. Barry, manager, Pacific Inland Tariff Bureau, of 
Portland, Ore., stated he subscribed to the principles outlined 
by Chester Moore in the latter’s testimony on behalf of the motor 
carrier industry, at the Chicago hearing. He urged the Com- 
mission to act favorably on the petition of the rail lines. The 
financial condition of our carriers has been and is unsound, 
said Mr. Barry. “Today our rates are 12 per cent above railroad 
rates generally. We must be competitive with the railroad 
service.” 


Petroleum motor carriers in his territory were in need 
of an immediate rate adjustment, he stated, which adjustment 
would depend on the success of the rail petition in the current 
proceedings. ; 

Cross-examined by Mr. Knudson, Mr. Barry said he was 
instructed by the membership of his bureau to testify, and 
that he was confident. he represented the will of his member- 
ship. ‘The motor carriers could not realize extra revenue by 
increased volume under present rates, he testified. 

Lloyd R. Guerra, of Los Angeles, presented two statements. 
As vice-president of Western Truck Lines, Limited, his first 
statement was on behalf of the Interstate Freight Carrier’s 
Conference, Inc., of Los Angeles, which acted as the rate asso- 
ciation and tariff publishing agency for motor common carriers 
of general freight operating between California, Arizona, New 
Mexico, Texas, Colorado, Oregon, Washington, and Idaho. “We 
recognize,” he said, “that motor carrier rates are not in issue 
in this proceeding. However, motor carrier rates are generally 
related to the rail rates in this territory, and we are interested 
in seeing the level of the rail rates raised. . .. We want to state 
to the Commission that motor carrier rates are definitely in 
line for an increase and will be increased when the competitive 
‘ceiling’, namely the rail. rates, is raised.” 

He concluded: 


Motor carriers in other sections of the country have taken greater 
increases. . . . The highly competitive situation in our territories has 
not permitted similar adjustments for our carriers. We definitely need 
further increases. We are appearing here to let the Commission and 
the public and our competition know that we have to have increases— 
and soon; that at such time as our rail competition is authorized to 
and does file ¢mcreases, we will without question file increases that will 
continue the present general relationship with rail rates. 


Mr. Guerra, testifying in his capacity as vice-president of 
Cantlay & Tanzola, Inc., a company engaged in the transporta- 
tion of bulk petroleum products in the Pacific southwest area, 
Said he represented the tank carriers in the territory, and his 
testimony was submitted in cooperation with the A.T.A. and 
the National Tank Truck Carriers. His testimony was similar 
to that submitted earlier. He urged the Commission to find 
“that the rail tank car rates on petroleum and products should 
be increased in accordance with the request of the rails for such 
increases. We further urge that should such increases be 
granted the rails, that the Commission likewise grant the motor 








485 








carriers authority to take such increases on the same short 
notice that may be granted to the rail lines.” 

C. Austin Sutherland, of Washington, D. C., secretary and 
general manager of the National Tank Truck Carriers, Inc., 
stated that the testimony of the last two witnesses with respect 
to the financial conditions of the tank truck operators in the 
west could be applied, with equal force, to the tank truck opera- 
tors throughout the country. 

K. Tracy Power, the last motor carrier industry witness, 
of Denver, representing the Rocky Mountain and mountain 
territory carriers, subscribed to the previous testimony. 


Pacific Coastwise Water Carriers 


C. R. Nickerson, secretary-manager, Pacific Coastwise Con- 
ference, said he was appearing en behalf of common carriers by 
water operating between ports on the Pacific coast, also on 
behalf of contract carriers by water. “The Pacific coastwise 
water carriers supported the railroad petition insofar as it 
called for a uniform increase of 25 per cent, but objected to the 
exceptions set forth in appendix II of the petition, particularly 
where such exceptions were based on water competition,” the, 
witness stated. “The carriers in Pacific Coast territory need 
immediate relief and the increases should be granted pending 
further investigations and decisions which the Commission 
might make in any subsequent cases.” 


California Grapes and Tree Fruits 


William J. Cecil, general manager, California Grape and 
Tree Fruit Association, at Fresno, presented a statement on be- 
half of that association and the California Growers and Shippers 
Protective League. He said that, for the year 1945, 43,208 cars 
of deciduous fruits were shipped interstate, this figure exceed- 
ing 1944 by 5,888 cars, and exceeding 1943 by 7,324 cars. Ship- 
ments to date in 1946 were approximately 50 per cent ahead 
of 1945, he continued. 

Referring to the petitioner’s allegation that “the volume 
of freight and the passenger traffic in the three years 1947 to 
1949 will be below that of 1946,” the witness said that in his 
opinion “the volume of interstate rail movement of deciduous 
fruits for the year 1947 to 1949 will be greater than the year 
1946.” . ' 

Two other witnesses were presented by Walter Hoffman, 
representing the above association. 


Appearances 


The following appearances were entered at the Salt Lake 
City hearing: 

H. C. BARRON, Chicago, Ill., appearing for petitioning railroads. 

ELMER B. COLLINS, Omaha, Neb., appearing for Union Pacific 
Railroad Company and Western Lines. 

CARSON L. TAYLOR, Chicago, Ill., appearing for Class I railroads 
and Chicago, St. Paul & Pacific Railroad. 

F. J. TONER, Denver, Colo., appearing for The Denver and Salt 
Lake Railway Company. 

JOHN E. HENNESSY, San Francisco, Calif., appearing for The 
Western Pacific Railroad Company. 


W. M. CAREY, Denver, Colo., appearing for Denver & Rio Grande 
Western Railroad Company. 


R. E. SMITH and CONRAD OLSON, St. Paul, Minn., appearing for 
Northern Pacific Railway Company. 


J. E. FLANSBURG, Chicago, Ill., appearing for Chicago & North- 
western Railway System. 

BERNE LEVY and T. M. CAIAZZA, New York, N. Y., appearing 
for A. T. & S. F. Railway Company. 

W. J. DUNDON, Chicago, Ill., appearing for A. T. & S. F. Railway. 

JAMES E, LYONS, San Francisco Calif., appearing for petitioning 
railroads. 


HERMAN C. KROLL, Chicago, Ill., appearing for Statistical Bu- 
reau, Western Lines. 

JAMES K. KNUDSON, Office of Solicitor, U. S. Department of 
Agriculture, Washington, D. C., appearing for Secretary of Agriculture. 

ELMER, W. CART, Jamestown, N. D., appearing for North Dakota 
Public Service Commission, Fargo Chamber of Commerce, Minot Asso- 
ciation of Commerce, North Dakota Farmers Union, Jamestown, N. D., 
and National Farmers Union, Denver, Colo. 

HARRY S. DICKINSON, Denver 2, Colo., appearing for the Denver 
Chamber of Commerce, Denver, Colo. 

M. W. WELLS, Orlando, Fla., appearing for Growers & Shippers 
League of Florida, Florida Citrus Commission, Florida Vegetable Com- 
mittee and Florida Canners Association. ; 

VERNON R. STEDMAN, Seattle, Wash., appearing for Department 
of Conservation and Development, Governor’s Advisory Commission, 
State of Washington. 


F. L. JAGER, Oiympia, Wash., appearing for Department of Trans- 
portation. 

FREDERICK J. LORDAN, Assistant Attorney General, Olympia, 
Wash., appearing for Washington Department of Transportation, De- 
partment of Agriculture, and Department of Conservation and Develop- 
ment. 

RALPH L. SHEPHERD, Seattle 4, Wash., appearing for Seattle 
Traffic Association of Seattle, Wash., Tacoma Chamber of Commerce 
of Tacoma, Wash. 

JOHN H. CARKIN, Salem, Ore., appearing for George H. Flagg, 
Public Utilities Commissioner of Oregon. 
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GEORGE H. FLAGG, appearing for Public Utilities Commission of 
Oregon. 

CHARLES A. ROOT, Salt Lake City, Utah, appearing for Public 
Service Commission of Utah and Utah Citizens Rate Association. 

DON CARY SMITH, Seattle, Wash., appearing for Washington 
Farm Bureau, Oregon Farm Bureau, Washington-Idaho Wheat Growers 
League, Eastern Oregon Wheat League. 

H. W. PRICKETT, Salt Lake City, Utah, appearing for Department 
of Publicity and Industrial Development, State of Utah. 

THOMAS K. McCARTHY; San Francisco, Calif., appearing for 
Kaiser Company, Inc., and The Permanente Metals Corporation. 

A. P. HEINER, Oakland, Calif., appearing for Kaiser Company, Inc., 
and the Permanente Metals Corporation. Fs 

MONROE P. HESTER, Denver 17, Colo., appearing for Great West- 
ern Sugar Co., 500 Sugar Building, Denver, Colo. 

Cc. A. GRANT, Cody, Wyo, appearing for Husky Refining Co., 
Cody, Wyo. y 

CHARLES E. BLAINE, Phoenix, Ariz., appearing for Américan 
National Live Stock Association and National Wool Growers Association. 

J. M. JONES, Salt Lake City, Utah, appearing for National Wool 
Growers Association. ¢ 

R. D. LYTLE, Portland, Ore., appearing for North Pacific Millers 
Association. 

Cc. B. MOORE, Los Angeles, Calif., appearing for Western Growers 
Association. 

THOMAS R. PHILLIPS, Los Angeles, Calif., appearing for Western 
Growers Association. 

J. R. COPELAND, Colorado Springs, Colo., appearing for Holly 
Sugar Corporation. 

H. W. ANSELL, Salt Lake City, Utah, appearing for Utah-Idaho 
Sugar Company. 

ROBERT C. NEILL, Los Angeles, Calif... appearing for California 
Fruit Growers Exchange and California Citrus League. 

KARL D. LOOS, Washington 4, D. C., appearing for California 
Citrus League, California Walnut Growers Association, California Al- 
mond Growers Exchange, and North Pacific Nut Growers Cooperative, 
Inc. 

EARL G. STROHL, Phoenix, Ariz., appearing for Vegetable Growers 
Association of Arizona and Western Growers Association. 

F. P. KENSINGER, San Francisco 7, Calif., appearing for M. J. B. 
Co. and Western Can Co. 

JOSEPH T. ENRIGHT and WALDO A. GILLETTE, Los Angeles, 
Calif., appearing for Monolith Portland Cement Co. and Monolith Port- 
land Midwest Co. 

J. G. BRESLIN, San Francisco, Calif., appearing for California & 
Hawaiian Sugar Refining Corp., Ltd., San Francisco, Calif. 

E. L. FISCHER, Ogden, Utah, appearing for the Amalgamated 
Sugar Co., First Security Bank Bldg., Ogden, Utah. 

FRANK J. REBHAN, Denver 1, Colo., appearing for American 
Crystal Sugar Co., Denver, Colo. 

LOWE P. SIDDONS, Colorado Springs, Colo., appearing for Holly 
Sugar Corporation and Intermountain and Pacific Coast Sugar Producers. 

A. W. Brown, San Francisco, Calif., appearing for The Paraffine 
Companies, Inc., and Plant Rubber & Asbestos Works. 

GEORGE’ P. RAHE, Los Angeles 54, Calif., appearing for Los An- 
geles Soap Company and Copra Oil & Meal Co., Ltd. 

F. O. SANDSTROM, Denver, Colo., appearing for Colorado & New 
Mexico Coal Operators Association, Denver, Colo. 

SID B. CARNINE, Bakersfield, Calif., appearing for Kern County 
Potato Growers Association. 

LLOYD R. GUERRA, Los Angeles, Calif., appearing for Interstate 
Freight Carriers Conference, Inc., Los Angeles, Pacific Southwest Tank 
Truck Carriers and National Tank Truck Carriers, Inc. 

Cc. AUSTIN SUTHERLAND, Washington, D. C., appearing for Na- 
tional Tank Truck Carriers, Inc., Washington, D. C 

SAMUEL EARNSHAW, Washington, D. C., appearing for American 
Trucking Associations. 

EDWARD J. BARRY, Portland, Ore., appearing for Pacific Inland 
Tariff Bureau. 

WALTER A. SMITH, New York 7, N. Y., appearing for the New 
Jersey Zinc Company and subsidiaries. 2 

B. P. MANLEY, Salt Lake City, Utah, appearing for Utah Coal 
Operators Association. 

EMMETT A. TORNEY, Kellogg, Idaho, appearing for Bunker Hill 
& Sullivan Mining & Concentrating Co. . 

Cc. R. NICKERSON, San Francisco, Calif., appearing for Pacific 
Coastwise Conference. 

PAUL D. TAYLOR, Klamath Falls, Ore., appearing for Klamath 
Basin Rates Bureau. ; 

J. A. MONTGOMERY, San Francisco, Calif., appearing for California 
Growers & Shippers Protective League, and California Grape & Tree 
Fruit Association. 

R. C. SANDERS, Seattle, Wash., appearing for Chicago, Milwaukee, 
St. Paul & Pacific Railroad. 

EDGAR J. WRIGHT, Seattle, Wash., appearing for Washington 
State Grange. 

O. T. HELPRING, San Diego, Calif., appearing for San Diego 
Harbor Commission, Shippers Committee, San Diego Chamber of Com- 
merce, 

CLAUDE C. GRAY, Big Timber, Mont., appearing for Montana State 
Farm Bureau (all farm products), Sweet Grass Marketing Association, 
American Dairy Association of Montana. . 

E. F. BRADY, Portland, Ore., appearing for Dant Russell, Inc., 
Fir Tex Sales Corporation, and Fir Tex Insulation Board Co. 

M. P. HOLT, Cheyenne, Wyo., appearing for the Public Service 
Commission of Wyoming, Cheyenne, Wyo.; Wyoming Stock Growers 
Association, Cheyenne, Wyo.; Shepherd Motor Company, Casper, Wyo.; 
Sheridan Chamber of Commerce, Sheridan, Wyo.; Sheridan Meat Com- 
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pany, Inc., Sheridan, Wyo.; Wyoming Grocery Company, Casper, Wyo,: 
Rohliff Lumber and Suppiy Company, Casper, Wyo.; Walter Schult; 
Company, Casper, Wyo.; Wyoming Automotive Company, Casper, Wyo,: 
Sheridan Iron Works, Sheridan, Wyo. d 

EUGENE A. READ, Oakland 12, Calif., appearing for Oaklang 
Chamber of Commerce. 

C. FRANK REYNOLDS, Idaho Public Utilities Commission, Boise 
Idaho, appearing for Idaho Public Utilities Commission, and ‘‘By virtye 
of Idaho Public Utilities Law, I appear. in interest of all shippers, re 
ceivers, and places of Idaho generally.’’ 

ROY L. McDONOUGH, Salt Lake City, Utah, appearing for Utah 
Poultry Producers Co-operative Association. 

IRVING F, LYONS, San Francisco, Calif., appearing for Canners 
League of California and Dried Fruit Association of California. 

W. P. TULLER, Chicago 1, Ill., appearing for Great Lakes. Carbon 
Corporation. 

WALTER A. ROHDE, San Francisco 4, Calif., appearing for San 
Francisco Chamber of Commerce. 

HORACE F. CASEY and H. B. SCHAEFER, Helena, Mont., appear. 
ing for Board of Railroad Commissioners of the State of Montana. 

MELVIN O. STRATFORD, Idaho Falls, Idaho, appearing for Idaho 
Potato and Onion Shippers Association, Inc. 

LOUIS P. FITZGERALD, Denver, Colo., appearing for the Colorado 
Milling & Elevator Co. 

EMMETT M. JOHNSON, Sacramento, Calif., appearing for Cali- 
fornia Growers and Shippers League and California Grape and Tree 
Fruit Association. 


I. C. C. Tells Railroads to Present 
Exhibit of Increased Pension Cost 


Replying to a letter of J. Carter Fort, vice-president and 
general counsel of the Association of American Railroads, to 
Chairman Barnard of the Commission, calling the latter’s atten. 
tion to the bearing of the estimated $85,000,000 increase in pay- 
roll taxes under H. R. 1362 on the needs of the railroads for 
additional revenues, Commissioner Aitchison, as chairman of 
division 2, observed that the Commission took official notice of 
the public laws. He suggested that the results of the law, in- 
creasing payroll taxes to support the expanded railroad retire- 
ment system, be embodied in a suitable exhibit to be presented 
in Ex Parte 148-162, Increased Railway Rates, Fares and 
Charges, 1942, 1946 (see Traffic World, Aug. 10, p. 399). 


Commissioner Aitchison’s letter follows: 


Your letter of August 1 addressed to the Chairman, with copies to 
all commissioners, it seems appropriate for me to answer in the absence 
of the Chairman. 

The Commission, of course, takes official notice of the public laws 
of the United States. Just how the particular law will affect a carrier 
which is subject to it we cannot notice in detail. I suggest that you 
have this subject explored, if you think it necessary for our considers: 
tion in the above-entitied cases, and that the results be embodied ina 
suitable exhibit, together with a supporting statement prepared by a 
competent witness whom you intend to tender. The exhibit and the 
statement should then be given publicity promptly, and the testimony 
and exhibit can be tendered at the beginning of the rebuttal hearing 
in Washington. 


BURLINGTON, IA., TARIFF PROTESTS 


The Burlington Shippers’ Association, Burlington, Ia., has 
filed additional requests for the Commission to suspend tariff 
items which, it said, would result in unwarranted decreases in 
rates and transportation charges (see Traffic World, August 
10). These schedules, it said, would deprive a Burlington man- 
ufacturer of the advantages of his geographical location, result- 
ing in keen competition in the sale and distribution of bakery 
goods at Watertown, S. D. 


Additional tariff items protested included item No. 1128, 
supplement No. 79, Great Northern G. F. O. No. 605-L, I. C. C. 
No. A-8051, effective August 15, and item No. 575, supplement 
No. 64, Rock Island No. 30077-N, I. C. C. No. C-12989, effective 
September 3. 

The association also protested item No. 2922, supplement 
No. 35, Agent Kipp’s I. C. C. No. A-3560, effective September 1, 
which, it said, would result in rates and transportation charges, 
published without proper showing for their need, that were 
unreasonably low and unwarranted. Such rates and charges 
it said, would cause a Burlington distributor undue competition, 
through the medium of rates published on peat, n. o. i. b. 
on which there was no production at Austin, Colo. 


The Burlington association said the proponent of the aé- 
justment said it had obtained a long time contract on one 0 
the largest peat beds in America located 25 miles from Austil. 
The Association said i had opposed the adjustment, taking the 
position that there had been no production and no indication 
that there would be a production, and that the rate would b 
unreasonably low, when compared with the rates presently 2 
effect from Shally, Manitoba, Canada, to the same destinations 
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August 17, 1946 


Some Support, Others Criticize Rate 
Boost Proposal in Houston Hearing 


Commissioner Splawn presides as evidence is pre- 
sented by southwestern regional interests in Ex Parte 
148-162. Motor carrier spokesman has plan for read- 
justment of exceptions ratings, plus 20 cents, on l.c.l. 
traffic, with trucks to follow suit. Galveston Wharves 
spokesman indicates 6 per cent raise in rates far short 
of meeting revenue needs of rail carriers. Widely dif- 
ferent approaches to problem of rail revenue require- 
ments heard. Testimony says that more cars would 
help rail revenue and that grain rates should be 
“leveled off.” 


By JOSEPH C. SCHELEEN 


Eleven witnesses, offering nearly as many and varied 
®@ approaches to the problems of whether, how, and to what 
extent rail freight rates should be increased and representing 
different types of transportation and transportation-user inter- 
ests, testified on the first day of the regional hearing at Hou- 
ston, Tex., August 12, in Ex Parte 162, Increased Rates and 
Charges, 1946, and Ex Parte 148, Increased Rates and Charges, 
1942. 


Commissioner Splawn presided and seated at the table on 
the dais with him were: Carl W. Reed, member of the Iowa 
Commerce Commission, who had been designated by the Na- 
tional Association of Railroad and Utilities Commissioners to 
serve as the cooperating state commissioner for the Houston 
hearing; Examiner M. J. Walsh, of the Commission, and H. 
Burke Horton, of the staff of the Commission’s Bureau of 
Transport Economics and Statistics. 

Several Texans who attended the hearing were unaware 
that, after the place of the hearing had been changed from 
Galveston to Houston, the Texas Railroad Commission had 
decided against holding its hearing on intrastate rate increases 
pursuant to the Ex Parte 148-162 proceeding jointly with the 
Interstate Commerce Commission on August 12, and one Texas 
witness learned of this change in the Texas commission’s plans 
only after he had begun. presentation of testimony relating to 
Texas intrastate rates in the Houston hearing. It was stated 
that, as of August 12, the Texas state commission had set no 
date for its hearing on intrastate rail freight rate increases. 


Thornton’s Testimony 


Support of the railroads’ petition for a general freight rate 
increase of 25 per cent, with certain exceptions, was expressed 
by the first witness at Houston, E. H. Thornton, vice-chairman 
and general manager of the Galveston Wharves and chairman 
of the traffic and commerce committee of the Galveston Cham- 
ber of Commerce and Board of Trade. He stated that the Gal- 
veston Wharves operated about six miles of railroad, in addi- 
tion to waterfront piers and warehouses, and that the wharves 
company was an operating company owned by the city of 
Galveston. The company was a large buyer of railroad trans- 
portation and paid the freight charges on the shipments it re- 
ceived, among which shipments of steel and lumber predomi- 
nated, he stated. 

“The Galveston Chamber of Commerce, Cotton Exchange 
and Board of Trade,” he said, “represent practically all receiv- 
ers and shippers in the city of Galveston. On their behalf, we 
favor the granting by the Commission of a reasonable increase 
in freight rates sufficient to enable the railroads to operate 
efficiently and economically and to make a fair return on their 
investment. We are not prepared to see whether the increase 
Should be 25 per cent or some other amount.” 

Mr. Thornton said that the Galveston Wharves had had 
to grant its employes a wage increase of 18% cents an hour— 
in line with the wage increase granted in May to railroad 
employes generally. He reported that an analysis of the in- 
crease in switching charges at Galveston Wharves that would 
result from the 6 per cent increase in freight rates effected 
by the interim restoration of the Ex Parte 148 increases had 
shown that the additional revenue afforded by the higher 
Switching charges would not quite cover 50 per cent of the 
total amount of the wage increase to the employes of Galveston 

arves. He added that “from our experience we know that 
the trunk line (rail) carriers have to absorb some of their 


Wage increase in connection with the 6 per cent increase in 
their freight rates.” 


Higher Material Costs Noted 


Asked by C: B. Bee, special counsel of the Oklahoma Cor- 
poration Commission, whether he meant to say that the 6 
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per cent increase in Ex Parte 148 would not absorb the wage 
increases the railroads were having to pay, Mr. Thornton said 
he was not prepared to testify accurately with respect to all 
the trunk-line railroads, that he had presented his findings with 
respect to the Galveston Wharves company, but that the effect 
of higher costs of fuel and of materials and supplies on rail 
operating expenses also should be considered. Mr. Bee sug- 
gested that the railroads as a whole had reduced maintenance 
and equipment expense in the first months of this year, and 
Mr. Thornton said he understood some railroads had done that. 

-J. A. Lovell, traffic manager of the Fort Worth Live Stock 
Handling Co., stated that that company was subject to the 
interstate commerce act and urged that, in event the Commis- 
sion granted further increases in rail freight rates, the same 
percentage of increase be applied to charges of his company 
for loading and unloading livestock. 

T. M. Bierdeman, assistant traffic manager of the Laclede 
Steel Co., with headquarters in St. Louis, Mo., and plants at 
Madison and Federal, Ill., submitted a statement and an exhibit, 
the purpose of which, he said, was “to show the high rates on 
manufactured iron and steel articles in carloads in the south- 
west and from and to that territory which the carriers proposed 
to increase 25 per cent, maximum 4 cents per hundred; and 
to show the injustice of the carriers application in proposing 
an increase of a full 25 per cent with no maximum -on scrap 
iron and steel when moving on other than commodity rates 
while, at the same time, proposing a 25 per cent increase, maxi- 
mum 80 cents a ton, when moving on commodity rates.” 


Objects to Iron and Steel Rate Boost 


“It is our position,” he said, “that rates on manufactured 
iron and steel articles from, to and within the southwest are 
unreasonably high and should not be burdened with any in- 
crease.” 

Scrap iron moved on commodity rates from some origins, 
and on class rates or classification exceptions from other origins, 
he stated. He said that, generally, the rates on scrap iron 
within and from and to Southern Territory and Official Terri- 
tory were commodity rates, while the scrap iron rates within 
and from and to Western Trunk Line and Southwestern Ter- 
ritory were classification exceptions. As an example, he sub- 
mitted a present rate (excluding Ex Parte 148-162 increases) of 
29 cents a 100 pounds ($5.80 a net ton) from Anchorage, La., 
“in Southwestern Territory immediately west of the Mississippi 
River” and across that river to Baton Rouge, La., which by an 
increase of 25 per cent would be raised to $7.20 a net ton, while 
the “present” rate of $5.50 a net ton from Baton Rouge to 
St. Louis, Mo., would be increased by only 80 cents to $6.30 
a net ton. He said there could be no justification for such 
a difference in increases “simply for the reason that one rate 
is a class rate while the other is a commodity rate.” 


“We do not want it understood,” he continued, “that we 
approve in any way such an extreme increase in rates on scrap 
iron and steel as 25 per cent, either with or without a maximum 
of 80 cents per ton, gross or net as rated. Shortly after the 
Office of Price Administration came into existence it estab- 
lished . . . maximum prices per gross ton for scrap iron at all 
origins in the United States; and those original prices, except 
for some readjustment in certain western states .. . have re- 
mained in effect with no increases in the original prices. Scrap 
iron is, of course, made up of worn-out waste material having 
no value except for remelting purposes. . . . It is common knowl- 
edge that labor which is necessary in this preparation has in- 
creased substantially in cost. Further increases in freight rates 
merely serve to prevent bringing this waste material to the 
places where it can be melted for use.” 


Motor Carrier Witness 


J. D. Hughett, general manager and tariff publishing agent 
of the Southwestern Motor Freight Bureau, Dallas, Tex., placed 
in evidence a 53-page exhibit containing, among other things, a 
comparison of “the depressed and 13535 revised scale of first 
class rates for representative distances and percentage increase 
if depressed rates were canceled allowing 13535 revised rates to 
apply,” and a comparison of 1. c. 1. and any-quantity exception 
ratings applying in the southwest with the classification ratings. 
He testified that in the southwest the motor carriers had pub- 
lished exceptions the same as the railroads, to meet railroad 
competition, and said that about 65 per cent of the interstate 
traffic moved on exception ratings. He spoke of “the depressed 
220 scale,” pointing out in his exhibit rates under that scale 
lower on the same commodity than the rates under the 13535 
scale, and adding that here were “two reductions from normal 
class rates—first, reduced scale of rates and second, exceptions 
to classification ratings which reduce the normal rate base.” 

Asked on direct examination by A. L. Reed, of Dallas, 


- whether the motor carriers would need any additional increases 


other than those that would result from a revision of the ex- 
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ceptions to more nearly a normal basis and cancellation of the 
low spot scales he had described, Mr. Hughett said: 

“Yes, I think we would need in addition to the cancellation 
of the low spot scale and revision of exceptions the addition of 
20 cents per 100 pounds to cover the cost of pickup and de- 
livery, because the original normal rates did not comprehend 
pickup and delivery service and it, by reason of increased labor 
costs, has become the most expensive item in our cost of opera- 
tion.” 

Under cross-examination, Mr. Hughett said his proposal 
was that any exception ratings lower than Commission-pre- 
scribed rates should be increased by 20 cents and then further 
adjusted upward, if necessary—“enough to give the railroads 
sufficient revenue to earn a fair return.” He said he did not 
know whether 65 per cent of rail traffic moved on exception 
ratings, but that that was true of interstate truck traffic, and 
that “we handle the same kind of traffic.”” He agreed with Mr. 
Bee that if the Commission found that the carriers should be 
compensated for terminal expenses wherever they occurred 
“you wouldn’t want to add 20 cents on all the shippers.” 

To a question by J. C. Murray, of counsel for the Arkansas 
state commission, whether he had any objection to publication 
of truck rates for line-hauls only and of a separate charge, not 
a rate, for pickup and delivery where rendered, Mr. Hughett 
said the motor carriers would do that only if ordered to do so 
by the Commission and would object to it. He added that “we 
think that pickup and delivery is exactly like switching as far 
as a rail haul is concerned.” 


Criticism of “20-Cent” Proposal 


When it was suggested by Ed P. Byars, traffic manager of 
the Fort Worth Freight Bureau, Grain and Cotton Exchange, 
and Chamber of Commerce, and the West Texas Chamber of 
Commerce, asked whether Mr, Hughett was “here to help the 
railroads,” Mr. Hughett said he was not, but that whatever 
the Commission did to get the railroad rates up would help the 
motor carriers he represented. Asked by Mr. Byars whether 
he had computed what the increase in the class rate level 
would be if all exceptions ratings were canceled, the witness 
said that question called for “an awful lot of opinion on my 


part.” Mr. Byars observed that if the Hughett proposal for. 


adding 20 cents to existing rates were applied to a rate of 20 
cents a hundred pounds, it would mean an increase of 100 per 
cent in that instance. He wondered if the Hughett proposal 
would not “level out” in an increase of 60 to 75 per cent in the 
1. c. 1. merchandise scale of rates, instead of 25 per cent. Mr. 
Hughett said he did not think so, and Mr. Byars retorted, “If 
you don’t know what the result would be of your proposal, 
why do you make it?” Mr. Hughett said that what the motor 
carriers wanted was cost plus a reasonable profit, “provided the 
other carriers are treated the same way.” 


Objection to “Disparity” 


Sam Goodstein, manager of the transportation bureau of 
the Dallas Chamber of Commerce, said the Commission should 
authorize no increase in freight rates that would increase the 
“disparity” in class rates as between C. F. A. territory and the 
Southwest. He suggested that, as to any increase the Commis- 
sion might authorize, the increase in the southwest should be 
only 60 per cent of the increase in C. F. A. territory. The Dallas 
chamber was leaving the question of the amount of increase to 
the Commission, he said. Commissioner Splawn wondered if 
the witness would “try to figure out for us how much the in- 
crease should be.” 

Frank Leffingwell, attorney for the Texas Industrial Traffic 
League, received a “yes” answer from Mr. Goodstein to his 
question whether, if the 60 per cent proposal the witness had 
made were accepted by the Commission, the level of class rates 
in the southwest would still be substantially higher than the 
level in C. F. A. territory. 

_L. O. Langley, of Dallas, traffic manager of Higginbotham- 
Bailey Co., jobber, manufacturer and distributor of dry goods, 
testified that existence of a level of rates in C. F. A. territory 
lower than the level in the southwest had an adverse effect on 
the ability of his.company to compete with similar companies 
in St. Louis, Chicago, and New York. Competitors in those cities 
were actually shipping into the southwest, he declared. He 
averred that a percentage increase would increase the alleged 
disparity in rates between the territories named. Asked whether 
it was not true that a large volume of his company’s traffic 
moved in pool cars, under “all freight” rates, Mr. Langley said 
that where volume permitted, the company expected to make 
pool car shipments. He contended that lower rates on inbound 
shipments from C. F. A. territory to competitors in that terri- 
tory enabled them to obtain a price advantage over the company 
for which he spoke. His company, he said, served customers 
in Texas, Louisiana, Arkansas, Oklahoma and New Mexico, and 
about 60 per cent of its shipments went to destinations in Texas. 

G. H. Blewett, of Houston, president and general manager 
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of the T.S.C. Motor Freight Lines, Inc., supplemented tect; 
that had been presented at the Chicago hearing by statin 
exhibits submitted in connection with the testimony at Chat 
did not reflect results of motor carrier operations for 1945 
the first half of 1946, and that the exhibits therefore qj 
reflect large wage increases effected in the first six months = ip the 
this year. of 














Cotton Compress Industry Problem 


Alonzo Bennett, vice president of the Federal Co will be no i 
and Warehouse Co., Memphis, Tenn., urged that any of compress 
rate increase the Commission might authorize should be prea which the © 
cated on a uniform percentage increase “applied Uniformly jf make the fu 
all minima, to all rates and to all commodities and all re-establish 
tions.” It was brought out in his testimony that he was testi, the busines: 
ing for cotton compresses and cotton warehouses and not in his joad rates. 
capacity as president of the National Industrial Traffic League ji Other ' 

“The cotton compress and cotton warehouse,” he said, “%s rate expert 
a bailee for hire. We do not buy and sell cotton, but we do act A - te 
as the shipper’s agent in the receiving, handling, storage, com. he os a: 
pression and shipping of cotton. We assemble cotton in am. and cn 
quantity carload lots into shipping units and forward it in car. the Tal | 
load lots for the shipping public. We arrange for the transports. manage 
tion facilities and in most cases we pay the freight charges for — 
the account of our shipper customers. pr og 4 


“In addition to performing the essential transportation, 
services for the shipping public, we also afford to the rail cay. I 
riers station facilities for the receipt and handling of rail cotton, 


For this purpose we have special agency contracts with the rail —_— 
carriers defining our responsibilities and the service which we wy ehibit | 
are to perform.” data to SU] 
About two-thirds of the cotton compressed by the 85 com. to “stabiliz 
press plants operated by his company, Mr. Bennett Said, was gram and 
received directly from the owners of the cotton; the remaini The state’s 
one-third was transported inbound to these plants by rail after joiq Nebr: 
having been received by the railroads at their local stations persistent 
loaded indiscriminately into cars that were shuttled into these belief that 
plants “for the performance of the station receiving service andl} traffic fron 
other handlings which would ordinarily be performed by the Mr. K 
rail carriers under the obligations which they assume for the ted tha’ 
handling of any-quantity or less-than-carload freight.” . $4 
“Under this so-called system of any-quantity rates,” he pond an 
continued, “shippers of one bale of cotton, by reason of the tenited 
handling through the compress, can and they do receive the " tiveste 
benefit of the lowest carload rates based on the highest mini- ably’ wot 
mum.” , : 
. ; ae 7 King, add 
In further discussion, he said, in part: increased, 
There is a limitation with respect to the territory available to each to the tru 
compress point for the movement of these inbound shipments. After | One ¢ 
the cotton reaches the compress, the 67 per cent which is brought to ® in the Jul 
the compress direct by the owner is combined with the 33 per cent’ Car Shor 
moved in by rail and loaded outbound under the minima set forth in that on J 
the tariff. As to domestic mills, in Southern Territory and New Eng- grain eley 
land, the minima are 25,000 pounds, 35,000 pounds and 50,000 pounds. able that 
For movement to the ports, New Orleans and west, the minima are ble to f 
25,000 pounds, 50,000 pounds and 65,000 pounds. Generally speaking § #0 [0 It 
the 25,000 and 35,000 pound minima are used for the transportation of @ Tevenue v 
uncompressed cotton and it requires compression to at least standari averred t 
density (22% pounds per cubic foot) to load the 50,000 pound minimum § “coming ; 
and 65,000 pound minimum... . dealer or 
Approximately 90 per cent of the cotton moving to domestic mills @ the price 
moves under the 50,000 pound rates. To the ports about 97 per cel! |) ceived th 
moves under the 65,000 pound rates. ... , 


> his statio 
Rising Compress Costs ; 
He said the cotton compresses loaded cars far beyond minl- | Mr. | 


mum loading requirements and held the cotton awaiting | oppositio: 
until empties were available by the unloading of other inbound crease th 
movements in the territory, thus contributing to car conse’ § disparitie 
vation. He offered an exhibit to show that cost of compressiNg § Cision in 
cotton to standard density had risen until it was now $14 § by the 7 
a bale; that his company could not continue to compress cotton § adopted 1 
under its present tariff; that the cost of compression was bome = pre 
by the shippers, not the railroads; that the spread between the Pop Tex 
50,000 and 35,000-pound rates from compression points oe bay railr 
mestic mills, particularly southern mills, was 10 cents a 1 eT ee 
pounds or 50 cents a bale, and that, “by paying the cost %) re of th 
compression which obviously in the future cannot be less than | hi eg 
$1.04, unless we absorb the cost of performing the service, the | mag tl 
shipper who pays this cost will pay out more than $1 andi )) Wry. TI 


charges |) those co 
the |) “orrespo 


ceive back from the rail carriers a difference in freight 
of only 50 cents per bale.” He added that to the ports 


spread between the 65,000 and the 25,000 pound minimums |) oat " 
was sufficient to absorb the cost of performing compression. |" on 
“Ultimately, he said, the result of maintaining the “nart¥ 9 oon, 
spread” would be the light loading of the equipment to sone { rates,” 
mills, a demand from the ports for like consideration, ‘ Mr. 
“a complete breakdown of the heavily loaded cars whi > the sout 


: sonchiD 
carriers have received in the past.” Pointing to relationship 
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the problems he had discussed to the proceeding in Ex Parte 
Bi be a posal of the rail carriers here is to increase the 
95 per cent with a maximum of 10 cents per 100 pounds. 
nes ect of that 10-cent maximum is to prevent any increase 
Te spread between the 50,000 and the 35,000 pound rates 
: upon_the rail carriers’ increased costs. In other words, 
i0-cent_ maximum will leave the 36,000 pounds and the 
-- unds on a 10-cent spread to domestic mills. . . . There 
i] be no increase in the spread to absorb the additional cost 
compressing cotton in order to obtain the heavy loadings 

ish the carriers have obtained in the past... . If the carriers 
the full 25 per cent increase (to the ports) .. . they will 
re-establish the barge line-motor truck competition and lose 
the business which they have developed as a result of the car- 


tes. yo @ 
Other witnesses heard August 12 were: Harry C. King, 


rate expert of the Nebraska State Railway Commission, who 


agricultural improvement projects in the state that, 

he predicted, would have the result of assuring an increasing 

and dependable volume of products-of-agriculture traffic for 

the railroads from Nebraska; Fred O. Holt, assistant traffic 

manager of the Fort Worth Freight Bureau and the other 

tions represented by Mr. Byars, whose testimony dealt 

with grain rates from the southwest; and C. A. Mitchell, traffic 
manager of the Memphis Freight Bureau. 


More Cars Would Aid Revenue, Says King 


On direct examination by H. Emerson Kokjer, deputy attor- 
ney general of Nebraska, Mr. King explained the significance of 
an exhibit he had prepared which contained, among other things, 
data to support his testimony that Nebraska had taken action 
to “stabilize” her agriculture by expansion of an irrigation pro- 

and by adoption of various soil conservation practices. 
The state’s conservation and irrigation projects, he said, would 
hold Nebraska’s agricultural production on a more normal and 
persistent basis than in the past and provided foundation for a 
ielief that the railroads could expect increases in agricultural 
traffic from Nebraska. 


Mr. King outlined Nebraska’s motor carrier situation and 
stated that the state’s license plate fee for 1%2-ton trucks was 
only $4 a year. A farmer using such a truck, he said, might 
haul any amount up to the 12,000 pounds to which he was 
limited by the state load limit law. By increasing their rates 
on livestock to the Omaha market the railroads “unquestion- 
ably” would lose some of this traffic to the trucks, said Mr. 
King, adding that as rail rates on farm products and supplies 
increased, ~~ tonnage would decrease and would be diverted 
to the trucks. 


One page of his exhibit reproduced an editorial published 
in the July 27 issue of Traffic World under the heading, “This 
Car Shortage Is Real.” Mr. King said he had been advised 
that on August 3 there: were 3,527 grain cars on order for 
grain elevators in Nebraska, but that only 527 cars were avail- 
able that day. He suggested that if the railroads had been 
able to furnish an adequate supply of cars their tonnage and 
revenue would have been substantially larger than it was. He 
averred that in payment of freight charges the farmer was hit, 
“coming and going,”’ since the freight charges from factory to 
dealer or farm on the machinery he bought were included in 
the price he paid, and since, when he sold his wheat, he re- 
ceived the terminal market price less the freight charge from 


his station to the market. 
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Texas League and Grain Rates 


Mr. Holt, of the Fort Worth Freight Bureau, testified in 
opposition to authorization by the Commission of any rate in- 
crease that would militate against the leveling off of class rate 
disparities as between territories under the Commission’s de- 
cision in No. 28300. He expressed support of the position stated 
by the Texas Industrial Traffic League in a resolution it had 
adopted with respect to the railroad proposal to increase grain and 
grain products rates. In that resolution the statement was made 
that Texas milling and grain interests were in sympathy with 
the railroads’ position that additional income must be obtained 
‘0 offset increased expenses, but that they were “not unmind- 
ful of the fact” that rates on grain and grain products within 
the southwest were and for many years had been substantially 
higher than those applicable within Western Trunk Line Terri- 
tory. The resolution concluded with a request that rates on 

commodities within the southwest be not increased until 
corresponding rates in Western Trunk Line territory had been 


) taised to the southwestern level, and with a statement of op- 


position to the granting of any increases in switching, terminal 
other accessorial charges now absorbed in whole or in 


rite,» Unless such increases are absorbed out of the line-haul 


the Mr. Holt offered many exhibits relating to grain rates in 


southwest and W. T. L. territory. He said that the W. T. L. 
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scale of rates on grain and grain products, though it had been 
withdrawn, had been used by the Commission as the basis for 
key-point rates prescribed for W. T. L. territory and for com- 
parative purposes in making the grain rates from and to other 
territories; that the southwestern grain rates were 38.4 per 
cent higher than the W. T. L. grain rate level; that on flour 
from Texas points exported through Houston there would be 
an aggregate unabsorbed terminal charge of % cents a 100 
pounds, but that no unabsorbed terminal charge on the same 
kind of flour from other states moving through Houston would 
result, under the applicable tariff rule (item 20 of Santa Fe 
tariff 5655-A, I. C. C. 14218 and similar items in other lines’ 
export grain tariffs), and that on a 60,000 pound car this un- 
absorbed terminal charge amounted to a $4.50 penalty a car 
“which must be added to the line-haul rate on every car of 
export flour from a Texas origin point.” 


_ “It is a nuisance that ought to be corrected by the Com- 
mission by a specific finding that any increases allowed in ter- 
minal charges for loading, unloading, wharfage, switching, etc., 
must be accompanied by a corresponding increase in the ab- 
sorption thereof, and we ask that that be done,” he concluded. 


Pickup and Delivery Allowance 


Mr. Mitchell, in his testimony, objected to the railroads’ 
proposal to increase to 50 cents a 100 pounds the minimum 
rate for pickup and delivery service while limiting to 5 cents a 
100 pounds the allowance to shippers and receivers who per- 
formed their own delivery service. He said the Memphis Freight 
Bureau would not object to the | mere incréase in the pickup 
and delivery service minimum if such increase were predicated 
on an increase of the allowance to shippers to 8 cents a hun- 
dredweight. 


Louis A. Schwartz, general manager of the New Orleans 
Transportation Bureau, made a brief statement that he said 
was for the purpose of calling to the attention of the Commis- 
sion the fact that shippers and receivers of freight in New 
Orleans and Louisiana had been paying, both as to intrastate 
and interstate traffic, the temporary increases authorized by 
the Commission in its decision of last June authorizing restora- 
tion of the Ex Parte 148 increases, while the Texas Railroad 
Commission had not yet authorized such increases in the Texas 
intrastate rates. Mr. Byars moved to strike everything Mr. 
Schwartz had said about the Texas intrastate rates, but Com- 
missioner Splawn overruled the motion. 

Joe S. Morris, of Amarillo, Tex., appearing on behalf of the 
Amarillo Grain Exchange, the Panhandle Grain and Feed Deal- 
ers Association, and Merit Mills, Inc., expressed support of the 
Texas Industrial Traffic League resolution cited by Mr, Holt. 
He said grain was sold in Texas on the basis of the delivered 
price at Galveston, the amount of the freight charge to Galves- 
ton being taken out of the price paid to the producer. He com- 
puted that the proposed increase in grain rates in Ex Parte 162 
would add a total of $10,185,941 to the freight charge assessed 
under the grain pricing system on a year’s production of wheat, 
coarse grain, corn, barley and oats, and he termed this amount 
the “increased cost to the producer.” Asked what effect the 
proposed increase of 25 per cent would have on the rail move- 
ment of grain, Mr. Morris said that the day would come when 
the railroads would ‘“‘come back to the grain people” and ask 
what they could do to restore the grain traffic to the rails. He 
averred that truck operators would make a strong bid for the 
grain traffic as new trucks became available, and there was 
already a “most substantial movement” of grain by trucks in 
Texas and in interstate, he added. Discussing the ability of grain 
terminal elevators to receive trucked-in grain, he said that all 
but one of the elevators in Amarillo were able to handle such. 
shipments and that certain elevators had installed special equip- 
ment for unloading grain from trucks in short time—equipment 
costing about $15,000. He testified that he did not think it 
would be easy to divert the traffic back to the railroads by a 
later reduction of rail grain rates, because there had been and 
would be construction of farm storage facilities. 


Use of Farm Storage 


“We are not far away from the time when the farmer will 
harvest his crop and.not be dependent on railroad cars to haul 
his grain, but can put his crop away, utilizing farm storage at 
his place, and sell it whenever he wants to,” said Mr. Morris. 

Cross-examination by S. R. Brittingham, Jr., counsel for 
the Santa Fe and for other Class I railroads in the proceeding, 
brought from Mr. Morris statements to the effect that construc- 
tion of facilities for unloading grain from trucks at the elevators 
was not brought on by any rail rate increase; that if it was 
profitable for the elevators to put in such facilities a 25 per cent 
increase in rates would “enhance the loss to the railroads,” and 
that farmers were learning some “new tricks in the trade” that 
it would be better for them not to know, as far as the railroads 
were concerned. Mr. Brittingham’s questions went to the point 
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that grain traffic at these elevators would go to the trucks, re- 
gardless of the rail rate level. 

Commissioner Splawn remarked that railroad counsel and 
witness agreed that “as far as the-incidence of the freight rates 
is concerned, it’s the producer or farmer who pays the freight.” 

Frank W. Higginbotham, of Amarillo, traffic manager of the 
Producers Grain Corporation, appearing also for the Amarillo 
Grain Exchange, said he concurred with Mr. Morris as to the 
method of making grain rates in Texas and expressed agree- 
ment, also, with the view that a 25 per cent boost in grain rates 
would divert traffic to the trucks. Asked by Commissioner 
Splawn which would be better for the business of the witness— 
more box cars for the railroads or investment of money for 
storage on the farms or for more elevators, Mr. Higginbotham 
said that “some of both” would be required. Building of farm 
storage, the witness added, was a step in the right direction to 
take the peak off the load on the railroads in the harvest season. 
Mr. Higginbotham said his association did not want an increase 
that would widen their “‘unfavorable relationship” to farmers 
in the midwest who had lower rates. He did not think southwest 
grain rates should be increased until those of W. T. L. territory 
had been raised to the southwest territory level. 


Cotton Rate History 


John H. Todd, in charge of the Washington, D. C., office of 
the Dallas law firm of Callaway & Reed, placed in evidence a 
statement and exhibits that, he said, gave a history of cotton 
rates in the southwest and contained no conclusions. Referring 
to’an exhibit that he described as a recapitulation of the per- 
centage relationships of the present and proposed carload rates 
on uncompressed cotton to Gulf ports and southeastern desti- 
nations to the rates prescribed by the Commission in No. 17000, 
part 3, as maximum lawful rates on compressed cotton in any- 
quantity lots, he said: 

“It will be noted that, except for origins relatively near the 
ports in Mississippi, Louisiana and Texas, the present carload 
rates to the Gulf ports on uncompressed cotton in carloads al- 
ready carry a higher percentage relationship to the net docket 
No. 17000-part 3 rates than do the carload rates on uncom- 
pressed cotton to southeastern destinations. It should partic- 
ularly be noted that the application of the increases proposed 
herein (namely, 25 per cent subject to a maximum of 10 cents 
per 100 pounds) would very greatly increase this disparity in 
relationship to the maximum lawful rates prescribed in Docket 
17000, part 3.” 


Appearances 


Appearances entered at the Houston hearing were as 
follows: 


H. EMERSON KORJER, Deputy Attorney General of Nebraska, 
State House, Lincoln, Nebr., appearing for Nebraska State Railway 
Commission. 

E. H. THORNTON, 2304 Avenue B, Galveston, Texas, appearing for 
Galveston Wharves, Galveston Chamber of Commerce. 

C. R. McNAMEE and A.:'J. SCRIVNER, Austin, Tex., appearing for 
Railroad Commission of Texas. 

C. J. SHAFER, Kansas City, Mo., appearing for Sheffield Steel Corp. 

FRED T. EARWOOD, Sonora, Texas, appearing for Texas Sheep 
and Goat Raisers Association. 

BRYAN HUNT, Sonora, Texas, appearing for Texas Sheep and Goat 
Raisers Association. 

CEKAS, A. STEWART, 218 Livestock Exchange Bldg., Ft. Worth, 
Texas, appearing for Texas and Southwestern Cattle Raisers Association, 
Inc., Texas Sheep and Goat Raisers Association, Inc., Livestock Traffic 
Association. 

HENRY BEE, 1108 Burk Burnett Bldg., Ft. Worth, Texas. 

L. O. RITCHIE, Law Department, A.A.R., Transportation Bldg., 
Washington, D. C. 

HARRY C. KING, Room 2100, Capitol Bldg., Lincoln, Nebr., Ne- 
braska State Railway Commission, Lincoln, Nebr. 

T. M. BIEDEMAN, 1317 Arcade Bldg., St. Lopis, Mo., appearing 
for steel companies shown in F. F. Fowler’s verified statment submitted 
at Buffalo hearing. 

ED. P. BYARS and F. O. HOIT, 115 E. 9th St., Fort Worth, Texas, 
appearing for Fort Worth Grain & Cotton Exchange, Fort Worth Freight 
Bureau, Fort Worth Chamber of Commerce, West Texas Chamber of 
Commerce, Freight Rate Equality Federation. 

JOHN T. MAGINNIS, 16th Floor Esperson Bldg., Houston, Texas, 
appearing for Southern Pacific Company and Texas and New Orleans 
Railroad Company. ' 

JAMES D. SMULLEN, Assistant Attorney General, Austin, Texas, 
appearing for the State of Texas. 

H. B. CUMMINS, 227 Cotton Exchange Bldg., Houston, Texas, 
appearing for Houston Port and Traffic Bureau. 

L. M. SHEPARDSON, 316 Ouachita National Bank Bldg., Monroe, 
La., appearing for Department of Highways, State of Louisiana, Monroe 
Traffic Bureau, Monroe-West Monroe Chamber of Commerce, Texas 
Traffic Bureau. 

S. R. BRITTINGHAM, JR., 80 E. Jackson Blvd., Chicago, Ill., ap- 
pearing for Atchison, Topeka & Santa Fe System and other Class I 
railroads, 

I. G. BENTLEY, Chamber of Commerce, Oklahoma City, Okla. 

PAUL T. JACKSON, Tradesmen’s Bank Bldg., Oklahoma City, Okla‘ 
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T. A. SMITH, Abbeville, La., appearing for Louisiana State 
Milling Company, Inc., and Arkansas State Rice Milling Cp Rice 
Carlisle, Ark. Mpany, 

P. D. BARZIZA, P. O. Box 1891, Houston, Texas, a 
Peden Iron & Steel Company and Texas Wholesale Ha 
‘ciation. 

FRANK CROSS, Oklahoma City, Okla., Box 991, appearing for Gey 
eral Mills, Inc. 

FRANK W. HIGGINBOTHAM, P. O. Box 111, Amarillo, 7 
appearing for Amarillo Grain Exchange and Producers Grain Co 
tion. pore. 

FRED L. WALLACE, 800 Fort Worth Club, Fort Worth, Texas 
appearing for Burlington Lines in Texas. 

JOHN H. TODD, 1037 Woodward Bldg., Washington, D. ¢,, appear 
ing for Southwestern Compress and Warehouse Association. t 

A. L, REED, 1030 Mercantile Bank Bldg., Dallas, Texas, appearin 
for Southwestern Compress and Warehouse Association, Dallas Cotto 
Shippers Association and Dallas Cotton Exchange, Fort Worth Sand % 
Gravel Company, Fort Worth, Texas; Potts-Moore Gravel] Company 
Waco, Texas; Texas Construction Material Company, Tamborello 4 
Thorstenburg, Horton & Horton, Parker Bros., Clifford Hill g Co 
Southwestern Construction Co. of Dallas, Southwestern Motor Freigh 
Bureau, Dallas, Texas. ? 

LOUIS A. SCHWARTZ, 611 Graver St., New Orleans, La., appearing 
for New Orleans Traffic and Transportation Bureau. . 

E. EIKEL, New Braunsfel, Texas, appearing for Sertex Materials Cy 

M. P. HAMPY, Dallas, Texas, appearing for Dallas Cotton Exchange 
and Dallas Cotton Shippers Association. 

G. B. ROSS and BALLINGER MILLS, JR., 801 Union Station, Gg. 
veston, Texas, appearing forG.C. &S. F., A. T. &S. F., P & sp. 
and carriers generally. 

CECIL P. NEWSOM, P. O. Box 1687, Fort Worth, Texas, appearing 
for Tex-O-Kan Flour Mills Co. 

HARRY E. NORTH, P. O. Box 392, El Paso, Texas, appearing {or 
Southwestern Portland Cement Co. 

J. C. MURRAY, 231 Louisiana St., Little Rock, Ark., appearing fo 
Arkansas Public Service Commission and Little Rock Chamber of Com. 
merce. 

C. B. BEE, State Capitol, Oklahoma City, 
Corporation Commission, State of Oklahoma. 

HEWETT BIOETT, 547 W. Jackson Blvd., Chicago, IIl., appearing 
for C. B. & Q. R. R. Co. 

JAMES G. BLAIN, 1553 Railway Exchange Bldg., St. Louis, Mo, 
appearing for Missouri-Kansas-Texas R. R. Co., and all Class I railroads 

P. W. SCHUMACHER, Box 2412, Houston, Texas, appearing for 
Houston Oil Company of Texas and Houston Pipe Line Co. and Houston 
Natural Gas Co. 

WILLIS R. DEINES, Harlingen, Texas, appearing for Texas Citrys 
& Vegetable Growers & Shippers. 

J. A. SCARBOROUGH, P. O. Box 2966, Bethlehem Steel Co., Hou. 
ton, Texas. 

E. E. DULLAHAN, BOX 2371, Houston, Texas, appearing for Hous 
Chamber of Commerce. 

NEAL E. WILLIAMS, ist Ave. and 5th St., Fargo, N. D., appearing 
Nels Johnson, Attorney General, States of North Dakota, et al. 
J. A. LOVELL, Livestock Exchange Bldg., Fort Worth, Texas, 
appearing for Fort Worth Livestock Handling Company. 

‘F. R. HORTON, 1618 Republic Bank Bldg., Dallas, Texas, appearing 
for Trinity Portland Cement Company. 

JOHN J. BONEBRAKE, New England Bldg., Topeka, Kan., appear- 
ing for Kansas Corporation Commission. 

R. V. DOVER, 813 Gibbs Bldg., San Antonio, Texas, appearing for 
San Antonio Freight Bureau. 

E. R. TANNER, 310-12 San Francisco St., El Paso, Texas, appearing 
for El Paso Freight Bureau. 

V. ALEXANDER, 403 Cotton Exchange Bldg., 
appearing for Memphis Cctton Exchange, 
Compress & Warehouse Association. 

C. A. MITCHELL, 90 S. Second St., Memphis, Tenn., appearing for 
Memphis Freight Bureau. 

SAM GOODSTEIN, 1101 Commerce St., Dallas, Tex., appearing for 
Dallas Chamber of Commerce. 

L. O. LANGLEY, 900 Jackson St., Dallas, Texas, appearing for 
Higginbotham Bailey Co. 

F. C. HITLYER, 227 W. Forsyth St., Jacksonville, Fla., appearing 
for Manufacturers of Building Materials in the Southwest, Western and 
other territories. 

R. G. HYETT, P. O. Box 1289, Houston, Texas, appearing for Ems¢ 
Derrick & Equipment Co., of Houston, Texas. 

WALTER D. MATSON, Office of the Solicitor, U. S. Department of 
Agriculture, Washington, D. C., appearing for Secretary of Agriculture. 

W. J. SCHILL, 402 Union Station, Houston, Texas, appearing for 
Missouri Pacific Lines. 

G. A. RYSER, Texas & Pacific Ry., Dallas, Texas, appearing for 
Texas & Pacific Railway. 

FRANK A. LEFFINGWELL, Dallas, Texas, appearing for Dallas 
interests. 


Ppearing fo, 
rdware Asso. 


Okla., appearing for 


ton 


for 


Memphis, Tenn., 
Mississippi Valley Cotton 


FRISCO INDUSTRIAL DEVELOPMENT RISES 


With the location of 36 new industries, representing # 
investment of $2,254,800, industrial development in the territory 
served the St. Louis-San Francisco Railway showed an <s 
creased tempo during July, J. R. Coulter, chief traffic officer, 
announced. Mr. Coulter said this represents an investment a 
proximately eleven times greater than the locations pl 
same month last year, and brings the total for 1946, for 
new industries, to $4,666,525. 
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Postponement Asked of Final 
qearings in Ex Parte 148-162 


National Industrial Traffic League and others plead for 
nement of September 4 final hearing in Wash- 
ington, and September 17 date for beginning of 


arguments 


The National Industrial Traffic League, through its execu- 
tive committee, its special committee on Ex Parte 148-162 pro- 
wedings and its attorney, John S. Burchmore, has filed with 
the Commission a petition asking for postponement of the date 
for the final hearing in those proceedings, set for September 4 
at Washington, and of the arguments, set to begin Septem- 
ier 17 before the Commission. ee odes 

It says the manner in which the Commission is conducting 

case amounts to “a summary procedure and quite too-speedy 
progress toward final submission.” For these reasons, it says: 


The National Industrial Traffic League respectfully urges (a) that 
ave be granted and opportunity afforded all parties to file briefs of 
conventional character which will adequately present the arguments 
of the various interested parties on the main issues and on numerous 
matters and questions of difficult character which have arisen in this 
proceeding ; (b) that thereafter oral argument may be had before the 
entire Commission, after such briefs have been filed and exchanged; 
and (c) that the date of September 4 for final rebuttal hearing comes 
« soon after the conclusion of the regional hearings, particularly 
those which began the 12th of August at Salt Lake City and Houston 
(gg well as the assignments at Buffalo and Atlanta August 5 and 8), 
with the delays in obtaining transcripts and learning who took part in 
such hearings and what was testified, that it will be practically im- 
possible for various parties to weigh and decide the need for rebuttal 
in protection of their interests, to determine what rebuttal evidence 
aan be given and to prepare the same by September 4, so that the 
Commission should consider postponing such final rebuttal hearing. 


The league’s motion says that members of Division 2 of the 
Commission have “‘given far more than their utmost duty to 
the cause of Summary hearing and speedy final determination 
of this case” and that it was “to the credit of all parties that 
everyone participating has cooperated to the utmost so that 
there has been no lost time, no false motion, no delays, and in the 
shortest possible time and on a most condensed record the 
Commission is concluding the formal hearing of what may well 
be the greatest rate case in history!” 

Continuing, it says: 


Note the calendar: Original petition filed April 15; Interim decision 
June 20, or about 60 days after docketing of the petition. Further hear- 
ings at Chicago began July 22, affording about the minimum notice and 
very slight opportunity for careful preparation of evidence and concluded 
in less than two weeks on August 1. So-called regional hearings August 
), 8, 12 and 12, at Buffalo, Atlanta, Houston and Salt Lake City, the 
four individual commissioners dividing the assignments, with examiner 
assistants. 

It is a crack-the-whip procedure carried to extremes, but with 
highest motives when rebuttal hearing is set for September 4 and oral 
argument for September 9. Particularly so, if (as mentioned below) 
the carriers at the rebuttal hearing offer new proof of further needs. 

Assuming that this schedule is maintained, the result will be a 
great burden of responsibility on the Commission, an unnecessarily 
heavy burden without all of the aid which the Commission is entitled 
0 have and which the parties stand eager to offer. 

Assuming that this procedure is adhered to, the oral arguments 
opening September 9 will naturally and inevitably be of hurried, abbre- 
viated or condensed character, unsatisfactory to counsel and probably 
fot of very much enlightenment to the Commission. It would be 
ingenuous to pretend that with little opportunity to study the record 
and prepare a good condensed argument counsel either can help the 
Commission or protect the individual client in the few minutes which 
will be allotted each participant under the limitation of total time which 
the Commission can assign for the entire arguments, also in considera- 
lion of the endurance of the Commissioners in the way of listening to 
day-after-day remarks! 

The announced procedure contemplates the filing of memorandum 
briefs, apparently either in lieu of oral argument or in extension thereof, 
4 distinguished from the conventional briefs for adequate presentation 
of the interest, the contentions and the prayers of the various parties. 


The League, the document says, did not join in earlier 
motions of the state commissions and the Southern Traffic 
€ on the point of postponement because it “recognized 
exceeding gravity of the issues” and the “extraordinary 
desirability of utmost promptness in the hearing and final de- 
sion.” Nevertheless, it adds, “it is a mistake when there is 
0 much hurry and the very least the Commission can do in 
leognition of the underlying grounds urged in the aforesaid 
tiotions is to conduct an orderly procedure which neither fore- 
“ses the reasonable opportunity of parties to safeguard their 
ests, voice their. objections, offer evidence on every issue 
enjoy a full hearing... .” 
e league’s motion concludes: 
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It is common report that the applicant railroads contemplate offering 
at the final rebuttal hearing set to begin September 4 in Washington, 
further evidence going to their claims of additional revenue needs as 
the result of the amendment to the Railroad Retirement Act in the 
recently enacted Crosser Bill. The burden of further increased oper- 
ating expenses it is rumored will run into hundreds of millions of 
dollars annually. 

If there is to be such evidence, if the monthly returns of carrier 
traffic and revenues (which the Commission is to consider in evidence 
by virtue of stipulation of all parties to that effect) develop different 
results or trends, show better or worse earnings than have been pre- 
dicted nationally or in any region, such showings and such possibilities 
are suggestive of further reasons for the receipt of briefs not. earlier 
than October 1, and appropriate oral argument thereafter. 

Before authorization and direction by the League committee and 
officers for the filing of this motion, counsel for the League canvassed 
by letter principal counsel on the shippers’ side, including certain rep- 
resentatives of state commissions, public authorities and other national 
organizations. There is practical unanimity of response favoring the 
general suggestion herein made. 

Wherefore, The National Industrial Traffic League respectfully 
moves the entire Commission (or Division 2) to defer the date of the 
rebuttal hearing now set for September 4, to September 17 or for such 
period as may be deemed reasonable; further, to fix a date not earlier 
than October 1, 1946, and not less than two weeks after the close of 
the rebuttal hearing for the filing of briefs; and to postpone the oral 
argument now assigned for September 9 to a convenient date after 
that fixed for briefs, and of course not earlier than October 1, 1946. 


Other Petitions 


The Public Service Commission of North Dakota and the 
Southern Traffic League have filed petitions with the Commis- 
sion in Ex Parte 162-148, adopting the petition of the National 
Association of Railroad and Utilities Commissioners asking that 
the hearing now assigned in those proceedings for September 4 
at Washington be postponed at least until December 15 and to 
enlarge its scope to include evidence of the result of the interim 
increase (see Traffic World, Aug. 10, p. 399.) 

The petitioners also joined the association in asking that 
the Commission require railroads to forecast net income for 
1946 and 1947 and estimate carry-back for those years. 


Express Rate Increase Hearings 
at Atlanta and Salt Lake City 


Non-performance of pick-up and delivery despite tariff 
provisions alleged. Objections to shipper expense in 
making waybills. Slow service criticized. Denver re- 
tailer “not adverse to some increase. Mail order, citrus, 
sugar and baby chick industries enter testimony 


Four witnesses from Florida and one from Detroit, Mich., 
assailed the proposal of the Railway Express Agency, Inc., to 
increase its rates and charges on express shipments, as a 
means of offsetting higher operating costs, when the agency’s 
petition for such increases in Ex Parte No. 163, Increased Ex- 
press Rates and Charges, 1946, became the subject matter of, 
a regional hearing at Atlanta, Ga., August 10. 

The express agency itself offered no evidence and there 
was no testimony in support of the petition from any other 
source, 


Opened immediately after conclusion of the Atlanta re- 
gional hearing in Ex Parte 148-162, the hearing was concluded 
within an hour and twenty minutes after it had begun. Com- 
missioner Alldredge presided, and seated with him at the table 
on the dais were Examiner Witters, of the Commission; J. C. 
Darby, member of the South Carolina commission, and Leon 
Jourolmon, member of the Tennessee Commission. 


Reports on Florida Survey 


Albert A. Voges, of Orlando, Fla., representing the Florida 
Express Fruit Shippers’ Association, under direct examination 


‘by M. W. Wells, of Orlando, testified that he had made a sur- 


vey of express shipments by citrus fruit shippers in 47 Florida 
communities, and said this survey covered 20 to 25 per cent of 
the total shipments of citrus fruit by express from Florida. He 
had found, he said, that with respect to a total of 97 shippers, 
the express company picked up shipments at 37 establishments 
but not at the other 56 establishments. In volume, about half 
of the total of shipments were delivered to the agency by the 
shippers themselves, he said. As to the packages not picked 
up, he continued, most were “volume” shipments, aggregating 
in some cases as much as two or three truckloads at one time. 

He averred that, probably because of a lack of manpower, 
the express agency was unable to prepare the waybills, with 
the result that the shippers had to prepare their own waypbills 
and spend “money they should not be spending.” No recogni- 
tion of that practice had been accepted by the agency, in the 
form of a rate reduction or allowance, he declared. He pre- 
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sented figures showing the number of express shipments han- 
dled in Florida by the express agency. 

An increased charge of 30 cents a package, he said, would 
mean, on the basis of 25 per cent representation of the whole 
state in the 47-town survey, additional revenue of $632,973 a 
season for the agency, and, on the basis of a 20 per cent rep- 
resentation, $791,215. 


“We are definitely opposed to the proposed method of in- 
crease,” said Mr. Voges. “Any increase granted should be on 
a hundredweight basis, not on a package basis. .. . As to sep- 
arating pick-up service from the general express charge, ship- 
pers should not be burdened with the pick-up tariff if the 
service is not rendered.” 


Effect on Mail Order Business 


J. S. Allen, of Umatilla, Fla., a citrus fruit grower and 
shipper, said that to growers who did a mail order business 
and sold at a “delivered” price, increases in express charges 
would mean a loss. Asked whether he knew of any plans for 
improvement of express service, he mentioned an express 
agency plan for routing of cars to citrus fruit shippers for car- 
load loading. He said he did not see why the express rates 
should be increased, when he was put to extra expense in de- 
livering shipments to the agency and in preparation of way- 
bills. He urged separation of pick-up and delivery service in 
the event the Commission found increased express charges 
warranted by higher costs. 


E. C. Wakefield, of Miami, Fla., engaged in shipment of 
citrus fruit gift packages by express, said that the handling of 
the billing by his own company, rather than by the express 
agency, cost him from $150 to $300 a week. 


Charges on Citrus Gift Boxes 


John A. O’Rourke, secretary-manager of the Growers and 
Shippers’ League of Florida, Orlando, placed in the hearing 
record a statement on behalf of the citrus gift box shippers of 
Florida, on instructions from the Florida Citrus Commission. 
He submitted several exhibits showing, among other things, the 
present express rates (not including the 10-cent emergency 
charge) on citrus fruit in gift box containers from Florida 
shipping points to various points in other states, and the per- 
centage increase to each destination under the rates proposed 
in Ex Parte 163. He estimated that an increase of 30 cents a 

ackage on citrus fruit gift boxes from Florida would produce, 
in the 1946-47 season, an increase in Railway Express Agency 
revenue of $1,096,120. 


In the course of questioning of one of the Florida witnesses, 
Blair Foster, of Atlanta, of counsel for the express agency, 
stated that the increase proposed would, in fact, be 20 cents 
over the present so-called emergency charge of 10 cents and 
would not be in addition to that Mr. Foster suggested that the 
preparation of waybills by the shippers was a matter that 
suited their own business, but the witness disagreed as to that, 
saying that he did so to save time and facilitate the movement 
of his product. 


Grant Arnold, manager of the transportation bureau of the 
Detroit Board of Commerce, said that that board was opposed 
to any increase in express rates “until express service, as de- 
fined by the Interstate Commerce Commission, is furnished 
shippers by the Railway Express Agency,” and that Detroit 
shippers felt it would be unjust to increase “existing premium 
rates” in view of “the present unsatisfactory service now being 
rendered by the express company.” 

Some Detroit shippers, he stated, had their own men work- 
ing on the express company docks in order to expedite express 
shipments; other Detroit shippers or their suppiiers had to 
deliver, or pick up, merchandise in order to hurry express ship- 
ments along, and some had to maxe their own forwarding ar- 
rangements on express shipments. 


“Sampling” of Detroit Firm 


Mr. Arnold offered an exhibit designated as a two-day 
record of a Detroit firm, representative of the effect the express 
agency proposal would have on small shipments. According to 
the exhibit, an 11-pound shipment from Detroit to Tonawanda, 
N. Y., on which the present charge, including 3 per cent trans- 
portation tax, was 60 cents, would require a charge of 82 cents 
under the agency’s proposal in Ex Parte 163; the charge on a 
33-pound shipment from Detroit to Waco, Tex., would increase 
from $2.15 to $2.59, and the charge on a 20-pound shipment 
destined for Tampa, Fla., would be raised from $1.37 to $1.76. 
For a total of 59 shipments of the Detroit company in question, 
according to the exhibit, the amount of increase proposed would 
aggregate, for the two-day period, $11.19. 

Mr. Arnold also referred to waybills to support a contention 
that express service was unduly slow, saying that in one in- 
stance, among several others, an express shipment sent from 


TRAFFIC worip 


Chicago July 25 had not been delivered to the consignee at De. 
troit until July 31. 

Appearances entered at the Atlanta hearing in 
163 were: Ex Part 


John A. O'Rourke, P. O. Box 3227, Orlando, Fla., for the 7 
Citrus Commission and Florida Express Fruit Shippers Association, 

Thomas E. Grady, P. O. Box 2468, Miami, Fla., for Greater Miami 
Traffic Association and Florida Rate Conference. 

Alvin A. Voges, 14 E. Church St., Orlando, for Florida Express 
Fruit Shippers Association. 

William Hart Sibley, 1220 C. & S. National Bank Bldg., At) 
for Railway Express Agency, Inc. 

L. O. Kimberly, Jr., 22 Mariette Bldg., Atlanta, Ga., 
Carolina Cotton Manufacturers Association and Cotton Ma; 
Association of South Carolina. 

E. L. Hart, 302 C. of C. Building, Atlanta, Ga., 
Bureau. 

Fred Pettijohn, Tallahassee, Fla., for Florida Railroad Commission 

Blair Foster,’ 1220 C. & S. Bank Bidg., Atlanta, Ga., for Rallway 
Express Agency, Inc. ’ 

M. W. Wells, 1007 Florida Bank Bldg. (P. O. Box 633), Orlaniy 
Fla., for Florida Citrus Commission, Growers and Shippers League of 
Florida, and Florida Express Fruit Shippers Association. 

Charles W. Strickland, Greensboro, N. C., for Cone Mills, 

Robert F. Park, 523 Dexter Ave., Montgomery, Ala., for Alabam 
Public Service Commission. 


Aitchison Presides at Salt Lake City 


Commissioner Aitchison, wtih J. W. Cornell, of the Public 
Utilities Commission of Idaho sitting in a cooperative capagity, 
presided at a further brief hearing in Ex Parte 163, the expres 
rate increase case, at the Hotel Utah, Salt Lake City, Utah, 
August 13. 

Harry S. Dickinson, appearing for the Denver Chamber of 
Commerce, Denver, Colo., said that the chamber’s shippers 
committee opposed the petition on grounds that the increag 
sought was too great, and did not distribute the increase equ- 
tably among shippers. “The Chamber of Commerce is not 
opposed to some fair increase, but the greater burden of the 
increase is placed on smaller shipments,” he said. 


Retail Stores 


F. R. Russell, of the Denver Dry Goods Co., also appearing 
for four other Denver retail stores, said the companies he rep- 
resented “are not adverse to some increase in express rates but 
they respectfully ask the Commission to limit such increase 
commensurate with the needs of the carrier and at the same 
time afford satisfactory service to the shipper.” 

The witness stated that the companies, being in the retail 
business, used railway express extensively, especially due to 
the shortage of merchandise which forced the companies to 
take delivery of “any and all quantities.” 

If the proposed increase was granted as requested, how- 
ever, Mr. Russell said, “due to the excessive amount of the in- 
crease on the smaller packages the ultimate result would be 
that almost all shippers would be diverting this size package 
to parcel post.” 


_His exhibit purported to show an analysis of the expres 
business of the Daniels & Fisher Stores Co., over a six-month 
period, indicating that 88.3 per cent of their shipments received 
weighed under 50 pounds, “and if the proposed increase i 
granted as requested, it would mean that of the total increase 
for the six-month period, 87.7 per cent would be borne by the 
shipments weighing under 50 pounds.” 

He continued: 


A much fairer basis of application would be a per cent of increase 
on all shipments moving rather than placing the burden of the large! 
per cent of increase on the smaller packages, which would leave us 
not knowing where we stand in transportation costs, since we have 
no control over the weight or size of the shipments our resources 
send to us. The ultimate result would be that due to necessity we 
would be required to find another mode of transportation for package 
from 1 to 40 or 50 pounds. We would not like to do this because of 
the dependability of express service in the past. 


anta, Ga, 


for North 
Nufacturers 


for Atlanta Freight 


He would prefer, he said, less of an increase on the smaller 
shipments and, if necessary, more of an increase on larger 
shipments. “We recommend that you do grant a raise in rales 
equally distributed from 1 to 100 pounds,” stated Mr. Russel 
in conclusion, “to realize such an increase in gross income 
your careful investigations determine to be fair to the express 
—* and necessary for their continued successful oper 
ion,” 

An exhibit presented by the witness indicated that al 
express shipments received by the Daniels & Fisher Stores Co. 
from January 1, 1946, to June 30, 1946, totaled 7,210, on which 
the total express charges were $16,449.32. The number of é 
ments under 50 pounds totaled 6,367, or 88.3 per cent of al 
shipments. The amount of proposed increase on these 6, 
shipments totaled $2,091.08, indicating an increase of 87.7 per 
cent, he stated, “plainly indicating that the burden of the pre 
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sed increase would be placed directly on the smaller ship- 
ments. 


Sugar 


Monroe P. Hester, appearing for the Great Western Sugar 
Denver, presented an exhibit indicating that the per cent 
Om sense on first class shipments under 100 pounds received 
the company factories for the period February 15 to 28, 
“6 averaged 24.54, whereas the increase on first class pack- 
‘over 100 pounds was only 5.04 per cent, and the increase 
second class shipments, 15.2 per cent. The increase on com- 
nodity shipments averaged 20.2 per cent, the total average 
peing 15.7 per cent. “The express company needs a 
te increase, but it should be spread more evenly over the 
entire operations,” he said. 
Baby Chicks 


The next witness was Don M. Turnbull, of Kansas City, 
Mo., executive secretary of the International Baby Chick Asso- 
ciation, presented by John E. Park. 

The nation’s hatchery industry in 1945 produced 1,620,000,- 
00 baby chicks, of which 40 per cent were transported by the 
Railway Express Agency, the witness said, the average ship- 
ment weighing approximately 25 pounds. ; 

Referring to his exhibit, he said that the proposed increase 
struck hardest at those shipments typically used by the industry. 
yr, Turnbull stated that the express agency proposed to charge 
4 . rtation rate ranging from .5 per cent to 30 per cent 
of the value of the commodity shipped, and that the industry 
was inno position to absorb such an increase. In summary, he 
gid that the association felt that the industry “by a com- 
modity classification of one and one-half times first class rate 
was already paying more than a reasonable charge by any 
standard of comparison and that any increase in express rates 
and charges over those established at the present time, was 
wholly out of the question. Furthermore, it is our belief that 
the Railway Express Agency would not obtain the additional 
revenue it seeks through this increase, because it has not 

tely taken into consideration the loss of revenue which 
will result from diversion of traffic to other transportation 
° ts,” 
a7 H. Warner hatchery man, of Salt Lake City, testified 
that he would have to find other means of transportation if the 
express rate increase were granted. _ ; 

The last two witnesses were briefly cross-examined by 
Edward Stern, of San Francisco, of the Railway Express 
Agency. The hearing was suspended, there being no further 
witnesses. 


RECORDING OF FREIGHT BILLS 


The Commission has refused to suspend three Agent Jones 
tariffs and two B. & O. tariffs, effective August 15, carrying 
rules substantially similar providing that freight bills be re- 
corded within 15 days after shipments have been unloaded into 
transit house. Suspension was requested by the Merchants’ 
Exchange of St. Louis, Mo. (see Traffic World, Aug. 10, p. 390). 


— » 
N.0. BUREAU ASKS SWITCHING INCREASE SUSPENSION 


Expressing fear that export traffic would be diverted to 
ports, and industries encouraged to locate at other ports, 
by reason of increased switching rates proposed by the New 
Orleans Public Belt Railroad, the.New Orleans Traffic and 
rtation Bureau has asked the Commission to suspend 
that road’s tariff I. C. C. No. 39, effective August 18. | 
The bureau also asked the Commission to enter into an 
investigation of line-haul rail tariffs limiting to $7.35 ($6.93, 
to the increase of July 7) absorption of the Belt’s switch- 
es. 
It said the proposed increase on traffic moving in line-haul 
from or to interchanges with road haul carriers was 
ftom $7.35 to $9.25 a car, or 25.85 per cent. For intermediate 
switching services, the bureau said, the Belt proposed to in- 
(ease its current rate of $2.36 to $8.90 a car, or 238.4 per cent. 
The bureau said that, in Ex Parte 162, the Commission had 
to permit the railroads to increase their rates 25 per 
tent. It said the Belt’s financial position was the same as that 
of line-haul carriers, and that it was proposing increases 
seater than the interim increases granted by the Commission 
in Ex Parte 162. 
The protestant said it knew of a number of instances where 
ons had been given to forwarding agents to divert 
from New Orleans by booking through other ports. 


OIL TRANSIT AT OMAHA 
__A request was filed with the Western Trunk Line Com- 
mittee August 14 by transportation and refining interests at 
Omaha, Neb., to provide refining in transit privileges at Omaha 
® crude oil shipped from Arkansas, Kansas, Louisiana, Mis- 
Souri, Nebraska, Oklahoma, Texas, and Wyoming. Refineries in 
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Omaha and other Nebraska points say they are finding it diffi- 
cult to compete with refineries which receive their crude oil by 
pipe line. In support of the request, it was pointed out by the 
transportation department of the Omaha Chamber of Commerce 
that similar transit privileges have been granted on many other 
commodities. 

Although the establishment of transit privileges on crude 
oil for refining would be a departure from existing practices, 
refining interest claim that it would be a partial solution, at 
least, of competitive difficulties confronting Omaha refineries 
and the railroads. 

The rail carriers have made various reductions in the rates 
on crude oil but these reductions have been inadequate to re- 
tain the traffic or enable local refineries to meet competition, 
says the chamber. If the transit privileges are granted, it adds, 
crude oil will be refined at Omaha and moved to destinations 
beyond. Through rates will apply on the refined product from 
point of origin of the crude oil to destination of the refined prod- 
uct with an additional charge for the transit privilege, it says. 
In Omaha, Searle Petroleum Company would be the main re- 
finery affected by the transit privileges. 


B. & O. SALE OF ALTON STOCKS 


The Baltimore & Ohio Railroad Co. has petitioned the 
Commission to modify its order of March 16, 1932, in Finance 
No. 7585, Baltimore & Ohio Railroad Co. Stock, and Finance 
No. 8064, Baltimore & Ohio Railroad Co. Securities, by which 
it was authorized to acquire stocks of three rail subsidiaries of 
the Alton Railroad, but on condition that those stocks might 
not be sold without approval of the Commission. 

The B. & O. asked authority to sell 7,413 shares of guar- 
anteed 7 per cent stock of the Joliet & Chicago; 3,617 shares 
of guaranteed 6 per cent preferred stock, and 23 shares of 
guaranteed 7 per cent common stock, of the Kansas City, St. 
Louis & Chicago; and 1,576 shares of guaranteed 7 per cent pre- 
ferred stock of the Louisiana & Missouri River. The B. & O. 
said it believed it could effect an advantageous sale of the stocks. 

It said it had originally acquired the stocks for “strategic as 
well as for investment reasons,” but that they now had value 
to it solely as investments. It observed that, in connection with 
the reorganization of the Alton, the Commission had found the 
a O. holdings of 250,000 shares of Alton stock to be without 
value. 


Chicago to Omaha Motor Rate 
Proposals Protested 


The Middlewest Motor Freight Bureau has asked the Com- 
mission to suspend certain items in supplement 36 to A. R. 
Fowler’s MF-I. C. C. B-5, published to become effective on 
August 22. The bureau particularly objected to a proposal in 
the schedules to establish a rate on “Freight All Kinds” from 
Chicago to Omaha of 91 cents, minimum 10,000 pounds, or 57 
cents, 20,000 pounds. 

The bureau said its carriers had eliminated practically all 
“Freight All Kinds” rates in this territory adding that “this has 
the approval of the Commission and different decisions of the 
Commission are to the effect that ‘Freight All Kinds’ rates are 
discriminatory and preferential in that they are published for 
the benefit of mail order houses and forwarding companies. The 
average shipper is unable to avail himself of these rates to any 
advantage.” 

The bureau furnished an analysis of the motor classification 
setting out the percentages of items according to the different 
classes as follows: 


Fifth class—32 per cent; class 45—12 per cent; class 55—30 per cent; 

class 70—18 per cent; class 85, 5 per cent; class 100—3 per cent. 
This respondent proposes a rate which is 3 cents less than the 5th 
class rate and proposes to offer this rate in truckload lots for the haul- 
- ing of practically all of the articles in the classification as rated above. 
There is less than 32 per cent of the articles in the classification taking 
Sth class rating and 68 per cent taking higher than 5th class and up to 
ist class rating in volume lots. Investigation of ‘‘All Freight Rates”’ 
and their practical application has shown they are used quite exten- 


sively in the hauling of light and bulky articles and tend to defeat the 
classification. 


The bureau also objected to proposals of rates lower than 
those of its member carriers in bakery goods, confectionery, 
alcoholic liquors and radio receiving sets, from Chicago to 
Omaha. As to radio receiving sets, the bureau said Agent 
Fowler proposed for his carriers rates that were identical with 
his proposal for “Freight All Kinds.” This proposal, the bureau 
said, appeared to confirm its argument about those rates, adding 
that “it is the purpose of these carriers to handle light and 
bulky articles of higher sale value on an extremely low basis 
of rates.” 
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W. S. A.-M. C. Petition Opposed by 
Railroads and D. of A. 


Transcontinental and Pacific Coast railroads say 
amended petition of W. S. A. and M. C. asking in- 
vestigation of water-competitive rail rates still not 
specific enough. Department of Agriculture says 
water lines had benefit of increases in war period 
and, with the railroads, says no data of experience 
of water lines with increased rates are before the 
Commission 


Transcontinental and Pacific Coast railroads have raised 
objections to any investigation of their rates in Ex Parte 164, 
Petition of the United States Maritime Commission and the 
War Shipping Administration, involving a request of those 
agencies for an investigation of all water-competitive rail rates. 
The proceeding has been assigned for oral argument September 
30 to obtain views of all interested parties (see Traffic World, 
August 3, p. 325). 


The Department of Agriculture has also taken the stand 
that the M. C. and W. S. A. petition, as amended, in which 
those agencies specified the rates of which they complained, is 
still ‘too all-inclusive and cumbersome to be procedurally sus- 
ceptible of the type of handling which the underlying circum- 
stances seem to deserve.” The department suggested that, as 
an alternative to the denial of request of the M. C. and W. S. A. 
for the investigation, the Commission require the filing of ‘‘in- 
dividually specific formal complaints covering the matters set 
forth” in the four appendices of rates complained of furnished 
by the W. S. A. and the M. C. as an amendment to its original 
petition (see Traffic World, July 6, p. 25). 


Request Not Specific Enough 


The transcontinental and Pacific coast railroads said the 
petition, as amended, did not specify with the necessary par- 
ticularities, the numerous items in transcontinental or Pacific 
coast tariffs referred to, to enable the railroads or shippers to 
know what the petitioners had in mind. They continued: 


The petitioners have not specified the points from and to which 
the alleged depressed rates are subnormal. The items contained in 
transcontinental tariffs, as mentioned in petitioners’ letter, name rates 
from transcontinental groups A to N, inclusive, such rates from the 
various groups being different. Reasonable inference from the peti- 
tioners’ letter is that they consider the present applicable rates from 
group J (Denver and Colorado common points) to the Pacific coast 
a deterrent to the intercoastal lines in meeting competition or in- 
creasing their rates. No argument is necessary to convince any one 
how preposterous is such a contention for certainly such rates, re- 
gardless of their measure, can have no effect whatsoever on the 
intercoastal rates from the Atlantic to the Pacific. It is in such in- 
stances as those that the petitioners should be required to be more 
specific, for without more particularities it is impossible for the rail 
carriers, as well as interested shippers, to know what rates they will 
be called upon to defend. 


The railroads said that, with regard to each item, the two 
agencies should advise all interested parties to the extent of 
increase needed to permit water carriers to handle the traffic 
properly. The two agencies should be required to point out 
origins and destinations of the traffic on which all-rail rates and 
practices were alleged to preclude the intercoastal lines from 
increasing their rates to a remunerative basis, said the railroads. 
Further, they said, the M. C. and the W. S. A. should be re- 
quired to advise whether the intercoastal rates on a particular 
commodity involved north or south Atlantic or Gulf ports, and 
also whether the destinations were in California, Oregon, Wash- 
ington or were interior west coast points. 

After referring to the increases sought by the railroads 
in Ex Parte 162, involving a request for a 25 per cent increase 
generally, the railroads observed that as to those items listed 
by the W. S. A. and M. C., the railroads were seeking increases 
in cents per one hundred pounds. If granted, they continued, 
_ the increases would permit an increase in all-water rates in 


— amounts ranging from 35 to 65 per cent. They 
added: 


In seeking increases in such rates rail carriers have assumed, 
based on representations heretofore made by the United States Mari- 
time Commission and the War Shipping Administration, as well as by 
representatives of the intercoastal lines, that intercoastal rates must 
be substantially increased if successful intercoastal operation may be 
resumed through the Panama Canal. With respect to the great bulk 
of the normal intercoastal traffic the all-rail rates are not now effec- 
tively competitive with the intercoastal routes where intercoastal 
service has been established, the all-rail .rates being substantially 
higher than the all-water rates, giving the petitioners a substantial 







margin so that they may increase such intercoastal rates 


w 
change in the existing transcontinental or Pacific coast a ithout 


ll-rajj Ta 


& 


Coastwise Water Rates 


The railroads said the coastwise water lines had noti 
the railroads they were filing increases in their port-tewt 
rates effective September 1. In turn, the railroads said ne 
sponsive to fourth section orders, they would file tarigf z 
creasing the rail rates to reflect not less than the mj nel 
differentials required by the Commission. Such tariffs 
railroads continued, contained material increases and the, - 
pressed the belief that the differentials being observed in thes, 
revised publications were no lower than necessary “to be in 
competitive rate situation, particularly in the face of advanced 
schedules and new type steamships available.” 

The railroads said, in view of those proposed increases 
reasonable time should be allowed to observe their operation 
before burdening the Commission, the carriers or the shippj 
public with extensive investigation that could hardly be 0 
clusive in the absence of experience under the incre . 


as 
Their position, said the railroads, was that an investi i 
of their rate structure in relation to the water rates wag yp, jp sad certal 
necessary and would be a waste of time. Under no circym, jp tion of Am 
stances should the Commission institute an investigation ing jg tempt to 
the matters in the amended petition, the railroads said, by jp thete,¥4S 
that if the Commission did consider any investigation, the Mc jm 5% ‘Te8' 
and the W. S. A. be required to set forth in detail the rate, j 26 
complained of, the specific origins and destinations, and what The 1 
rates must be established for application by all-water routes (§ applicant 
to permit continuance of water service. continue 
D. of A. Position ~ a 
The Department of Agriculture said it understood that As tc 
the water carriers to whom the increases proposed woul ™ “ilroads 
accrue had benefited by a 25 per cent increase jin the wa Southern 
period, and that some of them published an additional 25 specific ¢ 
cent increase effective June 20. Also, it said, it understood the traffic of 
Ex Parte 148 increases had been adopted by the water car. @ below 
riers, adding that all such increases “must have given them It said 
substantial relief during their interim operations.” wee mi ¢ 
The allegation as to transcontinental rates in the amended § ” divert 
petition was no less general than in the original petition, the terest. 
department said, and entitled them to no more consideration, 
It said any adjustment that might arise out of this case should A gt 
not be grafted permanently on the rate structure, that “the BB to the D 
water carriers should be notified that the forces of competition argumen 
will sooner or later have to be allowed free inter-play, and & the recor 
that the expeditious reformation of their operations with at- The 
tendant economy and costs is to be expected.” of the e' 
ee erred in 
“ : the resu 
Authority Proposed for American = 
. . e 
Liberty Steamship Opposed shippers 
* In the past coastwise operators had provided vessel facili- — 
ties in excess of freight offerings, said Newtex Steamship Cor & jy 4 ne 
poration, among other things, in exceptions to the proposed jected ¢ 
report of Examiner M. J. Walsh in W-933, American Liberty & pateq ; 
Steamship Corporation, Common Carrier Application. accepte 
The examiner, observing that Galveston and Houston, Tex, & fective” 
and Baltimore, Md., and N. Y., would suffer in the absence of needs, 
the service proposed by American, recommended that it bk It 
authorized to operate as a common carrier by self-propelled § apply t 
vessels in the transportation of commodities generally, and of & vacyun 
passengers, between New York and Galveston and Houston, and & sented, 
between Baltimore and the two Texas ports (see Traffic World, & raj jj 
June 22, p. 1857). Admini 
As to the testimony of shippers and their organizations, § further 
and port interests, supporting the application, Newtex said that J those g 
“the mental fixation of industry generally, because of wartime Jo 
transportation difficulties, coupled with and enhanced by the Ine: J 
complete cessation of coastwise transportation directly tion: § 
wholly precipitated by. World War II, created an unparalleled ay 
pent-up demand for the resumption of steamship service. 
In the midst of these critical conditions, said Newtex, it was 
easy to visualize the reaction of the shipping public to a request Sou 
to support a newly organized steamship company promising Incr 
prompt restoration of coastwise service. A footnote to a pala 
graph dealing with the anxiety of the shipping public said: 1. 
Since the hearing herein a drastic change has occurred in the coast- asked 
wise picture. The War Shipping Administration has allocated vessels equip 
to certificated coastwise operators. Newtex Steamship Corporation has Used, 
resumed operations pursuant to its present certificate. It sailed from sheat! 
Brownsville, Tex., on July 3 with 630 tons of cargo; from Houston, Tex., locorr 
July 13, with 130 tons; from Brownsville, Tex., on July 17 with 1 motiy 
tons. Its southbound sailing from New York on July 10 carried 68 tom 
and its sailing on July 17 reflected the haulage of 80 tons. A weekly 1 
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sine has been inaugurated in each direction. The relatively insignifi- 

ount of tonnage actually offered and carried by the Newtex 

at p Corporation is direct corroboration of the -prognostications 

py the protestant in this proceeding. The resumption of coast- 

service by other protestant lines has been affected with comparable 

e carryings. The resumption of service, as aforesaid, will directly 

and materially alter the force and effect of the commercial testi- 
pony adduced in this proceeding. ... 


In other exceptions, Newtex said present steamship oper- 
were sorely in need of additional freight; that the pro- 
nosed rted failed properly to construe data relative to 
jicants estimated cost of operation. It said, also, that 
WF nical’ estimate of 650,000 tons a year was based on the 
assumption that it would succeed to the traffic formerly carried 
by the Morgan Line which was owned by the Southern Pacific 
jroad, and that this assumption was not necessarily accurate. 
Newtex also objected to estimates as to revenue and cost of 


, 


operation as cited in the report. 
Rails File Exceptions 


Rail carriers, except the C. & O., in Trunk Line Territory, 
gid certain shipper evidence offered in support of the applica- 
tion of American Liberty Steamship in W-933 was based on an 
attempt to obtain rate reductions. They said it should be found 

was no need for more service adding that the Commis- 
son, “regulating rates, should not create rate wars by author- 
iging unneeded service to reduce reasonable rates,” 

The railroads said the ships proposed to be used by the 
applicant were too large for the service, and that, in order to 
continue the operation, the applicant would seek a_ subsidy 
fom the railroads in addition to taking needed traffic from 


As to the cost evidence introduced by the applicant, the 
railroads said No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. 
Southern Railway Co. et al., 255 I. C. C. 5, showed “in a 
specific case the revenue which would be received from the 
traffic of the Tex-O-Kan Mills.” That revenue, they said, was 
far below American’s ‘‘most optimistic” estimate of its costs. 
It said the Commission should find that the anticipated costs 
were in error and that the “traffic held out is merely an offer 
to divert traffic through rate-cutting contrary to public in- 
terest.” 

Coastwise Carriers 


A group of coastwise water carriers have filed exceptions 
to the proposed report in W-933, including a request for oral 
argument, and a petition for further hearing in order to bring 
the record up to date. 

The carriers said the examiner had erred in his evaluation 
of the evidence, giving undue weight to shipper testimony; had 
erred in omitting to consider pertinent evidence and to “spread 
the result of such consideration in his proposed report for the 
benefit of the Commission.” 


_ Their arguments as to the weight to be given support by 
shippers or port organizations to proposals for a new service 
was along much the same lines as other protestants, adding that 
it Was especially rare to find a shipper or a port in opposition 
‘0 4 new service when there was no service at all. They ob- 
rected also to the applicant’s estimate of tonnage and antici- 
pated revenue and said that, even if these estimates were 
accepted as substantially correct, the record was “fatally de- 
om i in the matter of proof as to operating costs and capital 


It was impossible, they said, for the Commission properly to 
apply the tests of public convenience and necessity “in a total 
vacuum of operations” existing when the evidence was pre- 
sented. That vacuum no longer existed, they said, because sev- 
eral lines had resumed operations under the War Shipping 
Administration. Their petition to reopen the proceeding for 

t hearing was to bring the record to date in reflecting 
operations, the carriers said. 

Joined in the exceptions and the motion were: Agwilines, 
ine; Bull Steamship Line; Pan-Atlantic Steamship Corpora- 
lon; Seatrain Lines, Inc.; and Southern Steamship Co. 


Southern Railway Prepares for 
leteased Automobile Traffic 


The Southern Railway Co., in Finance No. 15434, has 

*d the Commission to authorize issuance of $7,880,000 of 

“uipment trust certificates. It said the proceeds would be 

shea together with other funds, for the purchase of 1,000 steel- 

thed automobile box cars; 6 diesel-electric road freight 

Somat ves of 6,000 h.p., and 14 diesel-electric switching loco- 
&s of 1,000 h.p., to cost about $9,860,000. 

€ certificates are to be paid in 10 annual installments, 
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beginning with September 15, 1947, and will be offered at com- 
petitive bidding. 

Southern said General Motors Corporation now had under 
construction at Doraville, Ga., a large Buick-Oldsmobile-Pontiac 
plant, scheduled to go into production next January 1. The 
plant, said Southern, would require 75 cars a day on a five-day 
week basis, or a total of 1,600 and more cars a month. On the 
basis of a 10-day turnaround, it continued, this would require 
a total of 600 cars a month. This production, together with 
that of General Motors Chevrolet plant at Roseland, Ga., at 
which production was expected to be increased 50 per cent 
over the pre-war average, would probably utilize fully the 
1,000 cars to be ordered, Southern said. 

Southern said the need for diesel switching locomotives 
was greater now than during the war because the preponder- 
ance of traffic in the war period was overhead, while at present 
the bulk of the traffic originated and terminated on its own 
lines, requiring much more switching in terminals than the war 
traffic. The additional diesel-electric power would reduce the 
handling of fuel coal and thus make more coal cars available 
for commercial] use, relieving the current shortage, said South- 
ern, while, it said, there was a surplus of tank cars that could 
be used for handling diesel fuel oil. 


A. T. A. Files Exceptions to Rules 
Proposed for Property Brokers 


The American Trucking Associations, in exceptions filed to 
the proposed report of Examiner James J. Williams in Ex Parte 
MC-39, Practices of Property Brokers, has set forth the follow- 
ing objections to the rules proposed’ by the examiner for the 
regulation of such brokers (see Traffic World, June 29, p. 1947): 


1. The examiner erred by failing to define ‘‘broker’’ or ‘‘brokerage 
service’ so as clearly to exclude exchange of loads, bona fide agency 
and comparable arrangements between household goods carriers, with 
or without compensation. 

2. The examiner erred in failing to reeommend that brokers should 
be forbidden to charge motor carriers fees for services performed 
principally for the benefit of shippers. 

3. The examiner erred in failing to find that five per cent of the 
transportation charge is a reasonable maximum for brokerage service. 

4. The examiner also erred in finding that: 

(a) The proposed rules are intended to apply only to licensed 
brokers. 


(b) The definition of ‘‘non-brokerage service’’ requires amendment. 
(c) Proposed rule 7 as presently drawn will fulfill its purpose. 


“American Trucking Associations, Inc., is a party to this 
proceeding because of the serious importance of property broker 
practices to the welfare of the motor carrier industry as a 
whole,” the association said. “The record shows present and 
potential malpractices and abuses by brokers of all types which 
must be prevented and outlawed if the purposes of the national 
transportation policy are to be accomplished. The broker prob- 
lem is a practical problem and is not wholly reflected in the 
present record because of the influence of wartime conditions. 
The Commission’s and the parties’ primary interest in these 
proceedings must be to make impossible recurrence of abuses 
under any circumstances at any future time.” 


Frisco Fights Limitations on 
Motor Rights to Serve Airport 


_Frisco Transportation Co., filing exceptions to recommen- 
dations of joint board No. 179 in MC 89913, Sub. 39, Frisco 
Transportation Co. Extension—Springfield Airport, has asked 
the Commission to grant it a certificate for motor-carrier trans- 
portation of general commodities and for authority to serve 
the Springfield-Green County Airport, Mo., as an off-route 
point in connection with its otherwise authorized regular-route 
‘operations, but without conditions proposed by the joint board 
which it specifies as follows: 


1. The motor-carrier service performed by applicant shall be 
limited to that which is auxiliary to or supplemental of rail service. 

2. All shipments transported by applicant shall receive, in addition 
to the movement by truck, an immediately prior or immediately sub- 
sequent movement by rail. 

3. All contractual arrangements between applicant and any rail- 
road or railway express carrier to whose services its service is auxiliary 
or supplementary shall be reported to the Interstate Commerce Com- 
mission and shall be subject to revision if and as the Commission may 
find it necessary in order that such arrangements shall be fair and 
equitable to the parties. 

4. Such further conditions as the Commission, in the future, may 
find it necessary to impose in order to restrict applicant’s operation to 
service which is auxiliary to, or supplemental of, rail service. 


The proposed conditions, said Frisco, were “arbitrary, dis- 
















































TRAFFIC Woy Mt ssgust 


CHICAGO, BURLINGTON & QUINCY RAILROAD © COLORADO and SOUTHERN RAILWAY © FORT WORTH ond DENVER CITY R 
THE WICHITA VALLEY RAILWAY © BURLINGTON-ROCK ISLAND RAILROAD 





C WORLD I jogust 17, 1946 


SPORTATION-PZLUS! 


,..and here is an example: 


| e This story is about a corporation which was planning 
a new factory, located on the Burlington. Production experts and 
architects worked together to produce maximum efficiency within 

‘the plant. When the plans were complete, the company called 
in the Burlington. 

“‘Now,”’ they asked, “‘how should we place the factory on 
our land to get the best possible transportation service ?’’ 

After many conferences with the company’s traffic men and 
engineers, the Burlington made specific recommendations. Now 
the plant is in production. And the corporation says that the 
Burlington’s counsel (while the buildings were still in blueprint 
form) will save time and money for years to come. 

That’s just one example of what we mean when we say, 
‘Railroading is transportation—plus!’’ The Burlington’s success 
depends upon the success of those it serves. That’s why we per- 
form many unseen—and often unexpected—services. 
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criminatory, contrary to the evidence of record and applicable 
law,” and tended to make the authority granted “a mere nul- 
lity.” 

Its application was made under section 207 of the inter- 
state commerce act, said the Frisco, to serve the airport as an 
off-route point in connection with its present authorized regular 
routes, as the same operations were presently being conducted 
by it to the airport under temporary authority in MC 89913, 
Sub. 35, TA. It said there was no evidence of record that the 
authority it sought to serve the airport should be limited to 
that which was auxiliary to, or supplemental of, rail service, 
and that its present certificated regular routes serving Spring- 
field, Mo., were without the conditions sought to be imposed 
in the instant proceeding. It added: 


Applicant is presently authorized to transport a shipment from 
Memphis, Tenn., to Springfield, Mo., at motor-carrier rates and on 
motor-carrier billing. The joint board, by reason of its recommended 
conditions, states to the shipping public that they shall not deliver 
and applicant shall not transport a shipment from Memphis, Tenn., to 
the Springfield airport, located four miles northwest of Springfield, 
unless they first tender the shipment to some railroad that would haul 
same to Springfield by rail. This would deprive the shipping public 
of the all-out motor carrier transportation to this airport as is now 
enjoyed by the shipping public to Springfield, Mo. This would be a 
discrimination against the shippers and receivers of freight to and from 
the airport. 


Frisco averred there was no specific warrant in the dec- 
laration of policy or generally in the act under which the Com- 
mission functioned that justified or permitted a different treat- 
ment of railroad-affiliated motor carriers than motor carriers 
generally. 

Referring to the joint board’s recommendations, Frisco 
said that by restricting it to rail rates and rail billing, it was 
being ordered to act contrary to section 217 of the act, because 
it would have no rates of any kind or character of its own on 
file covering this operation. 

“The rates lawful as to other motor carriers become un- 
lawful as to applicant, merely because of its name and stock 
ownership,” said Frisco. 

It said the recommended conditions denied Frisco the right 
to enter into joint rates or interchange freight with other 
motor carriers or to have any motor carrier rates at all. 

The Spingfield airport, said Frisco, was not a station on 
the railroad nor was it within the switching or terminal areas 
of aa. and the railroad published no rates to that air- 

0 


“Just how any transportation agency could transport rail 
freight at rail rates on rail billing to any point not a station 
on a railroad is an enigmagy’ said Frisco. “A railroad cannot 
lawfully publish rates to points not stations on its rail line.” 

Citing Drayage & Unloading at Jefferson City, Mo., 206 
I. C. C. 436-441, Frisco added that if a railroad could not pub- 
lish rates it could not accept shipments for points not on its 
rail line. As a railroad, it said, it could only serve points that 
were stations on its line. 


Air Freight Delivery Line Seeks 
Regulation Under I. C. C. Act 


Air Freight Delivery Service, New York, operating a pick-up 
and delivery service of general commodities in small packages 
restricted to freight having prior or subsequent movement by 
aircraft, asserts that the operation is not exempt under the 
interstate commerce act and asks for operating authority in a 
brief filed with the Commission in MC 106730, Air Freight 
Delivery Service Contract Carrier Application. 

Air Freight said the exemption contained in section 203 (b) 
7a of the act, in favor of transportation incidental to trans- 
portation by aircraft should be read in the light of all the 
exemptions contained in the section. 


“The exemptions s@em generally directed toward specialized, 
premium, reciprocal, or casual operations, the carriage of closely 
restricted types and classes of property, and transportation by 
motor vehicle where such transportation is merely one step 
in the carrying on of some other and different main business,” 
said Air Freight. 

It said a decision on whether authority was necessary in the 
instant proceeding must turn on an interpretation of the word 
“incidental.” It added that the exemption in question was not 
added to the motor-carrier act until 1938, and that in view 
of the scope of the traffic at the time, such a movement might 
‘well have been considered an incident to the air movement if 
for no other reason than the volume of the shipments. 


“However,” continued Air Freight, “although the examiner 
in MC 106028, Skyfreight Delivery Service, Inc., Common Car- 
rier Application, felt impelled to rely, finally on a dictionary 
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definition of ‘incidental,’ there seems to be more substantia] 
authority for a different interpretation.” 

In the cited case, said Air Freight, it was held that “ing 
dental” meant “occurring in the course of, or Coming ag 4 
result or an adjunct, of something else,” and in the light of thi 
and other similar definitions, it said, the examiner decideg 
the applicant’s transportation of property by motor yer 
was an adjunct of the airline transportation by aircraft 
therefore, concluded it was exempt under section 203 (b) 7 

Air Freight referred to the examiner’s quotation in 
same report from Railway Express Agency, Determination of 
Status, 21 M. C. C. 161, in which it was held that the agency's 
motor operations, incidental to air transport, were not sybj 
to provisions of part II of the act dealing with certain Safet 
requirements. In that case, however, said Air Freight, it was 
found that at least 30 per cent of the air shipments moved 
partly by Railway Express service. The report was quoted as 
saying that where shipments moved partly by airplane and 
partly by railroad, they necessarily must be transferred fy. 
tween rail terminals and airports in connection with the through 
service rendered. 

“Obviously,” continued Air Freight, “the division’s finding 
that where two other major forms of transportation were 
involved, at least to the extent of 30 per cent of the air shi 
ments, the participation of a motor carrier in the movement 
could reasonably be considered incidental, and, therefore, gy. 
empt.” 

A Different Situation 


The pending application presented a different situation 
than that in the Railway Express case, said Air Freight, ob. 
serving that Air Freight delivered or picked up from the ship. 
per’s or consignee’s door; that no rail movement was involved; 
and that Air Freight served as an integral, yet wholly distinct, 
part of the transportation service rendered. It said no definition 
of “incidental” was to be found in the Railway Express case 
or in Port Columbus Cab Co. Contract Carrier Application, 24 
M. C. C. 237, in which, it said, division 5 held that express 
shipments between Columbus, O., and the municipal airport at 
Port Columbus, with the express originating at or destined to, 
points outside the state, and with the transportation between 
Port Columbus and such points mo¥ing by aircraft, were exempt 
under the section in question. 


Neither the Railway Express or the Port Columbus case 
could be considered either in point, or as announcing any fixed 
policy of holding air express movements of that type exempt, 
said Air Freight. It added that the weight of available authority 
and decisions pointed definitely to a contrary conclusion. 


Citing 31 M. C. C. 343, Railway Express Agency, Inc., Ex 
tension of Operations—Mt. Airy, and 31 M. C. C. 332, Same, 
Extension of Operations—West Warwick, R. I., Air Freight 
said these cases indicated that a consideration of what was in- 
volved in the motor-vehicle part of such a movement was 4 
better standard of interpretation of section 203 (b) 7a than 
arbitrary definitions of the word “incidental.” It said these 
and other cited cases were decided after the Railway Express 
21 M. C. C. 161 case and the Port Columbus Cab case, although 
those cases apparently contained no definition of the word 
“incidental” nor indicated any standard other than a bare 
statement of facts, by which the incidental nature of a par- 
ticular operation could be determined. Air Freight added: 


In 31 M. C. C. 653, Railway Express Agency, Inc., Extension of 
Operations—Sparrows Point, Md., the Warwick case was again referred 
to favorably, the division stating that for the reasons stated in the West 
Warwick case it was concluded that express shipments having a 
immediately prior or immediately subsequent movement by air, are not 
exempt under section 203 (b) 7a of the act. To the same effect, see 
31 M. C. C. 661, 700, and 683. 


Air Freight concluded that the weight of authority 4 
outlined indicated that in substantially similar operations, al- 
thority to conduct the operation was necessary and such move- 
ments were not exempt under section 203 (b) 7a of the act 


Operates Between N. Y. and Newark 


Air Freight said that testimony adduced before the ex 
aminer in the instant proceeding clearly demonstrated that it 
was able to render its service, that the operation was need 
for growing airline transport services, and that the service coul 
not be rendered as a specialized air-express service, on 
same basis, by others. 


Since June, 1945, it said, it had operated between poinis 
in the New York commercial zone and Newark Airport, N. 4» 
over irregular routes, the service being made available through- 
out a 24-hour day, on short notice. It said the service was 
intended to supply unscheduled airline flights with whatevel 
pick-up and delivery the airline required, and that the rapid 
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ing of drugs, perishables and baggage between the afore- 

tioned points, in small lots, was a specialty. 

Air Freight said it gave a truckman’s receipt on pick-ups, 

that the airline prepared the airway bill of lading which 
Freight returned to the shipper with a billing for delivery 
- When an unscheduled airline was the customer, it 


rig Freight signed the airway bill for it, and billed the 


airline for delivery charges. It said Air Freight did its own 
ing and unloading and that insurance was maintained on 

ioth vehicles and freight. : ; 
Members of the Air Freight Delivery Service partnership 

ge J, Carroll Sheridan, Abbott W. Salter, and Stephen B. 


vcEnaney. 


(oal Distribution Regulations 
Revised by S. F. A. 


Revising the program for the distribution of bituminous 
wal, Solid Fuels Administrator J. A. Krug has announced sev- 
eral changes and modifications in the agency’s regulation of 
jue 28 (S. F. A. Regulation No. 32). These had been made 
in conformity with S. F. A. W’s policy to adjust distribution 
controls as conditions in the coal supply situation change, said 
the S. F. A., adding: 


The revised regulation (No. 32) is designed to effect at least 
minmum shipments of coal to the Great Lakes area from eastern 
producing Districts Nos. 1, 2, 3, 4, and 6 before the close of the naviga- 
tion season. Coal cars now are in short supply and the situation is not 
likely to improve next winter. Accordingly, shippers of the coals men- 
timed are required to move to the lakes, before they freeze over, 
not less than 90 per cent of the total tonnage originally committed. 
Provision is also made to restrict further the stockpiling of the higher 
grade coals produced in these districts. 

The inadequate supply of high grade coals produced in District 
No, 7 (southern West Virginia and Virginia) makes it necessary to 
plae the same restrictions on their distribution as apply to those 
from adjoining District No. 8 (southern West Virginia, western Vir- 
gina, eastern Kentucky and northern Tennessee). Because of the 
uncertainty of the car situation an increase was provided for in the 
permitted number of days’ supply of Districts Nos. 7 and 8 coals. 
These now become 15 days’ supply for industrial consumers if tkeir 
cal moves all-rail and 25 days’ if by tidewater or river. 

Provision is also made for the distribution of any surpluses of 
the higher grade coals which may develop, on occasion, after all re- 
quired and permissible tonnages have been sold. 

In order to effect a more equitable distribution, coals produced in 
Districts Nos. 9, 10, 11, and 13 (in western Kentucky, Illinois, Indiana, 
and Alabama, respectively) are restricted as to both the maximum and 
the minimum amounts retail dealers are permitted to receive. Retail 
dealers who purchase their coal from wholesalers are assured an oppor- 
tunity of obtaining their permissible tonnages under the regulation. 
Several other changes are incorporated in the revised regulation. 


Administrator Krug at the same time called attention to 
the availability of considerable tonnages of strip mined and 
low grade deep mined coals, which he said should be purchased 
to the greatest extent possible at this time in order to avoid 
hardship later. These coals were being exported to Europe, 
aly after being first offered to purchasers in this country, 

e, 


0. P. A. RATES IN KENTUCKY 


Section 11 of O. P. A. supplementary regulation 14-H has 
been amended to read as follows: 


Sec, 11. Transportation Services Performed within the Common- 
wealth of Kentucky by Carriers other than Common Carriers. The 
maximum rates of carriers other than common carriers performing 
Wansportation services within the Commonwealth of Kentucky shall be 
tither (a) the rates and charges published in supplements to Kentucky 
Intrastate tariff No. 7, MF-DNT, Ky. No. 7, issued by the Central and 
Southern Motor Tariff Association, Inc., Agent, lawfully on file with 
the division of motor transportation of the Commonwealth of Kentucky 
and legally in effect, or (b) the maximum rates established by the 
seneral maximum price regulation or any supplementary regulation or 
ion issued by the Office of Price Administration, whichever rates are 

r, 


This amendment shall become effective as of June 10, 1946. 


Oo. P. A. STORAGE RATE FORMS 


Warehousemen storing general merchandise may obtain 
ms as samples for use in submitting to the Office of Price 
histration proposed increased prices for storage and 
handling of particular commodities if their present rates are 
Mthe “low end” classification, O. P. A. has announced, adding: 


The shortened procedure has applied since March 27, 1946, and has 
Used by hundreds of cold storage warehousemen, pool car dis- 

8, terminal operators and others to obtain higher prices for 
€ and handling of ‘‘low end’’ items. However, regular forms for 
applications were not previously provided and in many cases 
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sufficient information and data were not supplied on the initial appli- 
cation. This resulted in delays in making the new rates effective, which 
use of the forms now provided should eliminate. 

Hundreds of warehousemen are being mailed the sample forms. 
However, those who fail to receive them directly may get copies’ upon 
request from their O. P. A. district office. Forms will also be supplied 
O. P. A. regional offices and trade journals requesting them for dis- 
tribution to warehousemen. ; 


O. P. A. Lifts Control Over Liquids 


Charges for the transportation of liquid commodities, except 
milk, in tank trucks by contract motor carriers were suspended 
from price control August 13 by the Office of Price Adminis- 
tration. 

Liquid commodities covered by the action are primarily 
various petroleum products, such as gasoline and fuel oil. They 
also include alcohol, molasses, vinegar and other such products. 
O. P. A. made clear, however, that the transportation of milk 
remained under price control. 

Since the end of the war, O. P. A. said, very few applica- 
tions for adjustments in tank truck rates had been filed with 
the agency. Also, the use of railroad tank cars to ship these 
products was no longer restricted by the Office of Defense 
Transportation. O. P. A. believed that competition would hold 
rates charged by contract motor carriers for the transportation 
of a commodities at or near the levels which now exist, it 
said. : 

(Revocation of Maximum Price Regulation 566—Rates of 
Contract Carriers by Tank Trucks—and Amendment 93 to Re- 
vised Supplementary Regulation 11 to the General Maximum 
Price Regulation—Suspension of Control on Certain Services— 
both effective August 13, 1946.) 


MONONGAHELA CONNECTING RELINQUISHED 


The Office of Defense Transportation terminated possession 
and control of Monongahela Connecting Railroad Company, 
Pittsburgh, Pa., effective 4:00 p. m., August 12. 

The O. D. T. assumed control of the properties of the rail- 
road at the direction of President Truman on June 14, follow- 
ing a labor dispute between the company and employee mem- 
bers of the Brotherhood of Railway Trainmen. 

As a result of the signing of an agreement settling the 
differences between the company and the union, the O. D. T. 
said, it had terminated possession of the road. 

Homer C. King, O. D. T. deputy director, was federal man- 
ager of the railroad properties while the company was being 
operated by the government. The railroad performs switching 
services in the Pittsburgh steel and industrial district. 


PEDDLER AND PACKAGE CAR REPORTS 


By amendment 1 to general order O. D. T. 1, Revised, the 
Office of Defense Transportation has reinstated the require- 
ment that reports on peddler — package cars, required for 
every month, be made to the O. D. T. Such cars, among others, 
had been exempted previously from the reporting requirement. 


oO. D. T. PERSONNEL 


The Office of Defense Transportation has announced the 
appointment of John R. Mac Donald as information officer. 

Mr. Mac Donald previously served the O. D. T. in various 
information capacities between December, 1942, and December, 
1945. Prior to his present appointment he was employed on the 
information staff of the War Assets Administration. 

He has been employed in government information work for 
over six years and on newspaper reporting and other press 
assignments since 1925, including positions with the New York 
City News Association, Brooklyn Eagle, Newark Star Eagle and 


Bronx Home News. His home is in Tenafly, N. J. 


ONION AND SWEET POTATO 18A EXEMPTION 


Effective August 13, the Office of Defense Transportation 
has issued permits under general order O. D. T. 18A, Revised, 
exempting from its loading requirements certain shipments of 
onion sets and sweet potatoes. 

General permit O. D. T. 18A-Rev.—12 exempts onion sets 
from the provisions of the general order when the origin 
point of such freight is in Illinois, Indiana, Michigan, Minnesota, 
or Wisconsin, and when the quantity loaded in each car is not 
less than 24,000 pounds. The permit expires September 15. 

General permit O. D. T. 18A-Rev. —13 exempts shipments 
of sweet potatoes from the provisions of the order when the 
origin is in Maryland or Virginia and the destination is any 
point east of a line consisting of the eastern boundary of Minne- 
sota and the Mississippi River south to New Orleans, and when 
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the quantity loaded in each car is not less than 20,000 »ounds. 
The permit expires November 30. 


POTATO PRE-ICING CARS ‘IN WEST PROHIBITED 


Effective from August 12 to September 12, the Commission, 
division 3, by service order No. 575, Preicing Potatoes Prohib- 
ited in Certain Western States, has forbidden railroads to ice 
refrigerator cars to be loaded with potatoes in Idaho, Oregon, or 
Washington, prior to actual complete loading of the car. 

The division said such pre-icing was causing additional 
switching and diminishing the supply and control of refrigerator 
cars. 
The order, subject to special and general permits issued 
by the director of the Commission’s Bureau of Service, applies 
to intrastate and interstate traffic and carries the usual pro- 
visions for suspension of conflicting tariff rules and for an- 
nouncement of such suspension. 


CAR UNLOADING ORDERS 


The Commission, division 3, by service order No. 574, Coal 
at Holloway, O., on B. & O. R. R., Be Unloaded, has directed 
the Baltimore & Ohio to unload two cars containing coal on 
hand at the scales at Holloway, consigned to West Virginia Fuel 
and Iron Co. 

The Commission, division 3, by service order No. 576, has 
ordered the Fort Wayne Union Railway Co. to unload imme- 
diately 39 cars containing various commodities, on hand at Fort 
Wayne, Ind., consigned to Phelps Dodge Copper Products Cor- 
poration. The carrier is to notify the director of the Com- 
mission’s Bureau of Service when, where, and by whom the un- 
loading was performed, at which time the order will automati- 
cally expire. 


O. D. T. Director Asks Saturday 
Unloading of Coal Cars 


Mounting production, six-day work week for miners, 
needs of other commodities, coupled with five-day un- 
loading of coal creating serious car shortages. Short 
unloading week, O. D. T. head says, is resulting in 
curtailment of production in some coal fields 


Retail and wholesale coal dealers, coal trans-shippers, and 
utility, transportation and other industrial coal users have been 
urged by Director Johnson, of the Office of Defense Transpor- 
tation, to provide immediately for Saturday unloading of coal 
cars and to unload all coal cars within the allotted free time. 

As one factor requiring prompt handling of.coal cars, Direc- 
tor Johnson observed that the miners were working a six-day 
week, compared with a five-day unloading week, and that there 
were no means for storing coal between the time it was mined 
and shipped. ™ 

The O. D. T. statement follows: 


Coal production and weekly carloadings of coal are currently reach- 
ing record and near record totals. Coal cars must be unloaded and re- 
turned to the mines as speedily as possible to assure a maximum of 
production before winter weather slows down operations. 

As a result of the stoppage in mining activity for almost two months 
this spring, the railroads are being called upon to transport this year’s 
coal supply in a ten-month period. During the two months the mines 
were down, approximately half a million coal cars stood idle. Since 
bituminous production was resumed early in June, average weekly pro- 
duction has been running almost half a million tons over last year. 
Total production for the eight week period, June 1 to July 27, was 
3,500,000 tons over that for the same weeks of 1945. 

The resulting increase in coal car demand is coming at the same 
time as the steady increase in demand for other types of rail freight 
transportation, putting a greater load on motive power and other rail 
facilities. Coal cars, moreover, are in high demand to move heavy 


shipments of sand, gravel, stone and other building and road building 
materials. 


Five-day Unloading Causing Shortages 


Present traffic conditions and the five-day unloading of coal are not 
only creating serious car shortages, but the car shortages in turn are 
resulting in the curtailment of production in some coal fields. With the 
miners working a six day week the effect is inevitable. Cars must be 
returned to the mines because there are no means for storing coal 
between the time it is mined and shipped. Coal taken from the mine 
‘workings moves to the pit heads and from there to empty cars waiting 
to be loaded. 

To emphasize the significance of the coal car shortage, the 21,000 
coal car shortage reported for the week ended July 27 represents a 
potential production loss of about 1,150,000 tons of coal. 

In addition to the heavy demand for coal cars for industrial and 
other users, great numbers of coal cars are needed for combined rail 
and water coal movements. The Lake ports movement of coal is break- 
ing all records in order to reduce the present heavy deficit. The move- 
ment will continue for about the next four months because it is im- 
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perative to get as much coal as possible to the head of the 
water in order to cut down the long overland hauls needed to t by 
any deficit existing when the Lake season closes. Fansport 
The ocean export coal movement—over three times as heavy ag 

year—involves a number of long hauls and consequent increases in lst 
around time. Indiana and Illinois coal is being hauled to Gulf 
Utah coal shipped to Long Beach, Calif., and Portland, Ore., for trang, 
shipment calls for rail hauls of 1,000 to 1,200 miles. 


Bituminous Production at Record Levels 

O. D. T. records indicate that bituminous production for the wees 
ended July 13, 20 and 27 averaged 12,500,000 tons, a record Surp: 
only by the 13,000,000 ton average weekly production achieved | 
March, 1926. The three week total of 37,500,000 tons is almost 2,000 0 
tons higher than for the corresponding weeks of 1945 and 850,099 tons 
higher than in the same weeks of 1944, a year in which total annual 
production of 620,000,000 tons of bituminous coal topped al] Previoys 
records. 

Anthracite production, only slightly affected by a short work 
page early in June, is running at high levels. Cumulative Production ty 
July 27 amounted to over 34,000,000 tons. The total is 2,688,000 tons 
over the 1945 production to the same date, Total loadings for the three 
weeks ended July 13, 20 and 27 were 377,000 tons and 282,000 tons 
higher than for the same weeks of 1945 and 1944. 

Weekly revenue carloadings of all coal during July were at poy 
record figures. Loadings for the week ended July 20 topped 190,000, tie 
highest loading since February, 1936. Average carloadings for the weeks 
ended July 13, 20 and 27 were 17,000 and 12,000 carloads higher thay 
for the comparable weeks of 1945 and 1944. 

Lake Loadings Show Deficit 

Total tonnage moved the Lake ports to June 1 was only aboy 
one-third of that moved in previous years. Loadings amounted ty 
4,440,000 tons or about 7,500,000 and 10,000,000 tons under the respeetiye 
totals for 1945 and 1944. Loadings for the eight week period June 3 tp 
July 29 cut the deficit by 986,000 tons as compared with tonnage handled 
in the same period in 1945. Tonnage dumped at the Lake ports for the 
week ended July 29, amounting to 2,010,500 tons, represented an ali 
time high. 

Ocean export coal loadings to August 1 amounted to 10,323,000 tons 
compared with 3,005,000 tons for the same period of 1945. July ship 
ments alone amounting to 2,396,000 tons exceeded the total shipped dur 
ing the entire pre-war year of 1941 by 123,000 tons. 


Commission Service Agents 
to Cooperate with O. D. T. 


Through arrangements made between the Office of Defense 
Transportation and the Commission, service agents of the Com- 
mission’s Bureau of Service will undertake the work of isolating 
and reporting non-compliance with O. D. T. orders and regula- 
tions affecting railroad transportation, the O. D. T. announces. 

The work performed for the O. D. T. by the service agents 
will be in addition to the agents’ present duties which require 
them to observe, report and make corrective recommendations 
on railroad and industrial practices which result in delays to 
railroad equipment, says the O. D. T. The agents will continue 
to work under the direction of V. C. Clinger, director of the 
Commission’s Bureau of Service and will provide both agencies 
with assistance in obtaining efficient and maximum utilization 
of railroad facilities, it adds, continuing: 


To provide the needed field assistance for O. D. T., the Bureau of 
Service recently increased its field force from 50 to 71 and opened 
12 new offices bringing the total number of offices to 49. The offices 
are located in 17 districts distributed geographically according to rail 


traffic density. The work performed for O. D. T. will be paid for o 
a reimbursable basis. 


The O. D. T. recently revised and reissued its heavy loading rall- 
road freight orders applying to less than carload and carload freight. 
The orders became effective August 10. All of the O. D. T. field offices 
were closed in the past year with the exception of one field offic 
located in Chicago, Ill. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 3,1% 
freight cars, and a daily average shortage of 23,741 freight 
cars, for the week ended August 3, according to the car servite 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 107; auto 
box, 416; flat, 269; gondola, 45; hopper, 104; and miscellaneous 
2,185. 

The shortage was made up as follows: Plain box, 1434; 
auto box, 426; flat, 165; gondola, 2,605; hopper, 5,429; and ms 
cellaneous, 768. 


OTT MOVES TO AID CAR SHORTAGE 
In a bulletin to officers and traffic department personne 
of the Kraft Foods Co., Chicago, W. H. Ott, Jr., general trafic 
manager, stated that while Kraft is only one of thousands ? 
industries, “we want to do our part in making the car supp 
stretch just as far as it will go.”’ Receiving or unloading 
at production plants and sales branches should immediately 
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a six day a week basis where cars are available to 
he. Adding that this should be done despite the 
expense which will be involved; Mr. Ott stated “it 
question of matching demurrage dollars against un- 
‘ng costs, but of doing what we can to see that cars are 
moving and available when and where they are needed.” 
- nasized that Saturday unloading should be put in effect 
Be ediatelY with respect to box and coal cars and should be 
to refrigerator cars not later than the first Saturday 


in September. 


0, D. T. Carloading Order 


Effective August 15, the Office of Defense Transportation 

issued Amendment No. 1 to its General Order O. D, T. 18A 

iding that the provisions of Section 500.72 and special di- 
rections issued pursuant thereto with respect to carloading 

yirements shall not apply to: 

“(—) (1) Carload freight consisting of any commodity or 
commodities which have been allocated or limited by a regu- 
lation of an agency of the United States in such quantity as to 
reclude individual shipments of an amount sufficient to meet 
the loading requirements of this order or of any special direction 
sued thereunder, or (2) To carload freight consisting of any 
commodity or commodities not so allocated or limited when 
jaded in the same car with a carload shipment of an allocated 
or limited commodity or commodities; provided, however, that 
the consignor has first attempted in good faith to avail himself 
of the provisions of Sections 500.77 and 500.78 of this order: 
and provided further, that nonbulk carload freight consisting 
of sugar shall be subject to the following requirements: 


(I) If the marked capacity of the car in which such sugar is 
jaded is 100,000 pounds or more the quantity loaded in such car 
shall be not less than 100,000 pounds; 

(II) If the marked capacity of the car in which sugar is loaded 
is less than 100,000 pounds, the quantity loaded in such car shall be 
not less than the marked capacity of such car; 

(III) No special permit shall be issued by the Office of Defense 
Transportation, or by any rail carrier, for the loading and forwarding 
of such sugar in any quantity less than that specified in this order 
unless the application for such special permit contains a certificate 
by the shipper or consignor concerned that he does not have in his 
possession evidence of a sugar ration sufficient to permit the loading 
of such sugar in compliance with the loading requirements of this 
order, and that such shipper or consignor is unable to avail himself 
of the provisions of Sections 500.77 and 500.78 of this order with 
respect to such freight. 


Use Water Lines Instead of Buying 
Freight Cars, Say Shipowners 


_ The National Federation of American Shipping, represent- 
ing % per cent of all American shipowners, has urged estab- 
lishment of compensatory freight rates for intercoastal and 
coastwise shipping” so that hundreds of merchant ships can be 
utilized to relieve a national transportation shortage, instead of 
taking action on an Office of Defense Transportation plan to 
build 50,000 freight cars.” 


The request of the federation was made by Almon E. Roth, 
president, in a letter addressed to John R. Steelman, director, 
of War Mobilization and Reconversion. The letter follows: 


According to a release issued by O. D. T. under date of July 30, 
146, it appears that the government is considering a plant for the con- 
struction of 50,000 additional freight cars, at a reported cost of $200,- 
0,00. Construction of these additional freight cars is being urged on 
the ground that our domestic transportation facilities are inadequate 
‘0 meet the reconversion program and that a serious shortage of such 
faellities is indicated during the peak load of the fall season. 

In this connection, we direct your attention to the fact that Amer- 
kan ships are being tied up daily for lack of cargoes and that more 

1,500 vessels already have been laid up. 

Before the war more than 450 American ships were engaged in 
coastwise and intercoastal trade. At the present time a maximum of 

y % ships are being operated in these services. The principal reason 
for this situation is found in the fact that present coastwise and inter- 
coastal rates are non-compensatory. We suggest that it does not make 
00d sense for this government to spend money for freight cars to take 
tare of peak loads of traffic when much of such traffic could be handled 
ttadily by available ships, provided that water-borne rates were ad- 

to a compensatory basis. 

The utilization of existing shipping facilities in coastwise and inter- 
‘oastal trades would have the following advantages: ; 

l. Such use would afford employment for seamen and American 





2. It would keep the American merchant marine, which is such a 

arm of our national defense, in actual operation and reduce the 
tumber of ship tie-ups. 

3. It would further the present government stabilization policy of 
‘urlaliment of public expenditures. 
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4. In the long run, it will be more economical to utilize excess 
ships at compensatory rates than to have the government provide new 
freight cars to handle peak loads of traffic. 

We respectfully suggest that before any government action is taken 
on the O. D. T. plan for the expenditure of $200,000,000 for new freight 
cars, careful consideration be given to the desirability of making pos-— 
sible the employment of existing shipping facilities through the estab- 
lishment of compensatory freight rates. We are confident that a thor- 
ough study of this matter will reveal that a very substantial, proportion 
of the traffic which would be serviced by additional freight cars could 
be handled by existing shipping facilities. ’ 


A. C. |. REPORTS JULY FREIGHT CAR DELIVERIES 


Increased deliveries of railway freight cars and larger 
orders during the month of July were noted in a report issued 
August 12 by the American Railway Car Institute. 

Orders for domestic freight cars more than tripled the 
previous month, totaling 11,086 as compared to 3,064 placed 
with car builders in the month of June. Increase in deliveries 
reflected the resumption of operations at plants which had 
suffered shutdowns because of a lack of materials. Deliveries 
in July totaled 2,570, which was considerably below the capa- 
city of the industry, but represented an increase over the 2,094 
cars delivered in June. 

The report showed that freight car orders placed with car 
builders in the first seven months of 1946 totaled 26,248, while 
deliveries for that period amounted to 16,852. Total domestic 
freight cars on order with car builders and undelivered as of 
August 1 were 41,666. 

Included in the report were figures for company shops 
which revealed new orders of 4,150 freight cars and deliveries 
of 863 during July. 


Mid-West Advisory Board Acts 
on Car Supply Situation 


A letter and questionnaire urging members of the Mid- 
West Shippers Advisory Board to bring about a more efficient 
use of carrier equipment and requesting information with re- 
spect to the loading and unloading practices of industries over 
the week-end have been sent all members of the board by W. 
H. Ott, Jr., general traffic manager, Kraft Cheese Co., Chicago. 
Mr. Ott is general chairman of the board’s central vigilance 
committee. 

“No current information is available as to the extent of 
Saturday and Sunday operations generally,” wrote Mr. Ott, 
in soliciting answers to his questionnaire. 

A. H. Schwietert, traffic director, Chicago Association of 
Commerce, and general chairman of the advisory board, stated 
that “there are instances where the failure of industries to 
receive freight on Saturday results in congestion at freight 
houses of the carriers and the backup of hundreds of cars of 
merchandise for Monday unloading. In some instances it re- 
quires three or four days of operation by the carrier before 
the congestion is eliminated and then it starts all over again.” 

Mr. Schwietert said that merchandise cars are now taking 
more than one-third of the entire box car supply. “Whatever 
can be done to eliminate delays to merchandise traffic will 
help substantially in relieving the box car shortage,” he added. 
“We desire to continue to deal with matters of this kind on a 
voluntary basis, but to do so we must be able to show results.” 

He urged board members to return promptly to Chairman 
Ott the answers to the questions set forth, which will give the 
board current information on the extent of Saturday and 
Sunday operations generally. 


Printed Inserts Available 


Mr. Ott announced that the board now has available num- 
bers of printed inserts calling attention to the critical car supply 
situation. The inserts are for use by carload shippers as an 

_ attachment to bills of lading or invoices sent out to consignees, 
and may be obtained from the board or from Mr. Ott. 





RALL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,348,918 at the middle of July, 
1946, a decrease of 7.05 per cent under July of last year, and 
an increase of 1.44 per cent over June, 1946, according to a rail 
employment compilation based on preliminary reports, prepared 
by the Commission’s Bureau of Transport Economics and Sta- 
tistics. The July, 1946, employment was reported as follows: 

Executives, officials, and staff assistants, 15,011; profes- 
sional, clerical, and general, 224,962; maintenance of way and 
structures, 269 ,641; maintenance of equipment and stores, 361,- 
558; transportation (other than train, engine, and yard), 175,048; 
transportation (yardmasters, switchtenders, and hostlers), 16,- 
967; and transportation (train and engine service), 285,731. 
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I. C. C. Statistical Bureau Revises 
Railway Revenue Estimates 


Supplementing 1944 estimates, the Commission's Bu- 
reau of Transport Economics and Statistics calculates 
national income and railway revenues and expenses 
on three levels of employment and two levels of 
prices, for 1946, 1947, and 1948. Bureau also furnishes 
quarterly distribution of rail revenues and expenses for 
20-year period to show percentage relation of quarterly 
figures to annual totals for those years 


The Bureau of Transport Economics and Statistics of the 
Commission, in its monthly comment on transportation statistics, 
published as information but not considered or adopted by the 
Commission, has revised its estimates national income and of 
railway revenues and expenses. In December, 1944, the bureau 
issued a study, “Post-War Traffic Leveis,” containing such esti- 
mates for 1947, 1948, 1949. The brief study in the monthly 
comment furnishes estimates for 1946, 1947, and 1948. 


Using three estimated possible levels of national income, 
designated as estimates A, B, and C, as in the prior study, the 
bureau said estimate A assumed maximum employment, esti- 
mate B a “conservative possibility” with unemployment assumed 
to be about 3,000,000, and estimate C, representing ‘‘a more 
pessimistic view’ with unemployment about 5,000,000. The bu- 
reau also made the estimates in 1935-39 prices, and in prices 
estimated to be current. The table of estimates of national 
income follows: 


(In billions of dollars—rounded) 
Actual National Income 








— --Estimated Nat’l Income— 

1939 1940 1941 1942 1943 1944 1945 Estimate 1946 1947 1948 

In 1935-39 prices: 

71 77 92 105 119 128 122 A 116 129 137 
B 331 121 131 
c 104 112 118 

In current prices or prices estimated to be current: 

71 78 97 122 147 161 161 A 160 178 189 
B 150 166 176 
Cc 139 150 154 


The bureau then set forth a table of actual earnings of 
Class I line-haul railroads for 1939-1945 and the estimated levels 
of earnings related to the estimated levels of national income 
for 1946, 1947, and 1948. It said the operating revenue estimates 
did not include the recent freight rate increases, but that those 
for operating expenses allowed for “both recent wage increases.” 
The table follows: 


(In millions of dollars) 


Total Total Net Revenues’ Net Ry. 
Operating Operating from Railway Operating 

Year Revenues Expenses Operation Income 
aks cc ti.b.« bon. baleiparows 3,995 2,918 1,077 589 
adc Sieat $6 RSs omiielviored 4,297 3,089 1,208 682 
nein eae ere ee eer 5,347 3,664 1,683 998 
LAS tick. 5:0 ia Kckitones ap awe 7,466 4,601 2,865 1,485 
Raa ois edn is 0 ais aisaiace 9,055 5,657 3,398 1,360 
5 6s ghd) le Sama: bbs ice 9,437 6,282 3,155 1,106 
Soa bi vikaiiaiareun aie 8,902 b7,052 b1,850 b850 
Estimated 
IY ck Died aca vis oa dol 8,276 7,037 1,239 639 

__ PROS Ponca 7,656 6,513 1,143 562 

| UR Se Lae ei ae 7,024 5,946 1,078 508 
ae rene ee 9,053 7,788 1,265 648 

Dae ae aye eh otaaeeie 8,320 7,172 1,148 555 

 Saaribiis a amass 7,310 6,344 966 401 
EP ar ere ae ee 9,471 8,201 1,270 640 

Dia isesiiied eiiivawaracas 8,639 7,520 1,119 519 

NP Rie Sirgsas te tacavzare aebtabi 7,315 6,383 932 359 


Debt Reduction 


Compared with December 31, 1944, the bureau said sum- 
maries of balance sheets of all Class I line-haul steam railways 
for December 31, 1945, indicated a decline of $494,577,000, or 
6.24 per cent, in the amount of unmatured funded debt out- 
standing at the two dates. Such debt at the close of 1945 had 
dropped $949,453,000, or 11.33 per cent, below that of Decem- 
ber 31, 1943, the bureau continued, adding that total long-term 
debt on December 31, 1945, was 5.54 per cent less than in 
1944 and 11.25 per cent under that of 1943. It said that, pri- 
marily as the result of reorganizations completed in 1944 and 
1945, debt in default at the close of 1945 was 20.19 per cent 
less than on December 31, 1943. The bureau said the amount 


of capital stock outstanding had increased 1.14 per cent in 1945 
over 1943. 


Quarterly Distribution of Revenues and Expenses 


Observing that in forecasting railway revenues and ex- 
penses the method of raising quarterly figures or combinations 
¢ 


TRAFFIC wor 


of them to an annual basis was frequently used, the , 
cluded in the comment a table showing the percent 


age ; 
of 3, 6, and 9 months’ figures for operating revenues ang Ober 


ating expenses to the annual totals for five-year Periods f 

1926 to 1945, inclusive, and similar percentages for cone 

20-year period. " 
Commenting on this table, the bureau said: 


In the case of total operating revenues the figures for t 
months of the year are less than half of annual totals in each of 
five-year periods, 1926-1945. The percentages ranged from 4630 
1936-1940 to 49.19 for 1931-1935. For the 20-year period the Dereentan 
was 48.10. 4 

Based on these 5-year averages, a similar situation holds for 
passenger and other revenues separately. In the first half of t 
the revenues from each were generally less than one-half of the ann! 
totals but the percentages vary somewhat by periods. The low Doin: 
in freight revenue was 46.64 per cent for the first half of the fiye years 
1936-1940, in passenger revenue 45.92 for 1941-1945, and in other revenye 
47.46 for 1936-1940. In the 1931-1935 period, however, other revenue was 
slightly more than 50 per cent of the annual total in the first six months 
Based on the 20-year period 1926-1945 freight revenue in the first hai 
of the years averaged 48.16 per cent of the annual totals. For Passenge; 
and for other revenues the percentages were 47.70 and 48,23, resper. 
tively. 

Operating expenses in the first half of the years 1931-1935 averaged 
51.41 per cent of the annual totals, while in the other 5-year periods the 
percentages were as follows: 1926-1930—49.82; 1936-1940—48.78 ang jp 
1941-1945, primarily because of extraordinary charges to operating g¢. 
penses for amortization of defense projects in the latter months of i9g, 
the percentage dropped to 46.74. For the 20-year period the percentage 
of operating expenses in the first half of the year was 48.63 as compared 
with the similar percentage of 48.10 in the case of total revenues. 

Because of unusual conditions existing in the first half of the yea 
1946 it seems not unlikely that the revenue and expense figures for tha 
period will prove to be appreciably less than one-half of the totals {oy 
the full year. 


he first si 


freight 
he year 


Carloading Forecasts 


After discussing the carloadings for July, the bureau pr. 
cited that revenue loadings for the 31 weeks ended August 3, 
amounted to 23,321,358 cars, a decrease of 8.6 per cent from 
loadings for the same period of 1945. It said an increase of 
12.8 per cent occurred in livestock and an increase of 15.1 per 
cent in merchandise less-carload loadings, while other com- 
modity groups showed decreases as follows: grain and grain 
products, 7.1 per cent; coal, 11.4 per cent; coke, 31.9 per cent; 
forest products, 1.0 per cent; ore, 37.3 per cent; and miscel- 
laneous, 11.3 per cent. It added: 


Assuming free marketing and demand, tempered by ability to move 
grain, the production and marketing administration of the Department 
of Agriculture estimates that loadings of grain and grain products in 
August will average 55,400 cars weekly, a decrease of 11.8 per cent from 
loadings in the same period of 1945. September loadings, at an expected 
level of 51,250 cars per week, may be 3,900 cars under loadings in Sep- 
tember, 1945. However, in October, it is anticipated that grain and 
grain products movement will amount to 56,800 cars weekly, or 18 per 
cent above last year. 

Live stock loadings are expected by P. M. A. to continue well above 
1945 levels, particularly in August, while price ceilings are suspended. 
August estimates of 19,000 cars per week are 24.2 per cent above actual 
loadings in August, 1945, while September and October forecasts of 
21,600 and 27,400 cars weekly are 6.0 and 3.7 per cent, respectively, 
above loadings in the corresponding periods of last year. 

Refrigerator car loadings continue heavy, but the P. M. A. estimate 
for ‘‘perishable and semi-perishable’’ commodities normally moving in 
this type of equipment is 182,900 carloads, contrasted with expected 
loadings of 186,200 carloads in July, 1946. The August forecast is 31 
per cent above similar loadings in 1945. Fresh fruits and vegetables, 
meats, and canned foodstuffs, other than canned milk, are specific com 
modities expected to load well above estimated totals of last year, while 
canned milk and beverages may show a considerable decrease. Whett 
possible, canned goods and beverages are moved in equipment other 
than refrigerator cars. 

Coal production is expected to continue at the current high level 
during August and will be reflected in high revenue loadings. Manpower 
conditions in the mines of Pocahontas and southern car service districts 
have improved markedly since this time last year. Bituminous coal 
loaded into vessels at lower lake ports for the season through July 2 
totaled 17,926,442 gross tons, as compared with 24,482,900 tons for the 
same period of 1945. 

Most types of equipment continue in short supply, with box cals, 
gondolas, and hoppers in most serious condition. General Orders 
O. D. T. 1 and O. D. T. 18, requiring maximum loading, have beet 
reissued to become effective August 10. These, combined with demur- 
rage orders and other restrictions, should help the situation, which Is 
complicated by the five-day work week in many industries, as well as 
an increasing number of bad order cars. 


LOCAL TRANSIT SYSTEM STUDY 


The transportation division of the Department of Comme 
has made an analysis of postwar city and suburban a, 
transportation in its June-July, 1946 Industry Report on 
mestic Transportation. Copies of the complete report may 
obtained free on request from the Department of Commerce, 
Washington 25, D. C. 
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Rail Freight Loading “Up” 
Week Ended August 10 


Loading of revenue freight the week ended August 10 
staled 899,084 cars, according to the Association of American 
a s, This was an increase above the corresponding week 
of 1945 of 29,082 cars, or 3.3 per cent, and an increase above the 
ame week in 1944 of 3,903 cars or four tenths of one per cent. 

Loading the week ended August 10 increased 689 cars or 
oe tenth of one per cent above the preceding week. 

Miscellaneous freight loading totaled 382,450 cars, a de- 

of 1,402 cars below the preceding week, but an increase 
of 318 cars above the Corresponding week in 1945. 

Loading of merchandise less than carload lot freight totaled 
193,638 cars, an increase of 175 cars above the preceding week, 
and an increase of 16,806 cars above the corresponding week 


oe loading amounted to 185,661 cars, an increase of 
1139 cars above the preceding week and an increase of 16,274 
ars above the corresponding week in 1945. 

Grain and grain products loading totaled 53,862 cars, a 
decrease of 2,530 cars below the preceding week and a decrease 
of 9632 cars below the corresponding week in 1945. In the 
western districts alone, grain and grain products loading for 
the week of August 10 totaled 37,410 cars, a decrease of 337- 
cars below the preceding week and a decrease of 4,387 cars 
glow the corresponding week in 1945. 

Livestock loading amounted to 16,209 cars, a decrease of 
644 cars below the preceding week but an increase of 1,283 cars 
above the corresponding week in 1945. In the western districts 
alone loading of livestock for the week of August 10 totaled 
12,199 cars, a decrease of 631 cars below the preceding week, 
but an increase of 1,019 cars above the corresponding week in 
1945. 

Forest products loading totaled 49,657 cars, an increase of 
$5 cars above the preceding week and an increase of 3,299 
cars above the corresponding week in 1945. 

Ore loading amounted to 73,575 cars, an increase of 2,545 
cars above the preceding week and an increase of 730 cars 
above the corresponding week in 1945. 

Coke loading amounted to 14,032 cars, an increase of 561 
cars above the preceding week, and an increase of 4 cars 
above the corresponding week in 1945. 

All districts reported increases compared with the cor- 
responding week in 1945 except the Southwestern, and all re- 
ported decreases compared with 1944 except the Eastern, Poca- 
hontas and Southern. 


1946 1945 1944 

4weeks of January .............. 2,883,620 3,003,655 3,158,700 
4weeks of February ............ 2,866,710 3,052,487 3,154,116 
Sweeks of March ............... 3,982,229 4,022,088 3,916,037 
4weeks of April ................ 2,604,552 3,377,335 3,275,846 
4weeks of May ................. 2,616,067 3,456,465 3,441,616 
Sweeks of June ................. 4,062,911 4,366,516 4,338,886 
re 3,406,874 3,379,284 3,459,830 
Week of August 3 ............... 898,395 863,910 889,594 
Week of August 10 .............. 899,084 870,002 895,181 

5 ah 6d niaincn duheaevsdiaiee.ces 24,220,442 26,391,742 26,529,806 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission : 


Wilson Anderson, Charleston, W. Va.; John Francis Balaam, Oak- 
land, Calif.; Robert Marsden Carlisle, Spartanburg, S. C.; Matthew A. 
Crawford, Kittanning, Pa.; Alfred D. Freis, Los Angeles, Calif.; Leffel 
Gentry, Little Rock, Ark.; Maurice R. Gersten, Hartford, Conn.; Paul 
K. Guthrie, West Chester, Pa.; Thomas J. Hanify, Seattle, Wash.: 
loyal G. Kaplan, Omaha, Neb.; Warren P. Marsden, San Francisco, 
Calif.; Dennis McCarthy, Salt Lake City, Utah; Robert Foster Park, 
Montgomery, Ala.; Louis L. Redding, Wilmington, Del.; William J. 


Terrell, Chicago, Ill.; Harrison L. Winter, Baltimore, Md., and C. A... 


York, High Point, N. C. 


Freight Loading Forecasts 


Freight loading estimates of Shippers’ Advisory Boards 
or the first quarter of 1946 were 2 per cent under the actual 
shipments, according to W. C. Kendall, chairman, car service 
fivision, Association of American Railroads. Forecasts were 
ae mated in seven boards and under estimated in six 


“While the total estimates did not vary much from the 

ial shipments there were in some of the commodity groups 

ery € variations either over or under, but under the busi- 

¥88 Conditions which existed in the first quarter of 1946 such 
tions can be understood,” said Mr. Kendall. 
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Boards over estimating and the percentages thereof were: 
Mid-West, 2; Great Lakes, 19.9; Northwest, 0.2; Southeast, 7.4; 
Atlantic States, 2.9; Pacific Coast, 1.1; and Pacific Northwest, 
13.5. 


Boards under estimating and the percentages thereof were: 
Ohio Valley, 11.5; Trans-Mo-Kansas, 5.2; Southwest, 5.6; Alle- 
gheny, 3.6; Central Western, 6.6; New England, 7.1. 

The following shows the national forecast compared with 
actual loadings for the first quarter of 1946: 

® 


Pct. of Accuracy 


Carloadings Over Under 
1st Quar. 1946 Esti- Esti- 
Commodity— Estimated Actual mated mated 
Crete. ii oad siekiees kins oho 348,421 368,492 5.8 
Flour, Meal & Other Mill Prod. 245,329 269,552 ols 9.9 
Hay, Straw and Alfalfa ...... 57,676 37,873 34.3 tS 
co ast oaasa tas cae s aos 58,948 76,142 ry 29.2 
Cotton Seed & Prod. exc’pt Oil 11,954 11,554 3.3 :% 
CUP. OME bicdecdccuedeccae 63,916 56,105 12.2 ee 
Other Fresh Fruits ........... 29,963 39,779 4% 32.8 
ee ee Sete ere 68,338 78,421 14.8 
Other Fresh Vegetables ...... 85,304 85,723 0.5 
ON a a 192,259 208,912 ii 8.7 
Poultry and Dairy Products... 28,386 24,840 12.5 rip 
Coen Oi Ge sinc ce kecices 2,426,729 2,633,272 Seis 8.5 
Ore and Concentrates ........ 145,486 101,247 30.4 jiad 
Gravel, Sand and Stone ...... 242,058 266,431 Asa 10.1 
PE Tee ee: 36,243 37,482 _o 3.4 
Lumber and Forest Products... 542,433 496,685 8.4 Bh 
Petroleum and Petrol. Prod... 463,868 467,073 otal 0.7 
Sugar, Syrup and Molasses... 43,277 38,588 10.8 yi 
SPOR QO TT oo. ec sessed 512,375 361,548 29.4 a5 
re Te Sc vs weed 0546 o ce. 19,351 12,102 37.5 s% 
Machinery and Boilers ....... 59,101 43,810 25.9 me 
GE i. 0as candwaecsushate ceria 68,056 103,746 chips 52.4 
Brick and Clay Products ..... 51,317 55,312 7.8 
Lime and’ PIASUED oo... oissiccis 2s 28,171 31,865 13.1 
Agricultural Implements & Veh. 

Other than Automobiles..... 34,615 24,782 28.4 ee 
Automobiles and Trucks ..... 44,429 23,313 47.5 et 
Fertilizers, All Kinds ........ 181,883 196,074 shi 7.8 
Paper, Paper Bd. & Prep. Rfg. 126,354 128,996 FP 2.1 
Chemicals nad Explosives .... 80,943 50,239 37.9 shi 
Canned Goods— 

All Canned Food Products... 118,825 100,567 15.4 

pi er rr biidtedui 6,416,008 6,430,525 0.2 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Eastern Michigan district, southern division, at Detroit. 
Edgar D. Patrick, dba Livernois Moving & Storage Co., De- 
troit, was fined $500 following entry of his plea of guilty to an 
information charging him with violations of part II of the inter- 
state commerce act. The fine was required to be paid. The 
defendant was charged with transporting property as a com- 
mon carrier for compensation without a Commission certificate 
authorizing the described operations and without either having 
on file with the Commission or published any rate or charge 
applicable to such transportation. 


Southern Illinois district, southern division, at Springfield, 
Clarence Earl Suessen, of Bethalto, Ill., was fined $125 follow- 
ing entry of his plea of guilty to an information charging him 
with violations of part II of the interstate commerce act. The 
fine was paid. The defendant was charged with transporting 
property as a common carrier for compensation without a 
Commission certificate authorizing the described operations and 
without either having on file with the Commission or published 
any rate or charge applicable to such transportation and with 
failing to require his drivers to keep drivers’ logs. 


SERVICE ORDER VIOLATION 


The Commission has been advised that in federal court at 
Sioux City, Ia., the Great Northern Railway Co. confessed 
judgment in a complaint filed against it, in the principal sum 
of $1,000 and $27.06 costs, and that judgment was entered, 
according to a memorandum issued by Secretary Bartel. He 
said the complaint, drafted in 10 counts, was filed under the 
provisions of paragraph 17(2) of section 1 of the interstate 
commerce act, and charged the carrier with failure to observe 
the provisions of second revised service order No. 244 in fur- 
nishing empty cars to shippers for loading grain at Sioux 
City. The case was investigated by the Commission’s Bureau 
of Inquiry. 






















































































504 


Rail Traffic Officers Continue 
Testimony in Georgia Rate Case 


Doss, of A. C. L., says southern railroads have not “cir- 
cumvented” Commission orders and that no change in 
rate procedure has taken place since 1930. Dervin, N. 
Y. C., testifies that eastern roads have not discriminated 
against south. Raasch and Hodkinson testify 


Continuing his direct testimony in the State of Georgia’s 
suit against southern and eastern railroads before U. S. Su- 
preme Court Special Master Lloyd K. Garrison August 7, at 
New York, R. J. Doss, Wilmington, N. C., vice-president in 
charge of traffic of the Atlantic Coast Line Railroad, asserted 
that to his knowledge no southern railroad has circumvented 
or sought to circumvent orders of the Interstate Commerce 
Commission by means of classification or by any other means. 


The State of Georgia had charged that orders of the Com- 
mission were circumvented by means of shifting classifications. 


“When we get an order of the Commission,” Mr. Doss 
testified, “if it is not satisfactory to us, we either take our 
medicine or avail ourselves of the privilege provided by the 
law of petitioning the Commission for reconsideration.” 

He added: 


Once we have exhausted our remedies either before the Commission 
or in the courts we abide by the Commission’s decision, as for us to do 
otherwise would subject us to the heavy penalties which are imposed 
by the law. In fact, I do not think it possible to defeat, avoid or 
circumvent an order of the Commission by shifting or changing classi- 
fications. 

I may add that the rules of the Commission require railroads, 
whenever an order is made against them, to file with the Commission 
a written report showing how and in what manner and the effective 
date thereof the railroads have complied with the order, and I do not 
recall any instance in which the Commission has found it necessary to 
criticize any railroad so reporting for a failure to comply in good faith. 


Mr. Doss stated emphatically that the Atlantic Coast Line 
is not and has never been a party to any contract or conspiracy 
or practice to fix rates so as to discriminate against Georgia 
or against traffic moving within or to or from the state. 


Says Shippers Haven’t Protested 


“It is inconceivable to me that the Coast Line or any other 
railroad serving Georgia could permit its rates or rate policies 
to be so affected without serving notice to the public that it 
intended to go out of business. 


“The Coast Line’s mileage in Georgia is more than one- 
fifth of its total system mileage, and it has important terminals 
in Savannah, Brunswick, Albany, Valdosta, Columbus, Atlanta 
and other Georgia cities, and depends for much of its traffic 
upon the good will and confidence of shippers throughout 
Georgia, which it could not retain if it was a party to any con- 
spiracy or effort to discriminate against them. 


“The Coast Line maintains seven freight traffic soliciting 
offices in Georgia cities; 24 freight soliciting officers with titles 
are attached to these offices and there are in addition 32 em- 
ployes exclusive of titles. In addition the Coast Line maintains 
freight agencies at 93 cities and towns within the state of 
Georgia. All of these officers and employes are working in 
competition with traffic solicitors of other railroads at all times, 
and I do not believe it possible for any conspiracy or combina- 
tion to exist as the State of Georgia charges in this case; cer- 
tainly not without the knowledge and protest of the shippers, 
and there has been no such protest. I personally know the 
chief traffic officers of all the southern defendants and I do not 
know one who would be a party to a combination to discrimi- 
nate against Georgia or the territory served by his railroad.” 


No Change in Procedure Since 1930 


In response to a question as to whether he had observed 
any material change in the procedure or effectiveness of nego- 
tiations for rate changes and joint through rates since 1930 as 
compared with the period preceding 1930, Mr. Doss replied: 


I do not believe there has been any material change in the procedure 
or effectiveness of our negotiations for rate changes since 1930, except 
that there have been more changes in rates in the period since 1930, 
because of the effect of the orders issued by the Interstate Commerce 
Commission between 1926 and 1930, in the class rate case and fourth 
section cases, and these negotiations, aided by decisions of the Com- 
mission have produced rates more favorable generally to southern 
shippers than we had been able to negotiate before 1930. 

The Coast Line has not been party to any conspiracy or combina- 
tion involving the fixing of freight rates, and its membership and 
participation in rate conferences and in the Association of American 
Railroads has certainly not weakened or adversely affected its ability 
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and efforts to initiate and publish freight rates favorable to 
of Southern territory served by it and its connections, - 


Problem of Joint Rate Divisions 


In discussing the division of joint rates, Mr. Doss said that 
this presents a complex problem, but that the differences be. 
tween two sets of railroads have been honest ones ang the 
solution has been difficult. 

“Our position over the years,” the witness said, “hag 
that where rates on particular commodities from the south to 
the north have been reduced, or where they have been 
lished on the Official level or something approximating tha 
level, the reduction should be borne proportionately by 
set of railroads—the railroads of the ‘north and the rajj 
of the south should e ch shrink their divisions in Proportion 
to the reduction made in the rates. 

He continued: 

The southern railroads in the past have felt that where rates from 
the south to Official Territory were on the same level as rates within 
Official Territory, the southern railroads were justly entitled, under th 
law, to relatively higher divisions than the northern railroads for two 
reasons: (1) The cost of rendering the service in the south has been 
higher than the cost of rendering the service in Official Territory; anq 
(2) the revenue needs of the southern railroads have been greater than 
those of the Official Territory railroads, the Supreme Court having hei 
in the New England Divisions case, 261 U. S. 184, that the law per- 

staining to divisions, as amended by the transportation act of ig 
contemplated that the respective revenue needs of the involved carriers 
should be taken into account in determining fair divisions, 

In 1931 the Commission in response to petitions of the two sets 
of carriers instituted a general investigation into the subject of diy. 
sions of all joint rates between the two territories. Extensive hearings 
were held by the commission and a decision was not rendered yntij 
July 25, 1939. 

The position taken by the southern railroads in this particular case 
where the Commission undertook at one stroke to fix divisions to apply 
to the great bulk of interterritorial traffic, was that we were at least 
entitled to the excess of the interterritorial rates over the Official Terri- 
tory level, plus a reasonable division of the remainder. 

The report shows that the northern railroads’ financial position has 
been considerably better than that of the southern railroads. It also 
found that the cost of providing the southern portion of the service 
involved was greater than that of providing the service in Official 
Territory. 


“I recite these facts to show that the position of the South. 
ern railroads on this subject was at no time an arbitrary or 
unreasonable one and that while their position was not fully 
sustained by the commission their contentions were advanced 
in good faith and in the belief that what they were seeking 
was reasonable and right,” the witness said. 


Southbound and Northbound Rates 


“Coming now to the subject of whether southbound rates 
should be made on the same level as northbound rates: 

“The southern railroads have always sought to provide 
shippers in the south with such level of rates as is necessary 
to enable them to compete successfully with other shippers 
wherever they may be located. While the southern railroads 
have not been financially able to maintain rates which would 
in all instances be as low as the levels in the north, they have 
insisted, where the southern shippers have needed the Official 
level to enable them to compete successfully in Official Territory 
with shippers in that territory, that rates should be established 
on such a level. 

“For that level, however, to be turned around and applied 
southbound would often result in a materially lower level of 
rates from the north to the south than that obtaining within the 
south and ultimately could mean only the destruction of the 
southern level. We have always been willing for northern 
shippers to come into the south at rate levels no higher than 
rates within southern territory. While there has been a sharp 
divergence of views on this subject by members of the Com- 
mission as well as railroad representatives, our views have 
prevailed in a number of cases.” 


Factor of Population 


Explaining why southern railroads have not been in a post 
tion to maintain rates no higher than the rates concurrently 
obtaining within Official Territory, Mr. Doss said the southern 
railroads have not enjoyed anything approaching the volume 
of business handled by Official Territory railroads. The por 
ulous cities of the nation are largely in Official Territory. 

“A second and more important reason,” he said, “js that 
a much higher proportion of the total traffic of Official Territory 
railroads has consisted of better paying traffic. To illustrate, 
a much larger part of the total tonnage carried by southem 
railroads consists of products of agriculture than is the cas 
with Official Territory railroads and it has always been the 
policy of Congress and the Interstate Commerce Commission 
to see that agricultural products are leniently treated in the 
establishment and maintenance of freight rates.” 

James P. Dervin, New York City, freight traffic managet 
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the New York Central System, testifying August 8, declared 
d t the action taken by the eastern railroads in these instances 
ist NOT intended to discriminate against the South and did 
wt have such an effect. cet AEN 

In most Cases where Georgia has charged discrimination on 
je part of the eastern railroads, Mr. Derwin asserted, the 
amiers “were convinced that the rates proposed were lower 
than necessary to move the traffic.” ; 

The witness cited several examples, one of which had to 
jp with rates on synthetic gums and resins. This, he explained, 
was a proposal made in 1940 to reduce by one-half the exist- 
ao fourth-class rates, which are 55 per cent of first class rates, 
ms commodities between points in the south and from 
goints in Southern Territory to destinations in the east. 

After asserting there were a number of reasons why eastern 

‘nads were unwilling to concur in the proposals as sub- 
nitted, Mr. Dervin continued: 


One of the principal reasons was that the generality of the proposed 
jeseription of the commodity was so broad and inclusive as might well 
ude synthetic rubber gums and high cost plastics which were not 
properly entitled to such rates, and the establishment of the proposed 
nites would, therefore, tend to break down the rates on such articles 
within Eastern Territory. 


Furthermore, Mr. Dervin said, in numerous instances the 
rates would have been on a level actually lower than 
the rates maintained in the east. 


Reduction of 31 Per Cent 


“These rates,” he observed, “were not proposed for appli- 
ction both northbound and southbound, although there were 
producers of synthetic gums and resins in the east who desired 
fo ship southbound on the same basis of rates as might apply 

rthbound.” 
” Mr. Dervin testified that the railroads finally agreed to the 
establishment of rates on the basis of 37% per cent of the 
published first-class rates, and these rates were made applicable 
in both directions. The rates so reduced, he added, represented 
areduction of approximately 31 per cent from the former basis 
of 55 per cent of first class. 


Raasch’s Testimony 


Another witness, Rudolph G. Raasch, of Chicago, chairman 
and tariff publishing agent of the Illinois Freight Association, 
testified that he has never heard of a single case where one 
railroad diverted traffic from another railroad because of any 
rate action the latter may have taken. 


The witness said that he “knows of no instance in which a 
railroad or group of railroads sought to coerce or compel other 
railroads by means whatsoever in connection with rate adjust- 
ments.” 


Mr. Raasch directed attention to the fact that by far the 
greater part of the freight handled by railroads is routed by 
shippers. As a result, he declared, there is very little traffic 
which the railroads themselves are permitted to route. 


83 Per Cent Approved 


Pointing out that between 80 and 85 per cent of all rate 
proposals docketed for consideration by Illinois Freight Associ- 
ation committees are for reductions in rates or involve no 
changes in rates. Mr. Raasch asserted that in 1940, a typical 
year, 83 per cent of all proposals submitted to the association 
were approved. 


“Approval of such a large percentage of proposals,” he 
continued, “is noteworthy in view of the fact that the Illinois 
Freight Association has as members three different groups of 
tailroads from three different regions whose rails terminate in 
llinois Territory. That there is no domination is clearly shown 

‘the fact that each railroad is free to take independent 
action and frequently does take such action.” 


Smaller Roads Act Independently 


__E. A. Hodkinson, New York City, a member of the Auxil- 
laty Committee of the Trunk Line Association, testified that 
maller railroads exercise the right of independent thought and 
action in respect to rate matters the same as larger railroads. 


In support of his statement, Mr. Hodkinson cited a number 
of instances where such railroads in Trunk Line Territory as 
the Delaware, Lackawanna and Western, the Norfolk and West- 
m, the Richmond, Fredericksburg and Potomac, the Lehigh 
Valley, and the New York, Ontario and Western established 

on independent notice. 

Denying Georgia’s charge that railroad freight rates be- 
ween that state and the east are on a higher rate per mile 
than for equal distance within Eastern Territory, Mr. Hodkinson 

luced an exhibit which showed that rates on the same 
ties are actually different in many instances for the 
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same approximate distance between different points within the 
East. 


The hearing was adjourned until August 14, when J. J. 
Pelley, president of the Association of American Railroads, is 
scheduled to testify. 


Middle Atlantic Carriers Take 
Class Rate Stop Order to Court 


Contest authority of Commission, in a proceeding 
in which they say it “purported” to deal with a form 
of tariff publication, to prescribe level of rates. Also 
assert that, in an investigation instituted by the Com- 
mission, in which it asked for no evidence, the 
Commission might not, in the “absence” of such 
evidence, enter an affirmative order 


The Middle Atlantic States Motor Carrier Conference, 
Inc., and some of its members on behalf of all of its members, 
have asked the federal court for the Delaware district to set 
aside the order of the Commission on reconsideration in MC 


C-360, minimum class rate restrictions—central and eastern 
states. 


In that proceeding, the Commission, division 2, modified 
the bases of maximum reasonable class-rate restrictions on 
truckload freight between points in Trunk Line Territory and 
interterritorially between points in Central, Trunk Line and 
New England territories, as prescribed in a prior report 44 
M.C.C. 367 (see Traffic World, Oct. 6, 1945, page 875). 


Asserting that the employment of class rate stops was 
only a method of stating the classifications and the amounts 
of intended freight ratese, and not a method of tariff publica- 
tion itself forbidden by the regulatory statute, and that it 
had not been determined by the Commission to be in itself 
an —— method of stating rates in tariffs, the complainants 
continued: 


The ‘‘order’’ does not seek to forbid that method of rate statement 
in the tariffs. The use of ‘‘stops’’ is therefore not something capable 
under the statute of being determined in any single or in an aggregate 
of instances to ‘‘unjust and unreasonable’’ in itself or in themselves 
apart from the reasonableness and justness of the measure of the 
classification and actual rates produced in the tariffs by that means of 
compilation and publication. It is not a “practice relating to rates’’ 
within the meaning of the statute but is only a method of stating rates 
in the tariffs. The Commission did not conclude that the motor carrier 
rates and classifications contained in the tariffs . . . would, in and of 
themselves, as rates and classification, be unjust and unreasonable in 
amounts. The order of the Commission, of which its report is made a 
part, does not prescribe any rates either as the maximum or minimum, 
or absolute, to be observed in the future. Nor was it concluded that 
the respondent motor, carriers do not justly and reasonably ‘‘classify”’ 
the freight shipments in their tariffs because of the employment of this 
means of rate publication, and the ‘‘order’’ of the Commission does ngt 
prescribe any freight ‘‘classification.’’ Therefore, inasmuch as the 
subject matter with which the Commission sought to deal, and as to 
which it reached its conclusion and made its order, did not involve a 
determination of the justness and reasonableness of any rates and 
classification nor prescribe any, the said order is void because in excess 
of any authority possessed by the Commission. 


No Uniformity Required 


The motor carriers complained that, while the Commis- 
sion’s report commented on differences between general stops 
contained in agency tariffs and stops published for individual 
motor carriers, and concluded that the tariffs would be simpli- 
fied and questions of rate application avoided by the pre- 
scription of uniform stops for the respondents generally, the 
order nevertheless permitted departures from uniformity “free- 
ly whenever any individual carrier may choose to provide 
for its own account lower stops than the ‘maximum’ attempted 
so to be prescribed by the Commission.” 


They said, also that the Commission had not identified 
any of individual stops or carriers to which it referred, and 
that the indefiniteness of the order, the lack of suitable find- 
ings, “and the absence of sufficient explanation in those re- 
spects” made the order invalid. 


Even if the Commission had authority limited to matters 
of form relating to clarity and certainty of rate publications, 
no such authority would entitle it to prescribe the measure of 
the ‘resulting rates ‘in and of themselves or in their. relations 
one to another, said the motor carrirs. The Commission had 
not confined itself to seeking clarity, they continued, but, 
while purporting to be dealing with such matters, had “un- 
lawfully and without authority undertaken to preserve in 
substance the forms used by the motor carriers themselves 
in the way of publication of ‘stops’ but to prescribe the meas- 
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ure of such stops in their relationship to first class and other 
class rates.” 

The carriers said the Commission had not determined 
whether lack of uniformity of stops as between individual car- 
riers was justifiable by uniformity of stops as between indi- 
vidual carriers was dissimilarities of circumstances affecting 
the operations of such individual carriers. 


Commission’s Power Questioned 


A further point raised by the carriers was that the proceed- 
ing was an investigation instituted on the Commission’s own 
motion, that the Commission had not introduced or offered any 
evidence or required the respondents to produce any evidence, 
but had concluded that the respondents had the burden of proof 
in justifying existing stops. No such requirement was imposed 
on them by statute, the carriers argued, adding that the Com- 
mission’s order was based on the “absence” of “convincing” 
evidence from the respondents—not on findings as to facts of 
record. In such an investigation, they urged, the Commission 
did not have power to make an affirmative order based on the 
“absence” of evidence “supporting the status quo.” 

Another matter complained of by the carriers was the 
finding by the Commission that differences in stops were justi- 
fied in two-line hauls, but not in three-line hauls. 

The Commission had, at the request of the court, postponed 
the effective date of its order, which was September 1. Hear- 
ing wil) be held in Wilmington, Del., on September 17. 

The case is docketed as Civil No. 823, Middle Atlantic 
States Motor Carrier Conference, Inc., as agent, et al. vs. 
United States. 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Sixth Circuit.) Where a prima 
facie case in action for loss of cottonseed oil was made out by 
buyer against shipper for failure to follow approved practice 
in loading railway tank car with the oil, shipper had burden to 
present some reasonable explanation for the loss of the oil 
other than its own negligence in loading the tank car. 

* Even though the Circuit Court of Appeals may be in dis- 
agreement with the District Court’s findings on a question 
which is solely one of fact, the Circuit Court of Appeals is 
required to accept the District Court’s findings unless clearly 
erroneous. Federal Rules of Civil Procedure, rule 52(a), 28 
U. S. C. A. following section 723c. 

In action by buyer of cottonseed oil against shipper and 
railway for loss of oil through leakage because outlet valve 
on tank car was not properly seated, evidence sustained finding 
that shipper failed in its duty to load the tank car properly 
and that such breach of duty was the proximate cause of the 
loss, making shipper, and not railway, liable to buyer. 

When a fully loaded tank car is delivered to railroad by 
shipper, railroad is responsible for such defects as may be 
discoverable by such visual inspection as it is able to make, 
and railroad is not responsible for imperfect packing or other 
carelessness on part of shipper. 

The fact that greater part of cotton seed oil which was lost 
through leakage from railway tank car because of shipper’s 
negligence in not loading the car properly could have been 
saved if railway’s employees, who discovered the leak and at- 
tempted to remedy it, had been supplied with proper tools and 
had been instructed in the opening of dome covers on tank 
cars, did not transfer liability for loss to railway from shipper, 
where the railway men who discovered the leakage were switch- 
men and section men, not experienced in the loading or unload- 
ing of tank cars. 

District Court was not obliged to take judicial notice of 
tools that might have been available in railroad shops or oil 
stations, Since those were not facts of such universal knowledge 
that notice would substitute for proof. 

The granting of a motion to reopen case for the taking of 
additional testimony, which is the equivalent of a motion 
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for new trial, is in the trial judge’s sound discretion, and 
determination will not be overturned on appeal except for 
clear abuse. its 
Trial judge did not abuse his discretion in denying 
to reopen case for the taking of additional testimony 
motion was not based on newly discovered evidence, ; 
evidence could have been readily submitted at the trial, (Blythe. 
ville Cotton Oil Co. vs. Kurn, 155 Fed. Rep. 2d 467.) 


MISCELLANEOUS DECISION—CORRECTION 


On page 131 of the July 13, 1946, Traffic World, under the 
heading “Miscellaneous Decisions,” in connection with a decigi 
of the Supreme Court of Michigan, the case was cited as Jaquish 
vs. Jaquish, 22 N. W. Rep. 2d 755. It should have been Pennsy|. 
vania Railroad Co. vs. Evans Products Co., 22 N. W. Rep, 9 


754. ye 


Citrus Fruit Transportation The 


Factors Cited in Review —_ 


In its August bulletin on “The Marketing and Transport. 
tion Situation,” the Bureau of Agricultural Econmics of tip 6. Th 
Department of Agriculture deals with readjustments in proces. par 
ing and marketirfg citrus fruits and has the following to gay : 


with respect to transportation of such fruits: 5 
As freight and refrigeration charges account for from 11 to 18 pe Cormac 


cent of the consumer’s dollar spent for citrus, improved techniques Co, In 
that service will make an important contribution in the postwar com. x 


petitive position of citrus. allocate 
In anticipation of competition from air lines, refrigerated steam. and rec 
ships, and increased fleets of thermostatically controlled refrigerate Th 


trucks, the railroads are adopting various improvements and are ¢op. 492 fee 
sidering others. Some of these are: The overhead bunker car, carrying additio 
greater loads and which may eventually make possible a 20 per cent modati 
reduction in freight rate per 100 pounds; the standardized 40-foot car, 
facilitating better loading practices; half-stage icing grates by use of 
which gross weight of fruit and ice may be reduced 12 per cent anda y 
similar reduction made in tariffs; faster, diesel-powered, short trains misslOr 
that may reduce running time by as much as one-third; and refrigerator chantry 
cars built with lightweight, streamlined design, equipped with circus. attack 
tion fans, collapsible bunkers, distant reading thermometers, high-speed transpt 
trucks equipped with more efficient shock absorbers, and heavier insula- 


tion, in addition to half-stage icing grates. The 

Before the war, ships and boats were returning to a position of built ty 
importance in the transportation of citrus, particularly in carrying study 
Florida citrus to North Atlantic ports. Rates were reduced during pre pre-Wwal 
war decade, schedules were speeded up somewhat, refrigeration service which 
was improved, and further precooling facilities at shipside were in- tion On 
stalled. Possibilities of installing a fleet of fast fruit boats which will epsearen 
offer competitive schedules to overland freight carriers have been con- mercha 
sidered. type is 

Trucks were offering powerful competition to the railroads before Thi 
the war, moving 17 per cent of all interstate shipments of citrus from to adje 
Florida during the 1934-35 season, in addition to local shipments and approv: 
movements to shipside and processing plants. In the same season, 388 rage 


per cent of all Texas citrus fruit shipments were moved by truck, in 
addition to movements to processing plants and shipside. Trucks offer 


several powerful competitive advantages to both ship and rail, such as 

shorter hauling time, lack of necessity for icing in transit, and flex- Ma 

ibility of construction and operation. Ov 
The varied motor-vehicle laws among states tend to limit truck € 

transportation in interstate citrus trade. They impose a practical difi- 

culty upon the distributive system and bring increased costs of trans A 

portation. der b 


Little fresh citrus may be moved by air during the years imme were 
diately following the war, owing to relative costs of this type of trans chart 
portation for heavy bulky products and owing to the fact that citrus whict 
can stand a longer transit period without serious deterioration. | 


The comparative advantage of one type of transportation is never 4 musi 
fixed factor. A sound policy would appear to be for state and other “ 
regulatory agencies to encourage rapid development of ship, rail, and type 
trucking facilities, and for growers and shippers to remain alert to the order 
relative advantages. It is apparent that producers and consumers will carge 
benefit from healthy competition between carriers. agent 


In addition to the above cost reductions, modernization of terminal . 
marketing facilities would decrease rental, depreciation, handling, cart term 
age, spoilage, and waste, Direct selling and pool-car purchases would 


reduce brokerage and commissions, and the practice of consumer packag- Ts p 
ing would reduce waste and spoilage. The amount of operating profit ing b 
necessary may be reduced by minimizing uncertainties of the market the ; 
through marketing agreements and similar devices. W.§ 
TRAFFIC MEN SEE N. Y. PORT FILM fleet 

A group of some 200 persons represehting various port ix — ‘au 


terests in New York harbor, and including representatives of = 
shipping, railroad, and trucking companies attended a preview ber 
of the new R. K. O. Pathe short feature “Port of New York, a t 
in the Auditorium of the Port Authority Building at 4 P.M if ¢ 
August 6th. saat cate 
The film is the latest in R. K. O. Pathe’s “This is Americé 
cores, and portrays graphically behind the scenes activities ° 
the world’s greatest seaport. 
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Ships for World Trade Routes 


The Maritime Commission has announced approval of ap- 
plications of ten steamship companies to purchase a total of 
64 C3-S-A2 dry cargo vessels, designed to ply world trade routes 
over which, ‘it said, “tonnage has to be moved.” Allocations for 

of a total of 97, or 21 more than the available supply, 
were sought by 14 operators in the first preference period 
jlowed American operators under the merchant ship sales act 
: 4 largest number of allocations under the action of the 
emmission, which designed and built the type as part of its 
wartime task, was awarded the Isthmian Steamship Co., which 
applied for 25 and was allocated 18. The next largest number, 
12 was allocated to Matson Navigation Co., which applied for 
i6 The Luckenbach Steamship Co., applied for 16 and was 
allocated a total of 8. Other operators were allocated the full 
number for which they made applications, as follows: Ameri- 
can Mail Line, Ltd., 6; Pope & Talbot, Inc., 6; Moore-Mc- 
Cormack Lines, 4; Pacific Transport Lines, Inc., 3; Seas Sh'‘pp’ng 
Co, Inc. 3. Olympic Steamship Co., applied for 4 and was 
allocated 3, while Lykes Bros. Steamship Co., Inc., sought 2 
and received one, the “SS Howell Lykes.” 

The commission said the C-3-S-A2 was a 16% knot vessel, 
492 feet long, turbine-driven and of 12,300 deadweight tons. In 
addition to quarters for a normal crew of 52 there were accom- 
modations for 12 passengers. Of those available, 22 were now 
operating while others were still meeting military requirements, 
to which many were converted during hostilities. The com- 
mission said that in this C-3 fleet there were 12 standard mer- 
chantmen, 11 partially refrigerated cargo ships, 26 former navy 
attack transports, 15 former army transports, four navy attack 
transports and 8 army transports, and added: 


The C3-S-A2 is widely considered one of the most desirable war- 
built types available for disposal under the ship sales act. After long 
study by the Maritime Commission and shipping companies the standard 
prewar C3 design was approved as the most modern and efficient vessel 
which could be constructed under reasonable cost limitations for opera- 
tion on certain foreign trade routes considered vital to the nation’s 
economy, as well as meeting the national defense requirements of the 
merchant marine act of 1936. It has now also been established that the 
type is equally well adapted for certain domestic trades. 

The statutory price of these vessels under the ship sales act, subject 
to adjustment, is $1,280,730 each. All purchases are subject to final 
approval by the Maritime Commission upon proof of the buyer’s financial 
responsibility and other conditions under the sales act. 


Maritime Commission Takes 
Over Chartering of Ships 


American shipping companies operating merchant ships un- 
der bareboat charter from the War Shipping Administration 
were informed August 12 that all warbuilt vessels must be 
chartered from the Maritime Commission after August 31, at 
which time the W. S. A. will be merged with the Maritime Com- 
mission in accordance with congressional directive. 


“At present, some 800 such vessels are operating under this 
type of charter agreement with the W. S. A., which was made in 
order to facilitate the shipments of relief and rehabilitation 


cargoes on privately operated American vessels,” said the two 
agencies 


terms of the merchant ship sales act of 1946 will be fleet chart- 
ts providing for the continuation of service of this type, differ- 
ing by certain modifications in requirements of charterers and in 
W oo hire from the charters now in effect under the 


“Present and prospective charterers may prequalify for 
fleet charters for the maximum number and types of vessels they 
Nquire by submitting application to the commission using Sec- 
ions 299,31 and 299.81 of General Order 60 and supplements in 
r hg applications. Such application should state total num- 
‘et of vessels applied for and types of vessels should be listed 
inthe order of preference. After application for prequalification 

er is approved by the Commission, vessels will be allo- 
‘ted and delivered.” 

Text follows of the joint telegram to present W. S. A. bare- 

wat charterers sent by Vice Admiral W. W. Smith, U. S. N. 


“The new Maritime Commission agreements under the 
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(Ret.), chairman of the Maritime Commission, and Granville 
Conway, War Shipping Administrator: 


All wac-built vessels hereafter chartered and delivered on and after 
August 31, 1946, will be chartered by the Maritime Commission pur- 
suant to the provisions of the merchant ship sales act of 1946. The 
form of fleet charter to be made except for long term charters will be 
substantially the W. S. A. Warshipdemiseout 203 form adapted to con- 
form to the requirements of the merchant ship sales act of 1946 with 
the following specific modifications: 

1. The period of the charter shall be about six months with pro- 
visions for fifteen-day cancellation by either party. 

2. The rate of basic hire will be at rate of 15 per cent per annum 
of either the unadjusted statutory sales price or the floor price of the 
vessel, whichever is higher. 

3. The additional charter hire payable under and during the period 
of the fleet charter shall be (a) 50 per cent of the average net voyage 
profit up to the first $.00 per day in excess of 10 per cent of charterer’s 
capital necessarily employed in the business, and (b) 75 per cent of the 
next $200 per day, and (c) 90 per cent of all net voyage profits in excess 
of $300 per day. 

4. The minimum financial requirements prescribed in General Order 
No. 60, Supplement No. 2, have been modified as follows: 

(a) Working capital requirements will be reduced so as to include 
prepaid insurance only for a period of six months.. 

(b) Net worth requirements will be reduced so as to include basic 
charter hire only for a period of six months. 

(c) As so modified, minimum financial requirements for in excess 
of five vessels will be further reduced as follows: Sixth to tenth vessel, 
inclusive, 25 per cent; eleventh to fifteenth vessel, inclusive,,.50 per 
cent; all over fifteen vessels, 75 per cent. 

All deliveries under bareboat charter during the month of August 
will be on the regular W. S. A. Warshipdemiseout 203 form of charter 
with the present charter rate. 

With respect to vessels now under interim bareboat charters whose 
voyages terminate on or after August 31, this telegram shall be deemed 
to be the owner’s fifteen days’ metice of cancellation pursuant io clause 
fourteen of the interim bareboat charter. With respect to vessels now 
under W. S. A. interim bareboat charters whose voyages terminate 
prior to August 31, this telegram shall also be deemed to be the owner’s 
fifteen days’ notice of cancellation pursuant to clause fourteen of the 
charter and redelivery will be taken pursuant to the charter provisions 
on the next voyage termination. Actual redelivery will not be taken 
of such vessels, and inventory and survey unnecessary if the charterer 
desires to continue such vessels under the Maritime Commission form 
of charter above outlined. 

Telegraphic or written acceptance addressed to Secretary, Maritime , 
Commission, of the conditions of the Maritime Commission form of 
charter as above outlined must be received within five days from date. 

Excepted from the foregoing are commitments or charters with 
respect to animal carrying vessels which will be the subject of special 
arrangements. 


Ship Conference Agreements 


The Maritime Commission has announced approval of agree- 
ment No. 7870, establishing the Western Hemisphere Passenger 
Conference, involving seven American lines: Alcoa Steamship 
Co., Inc.; Grace Line, Inc.; Moore-McCormack Lines, Inc.; New 
York & Cuba Mail Steamship Co., New York & Porto Rico 
Steamship Co.; Standard Fruit & Steamship Co.; and United 
Fruit Co. 

The agreement applies exclusively to passenger traffic be- 
tween ports on the Atlantic and Gulf Coasts of the U. S., and 
ports in Cuba, the Bahamas, Mexico, the Leeward and Wind- 
ward Islands including the Virgin Islands and Trinidad, British, 
French and Netherlands Guiana, Venezuela, the Netherlands 
West Indies, Puerto Rico, Dominican Republic, Jamaica, Haiti, 
Colombia, Panama, including the Canal Zone, Nicaragua, Brit- 
ish Honduras, Honduras, Salvador, Costa Rica, Guatemala, 
Ecuador, Peru, Chile, Argentina, Uruguan and Brazil, including 
ports serving Paraguay and Bolivia as served by the members 
and reflected by applicable tariffs. 


Modifications 


The commission has announced modification of agreement 
No. 131-203, the basic agreement of the Trans-Pacific Passenger 
Conference, adding a sentence specifying that sub-agencies re- 
ferred to are those located in North America and Hawaii. 


Also filed with the commission was an amendment of the 
basic agreement of the New York Committee of Inward Far 
East Lines, No. 5500-2, providing for a permanent chairman 
with duties as proposed in the modification. Agreement 5500-2 
further amends the basic agreement by substituting the word 
“Chairman” for that of “Secretary” throughout the agreement, 
and makes other changes in the wording to bring the agreement 
up to date. 


Agreements Closed 


The commission’s files on the Philippines-Europe Confer- 
ence, No. 106 and the Hongkong/Philippine Islands Freight 
Conference, No. 181, were closed pursuant to the Presidential 
proclamation of July 4, which freed the Philippines, a commis- 
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sion announcement said. It said these conferences, operat- 
ing between the Philippine Islands and foreign countries, were 
no longer under its jurisdiction. « 


California Stevedore Agreement 


The commission has announced the filing for approval of 
agreement No. 7576-1 between members of the Master Contract- 
ing Stevedores Association of Southern California, amending 
the basic agreement by specifying “more exactly” the term 
“Southern California” in the description of the geographical 
scope of the agreement, and by enumerating the accessorial 
services covered. 


SALE OF SURPLUS VESSELS 


A group of steel barges for dry or liquid cargo has been 
declared surplus and offered for sale at a fixed price of $2,500 
each, according to the Maritime Commission. It described them 
as 250-ton non-propelled barges, knockdown, bolted and welded 
type, built to army specifications, several in practically new 
condition. Approximately 104 by 29 by 8 feet, the barges are 
located in the Los Angeles area. 


Under invitation for bids No. 208, the commission announced 
that 68 tugs and barges located on the west coast were for sale. 
The commission said towing, lighterage and transportation 
companies had suffered the shortage of such equipment because 
of the war and now had an opportunity to acquire “this war 
surplus to carry on an increasing postwar business.” 


The commission also announces that buyers may bid on 
15 LST type vessels for use as self-propelled vessels. It said 
bidding was not limited to citizens of the U. S., but that no 
bid of less than $100,000 a vessel would be considered. 


W. S. A. PERSONNEL 


The War Shipping Administration has announced that, 
effective August 9, Rear Admiral Edmond J. Moran, U. S. 'N. R., 
resigned as assistant deputy administrator for charters and 
valuations to re-enter private business. 


Admiral Moran joined the Maritime Commission in April, 
1941, as a consultant and as special assistant to the commis- 
sion. Since that time he has served as director of the small 
vessel procurement division, manager of barge and towboat 
services, assistant deputy administrator for small vessels, all 
with W. S. A., and as director of the Maritime Commission’s 
large vessel disposal division. He was enrolled as a Lieut. Com- 
mander in the Naval Reserve and called to active duty in 
April, 1942. 

In the spring of 1944 he went to England to assist in plans 
for the Normandy invasion and because of this outstanding 
work was awarded the title of Commander British Empire, a 
letter of commendation from the U. S. Navy, and the Croix de 
Guerre from the French Government. 


Admiral Moran was born in Darien, Conn., October 13, 
1896, and served with the Atlantic squadron as a Lieutenant 
(jg) during World War I. He was president of the Moran 
Towing and Transportation Co., Inc., New York City, when he 
entered government service. 


LICENSES FOR JUTE SHIPMENTS 


Licenses for jute and jute goods shipments from India con- 
tinue to be issued for bimonthly periods between June 26 and 
December 25, 1946, the Civilian Production Administration has 
announced, adding: 


The Government of India will license shipments between June 26 
and August 25 of only one-third the half-year quota. Similarly, ship- 
ments of a third of the quota will be licensed for each of the other 
two-month periods, although any unlicensed portions remaining from 
earlier periods may be carried over. 

This announcement was made to correct an impression apparently 
held by some purchasers that the shipments need not be spaced through- 
out the quota period. 

For the first half of the jute year which began June 26, the Indian 
Government has allowed a jute goods quota of 126,000 long tons. The 
raw jute quota for the same period is 30,000 long tons. However, excess 
shipments in the preceding jute year are to be deducted, so the maxi- 
mum quantity of raw jute which may be shipped from June 26 through 
December 25 is 20,625 long tons. 


PACIFIC COAST PORT AUTHORITIES TO MEET 


The Hilton Hotel, in Long Beach, Cal., will be the scene of 
the thirty-third annual conference of the Pacific Coast Associa- 
tion of Port Authorities, August 26 and 27. Matters of port 
work, traffic and engineering problems and panel discussions 
with leaders in port affairs as speakers and moderators are 
included on the agenda. The three Canadian ports of Vancouver, 
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New Westminster, and North Frazer are members of the asso, 
ciation, in addition to nineteen American coast ports, 


ARMY RELEASES OAKLAND TERMINAL 


As part of its gradual relinquishment of the port facilities 
the Army has notified the Board of Port Commissioners for the 
Port of Oakland that the Seventh Street unit of the Outer Hoy. 
bor Terminals will be returned to the board’s custody ’ 
ber 1. The unit, which comprises one berth of approximately 
600 feet, is being released under a compromise a 
negotiated some months ago. The Army has operated it singe 
the beginning of the war. 


BRITISH MODIFY IMPORT EMBARGO 

The Office of International Trade of the Department » 
Commerce has announced modification of a British embargo on 
the importation of goods classified as non-essential, to permit 
shipment from the United States of 20 per cent of the ay 
annual shipments to the United Kingdom of each producer o 
46 named commodities in the base years 1936, 1937, and 1938, 
For the remainder of 1946, the O. I. T. said, the quota for each 
producer had been established at two-thirds of the year ship. 
ments in the base years. 

The O. I. T., at the request of the British government, wij 
review applications submitted by manufacturers. It said fy. 
ther details might be obtained from current export bulletin 
No. 356, dated August 12, and issued by the O. I. T. 


SHIPPING RESEARCH DIVISION 


The National Federation of American Shipping hag ap. 
nounced that in order to meet the rising problems of reconyer. 
sion of the American merchant marine from government to 
private ownership and operation it will establish a division of 
research and statistics effective September 1. 

James A. McCullough, 38, presently director of planning 
and ship movements for War Shipping Administration in north. 
west Europe, has been named director of the new division by 
Almon E. Roth, federation president. 

Mr. Roth said the new division was a part of the federa- 
tion’s normal expansion. He said the division was expected to 
provide the industry with its requirements for research and 
statistics in order to formulate sound shipping policies with 
which to meet the increasing competition from foreign shipping 
lines and other forms of domestic transportation. 

“The division of research and statistics is also expected ‘to 
develop many facts and information concerning the operation 
of the nation’s new merchant marine and its importance to the 
national economy,” said he. 





MARITIME ASSOCIATIONS HONOR CAPTAIN FRIED 


_ Captain George Fried, U. S. C. G. R., retiring district ma- 
rine inspection officer, 3rd Coast Guard District, in charge of 
the Bureau of Marine Inspection and Navigation of the Port 
of New York, was honored at a reception held on the floor of 
the Maritime Exchange, New York, August 13. A citation was 
read at the reception pointing out the services Mr. Fried had 
performed in the interests of the American merchant marine. 
The citation was signed by the Maritime Association of the 
Port of New York, the American Merchant Marine Institute, 
the American Petroleum Institute, the American Bureau of 
Shipping, the Board of Underwriters of New York, the New 
York Tow Boat Exchange, Inc., Shipbuilders Council of Amer- 
ica, New York and New Jersey Dry Dock Association, Ship 
Operators Association, Inc., Association of American Shipown- 
ers, General Managers Association, New York Pilots Associa- 
tion, New Jersey Pilots Association, National Board of Steam 
Navigation, and New York State Waterways Association. 


Captain Fried served in the U. S. Army in Cuba in the 
Spanish-American war. He entered the U. S. Navy in 190, 
remaining there until the end of World War I. After the war, 
he remained in the merchant marine for many years, 14 of 
which were as master in command of the largest passenger 
vessels of the United States: The President Roosevelt, America, 
George Washington, Leviathan, Manhattan, and the Washing 
ton. He has been cited for many rescues at sea, and has Ie 
ceived decorations from the United States, British, Italian, aM 
other governments. 

He served as district marine inspection officer from 1934 
until July 31, 1946, the date of his retirement. 


WISCONSIN WAREHOUSEMEN TO MEET 


The Wisconsin Warehousemen’s Association will hold its 
annual meeting August 23, at the Maple Bluff Country Club, 
Madison, it was announced by William A. Walker, Union 
fer & Storage Co., Madison, president. Program for the day 
calls for the annual business meeting beginning at 10:30 am. 
followed by luncheon, an afternoon devoted to golf or 4 boat 
trip on Lake Mendota, with a dinner in the evening: 
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y,C. Holds Hearing on Trans-Pacific 
qperating Differential Subsidies 


With twelve ship lines eligible for renewal of operat- 
ntial subsidies suspended following begin- 

sing of World War IL on proof of need for assistance, 
sine operators seek subsidies, or modifications or ex- 
of 8 services in the Pacific. Subsidy 


olea generally based on long-range plan of successful 

anticipating substantial foreign flag competi- 
fon, Grace Line wants to inaugurate Far East service 
but seeks no subsidy: says disappearance of Japanese 
tines and increase in tonnage make possible operation 
without government aid 


the largest public hearings held in Washington on 
Paring since before Pearl Harbor, began August 12 
sen the Maritime Commission entered on its inquiry into the 
of American steamship companies for operating-differ- 
tial subsidies in connection with trans-Pacific trade routes. 
The hearings were held in the Department of Commerce audi- 


w Nearly 100 persons were in attendance at the first day of 
the hearings, which were expected to last several days, as rep- 
rentatives of ship lines presented testimony in support of 
bsidized services. : 

‘ Examiner F. M. Darr presided at the hearings, assisted by 
¢.C. Charlton and James H. Baden, of the commission’s divi- 
sion of government aids; Allen Briggs, of the commission's 
general counsel’s office; and Lloyd Tibbott, of the commission’s 
division of regulation. : 

The subsidies, suspended since soon after the United States 
atered World War II, were authorized under the merchant 
marine act of 1936 to enable American steamship companies to 

with lower-cost foreign competition in overseas com- 
merce, Before Pearl Harbor, twelve operators were engaged 
inessential world service with the aid of subsidies. These com- 
ynies were the American Export Lines, Inc.; American Mail 
line, Ltd.; American President Lines, Ltd.; American South 
African Line, Inc.; Grace Line, Inc.; Lykes Bros. Steamship 
(o, Inc.; Mississippi Shipping Co.; Moore McCormack Lines, 
In; New York & Cuba Mail Steamship Co.; Oceanic Steamship 
(,; Seas Shipping Co., Inc.; and United States Lines Co. All, 
ueording to the commission, were eligible for renewal of sub- 
sidies as of August 1 on proof of need for the assistance. 

In the five years operating-differential subsidies were in 
dfect before the war, the commission said, they totaled $49,- 
(0,000 of which some $30,000,000 had been recaptured by the 
povernment. 


Darr’s Opening Statement 


Examiner Darr, in an opening statement, said the hearings 
tad been ordered by the commission on applications filed by 
tine companies for operating-differential subsidies, or modifi- 
tations or extensions of subsidized services, in connection with 
ade routes designated in a report of the commission on essen- 
tid foreign trade routes as Nos. 12, 16, 17, 22, 27, 28, 29, 30, 
ad round-the-world service in the trans-Pacific area. This re- 
wort, he said, would be considered a part of the record in the 
proceeding. 

Companies seeking government aid, represented at the 
tearings, were Oceanic Steamship Co., proposing to serve the 
Australia-New Zealand area; Lykes Bros. Steamship Co., pro- 
psing extension of its Gulf-Far East service to include the 
Netherlands East Indies, Federated Malay States, and Straits 
Settlements; American Export Lines, desiring to extend its 
line “E”-Suez, India service to the Straits Settlements and 
Netherlands East Indies; United States Lines Co., applying for 
# extension of its American Pioneer Line service to permit 
alls at Straits Settlements and Netherlands East Indies, and 

to permit calls at California ports to load and discharge 
‘argo; American President Lines, Ltd., proposing readjustment 
its freight and passenger services and assignment of new 
‘tvice from Atlantic and Pacific coast ports to Manila and 
‘waits Settlements, coordinated with round-the-world sailings; 

ican-Hawaiian Steamship Co., applying on behalf of a 
isidiary to be organized, for an operating-differential subsidy 
lconnection with a Pacific coast-Far East service; American 
“all Line, desiring to extend its present Far East service to 
the India-Ceylon-Netherlands East Indies and Straits 
ements area; and States Steamship Co., formerly a non- 
“ operator from Oregon and Washington ports to the 
‘East, proposing government aid in the operation of a similar 
“ee. The Olympic Steamship Co. is also an applicant for 
Nibsidy in operation of Pacific Coast-Far East service. 





In addition to the aforementioned, Grace Line, Inc., was 
represented in support of an application to establish a non- 
subsidized Pacific coast-Far East service. The company pro- 
posed, as set forth in its application, to inaugurate fortnightly 
service between San Francisco and Los Angeles and ports in 
the Philippines, China, Japan and Asiatic Russia, employing 
C-3 type cargo vessels in the trans-Pacific operation for which, 
it said, application for purchase had been made to the commis- 
sion. The steamship line said it believed that the disappearance 
of the Japanese lines from the trade and the increase in ton- 
nage which might be expected from the growth in population, 
manufacturing and other activities on the U. S. Pacific coast, 
together with its own business efficiency, would make it pos- 
sible for it to operate without government aid. It would not” 
request an operating subsidy unless, after a very substantial 
eriod of operation, it became apparent that a non-subsidized 
ine could not operate in the trade. 

Others having an interest in Pacific commerce, filing notice 
of desire to be present and to be heard, were Olson Steamship 
& Navigation Co.; Waterman Steamship Corporation; Pacific 
Transport Lines; Pacific Far East Line; Isthmian Steamship 
Co.; Cummings & Stanley, representing Bay-Simmons-Moore 
group, bidders for A. P. L.; and R. Stanley Dollar. Far East 
Steamship Co., of Seattle, Wash., in a brief filed with the com- 
mission, said that while it did not desire to appear at the hear- 
ing, it opposed the granting of government aid to any applicant 
operating in the coastwise or intercoastal trades, or associated 
or affiliated with any such operator. It cited section 805(a) of 
the merchant marine act of 1936 as a basis for this objection. 

At the outset of the hearing, Examiner Darr said briefs 
would be received in the proceeding but that there would be 


no oral argument or proposed report issued. A final report will 
be made by the commission. 


Witnesses 


Included among the witnesses scheduled to testify at the 
hearings were Frazer A. Bailey, president of Matson Naviga- 
tion Co., on behalf of Oceanic Steamship Co., a wholly-owned 
subsidiary of Matson; Alex C. Cocke, general traffic manager, 
Lykes Bros. Steamship Co.; John F. Gehan, vice president, 
American Export Lines, Inc.; Victor J. Freeze, vice president 
in charge of traffic, United States Lines Co.; and M. J. Buckley, 
bye president in charge of traffic, American President Lines, 


In support of Oceanic’s request for modification of its exist- 
ing operating-differential subsidy contract to cover two routes 
in the trade from Pacific coast ports to Australian and New 
Zealand ports, Mr. Bailey declared that the company would 
face immediate competition from British, Swedish and Nor- 
wegian lines, most of which would be offered by up-to-date 
ships, but that he believed, with the use of C-2 design ships 
proposed to be purchased from the commission, the company 
would be able to maintain competition with foreign vessels. 
He believed that with services applied for by Oceanic in its 
application, the company would be able to build up American 
flag participation on the route to 50 per cent of cargo offerings. 
While, at this time due to uncertainties as to operating costs 
and competition, Mr. Bailey said he was unable to submit data 
to determine the extent of an operating subsidy for the pro- 
posed service but declared that a subsidy would be needed as 
American steamship operating costs were substantially higher 
than foreign costs. He pointed out that prewar foreign flag 
lines carried about 82 per cent of cargo in the trans-Pacific 
trade as against 18 per cent for American lines, and declared 
“there is considerable room for development and improvement 
of American service.” 

Unbalanced Trade 


Mr. Cocke summarized the status and background of Lykes 
Bros. Steamship Co., Inc., in the presentation of his testimony, 
and cited “unbalanced” trade as one of the most serious prob- 
lems in connection with successful operation of a Gulf-Orient 
service, and postwar competition from other foreign flag oper- 
ators to support an operating subsidy for successful long-range 
operation in the trade. 


After pointing out that the company had been engaged in 
operation of ocean-going steamships for more than 45 years, 


had built up a large and extensive organization, Mr. Cocke 
added: ° 


Our company operates to the Mediterranean, United Kingdom, Con- 
tinent, South and East Africa, West Coast of South America, Caribbean, 
and Orient ports. It has successfully competed with some of the most 
intensive foreign flag competition in the world. The company now owns 
33 relatively new vessels built since the enactment of the 1936 act, and 
several old ships. It has applied to the Maritime Commission for the 
purchase of 16 vessels under the terms of the merchant ship sales act 
of 1946, and for the long-term charter of six vessels, which will bring 
its fleet to a total of 55 new vessels. This fleet will, in the opinion of 


the company, be adequate to meet the company’s requirement. 
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In connection with the proposed extension of the company’s 
Gulf-Far East service to include the Netherlands East Indies, 
Federated Malay States, and «Straits Settlements, Mr. Cocke 
said the steamship line proposed to operate eight C-3 type 
vessels on the “combined route as suggested in its application” 
and was ready to undertake an annual voyage requirement 
of 24 sailings. Additional sailings, said he, could be provided 
with chartered tonnage or by diversion from other routes during 
seasonal periods. At least two other American companies had 
indicated an intention to serve the Gulf-Orient route, said he, 
and referred to Waterman and Isthmian steamship companies. 
But he added, he assumed that the aggregate tonnage operated 
by these three American lines would meet the minimum require- 
_ments of the Maritime Commission. If that should not result 


then, he said, Lykes was prepared to increase its commitments 
accordingly. 


Inclusion of the Netherlands East Indies and the Straits 
Settlements, said Mr. Cocke, was fully justified and would pro- 
mote commission policy for the following reasons: 


(1) It would provide essential homebound cargoes, thereby creating 
a better balance on a trade route which has been notoriously unbal- 
anced -because of lack of homebound cargo. 

(2) .It would minimize the necessity for returning homebound ves- 
sels to the Atlantic coast with sugar or copra and the uneconomical 
ballast voyage from the Atlantic coast to the Gulf, at the same time 
permitting the Atlantic operators to increase their homebound cargo 
by the amount of Lykes’ reduced participation. 

(3) It would provide the Lykes Bros, Steamship Co., Inc., with 
flexibility in operations, which is essential for successful operation in 
this very difficult trade area. 

(4) It would provide the Gulf with a regular and dependable 100 
per cent Gulf liner service from Gulf ports to the entire area of Orient 
and. Asiatic destinations. 

(5) It would increase the percentage of cargoes carried by the 
American merchant marine, and would thus assist in the achievement 
of the purposes and policies of the merchant marine act of 1936. 


Gulf-Orient Problems 


The principal problems experienced by Lykes in past years 
in Gulf-Orient operations, said Mr. Cocke, were: 


(1) The route was heavily unbalanced, with exports exceeding 
imports in a ratio of about 7 to 1, as contrasted with an average ratio 
of about 2 to 1 from the Atlantic and Pacific coasts to the same desti- 
nations. 

(2) In past years Japan has had overwhelming control of exports 
from the United States moving between Gulf and Orient ports. ... Be- 
cause of the control of cargo by Japanese consignees, the Japanese 
merchant marine was able to secure a stranglehold over the trade. The 
strategic position of the Japanese merchant marine was capitalized, 
through various political and financial and trade devices, and instructed 
routing, including the insistence upon payment in blocked Japanese 
currency and various other expedients, which almost forced a suspen- 
sion of service by our company in 1938 as the competitive struggle 
became more acute. 

(3) The cargoes moving out of Gulf ports to Orient ports have been 
seasonal in nature, and very susceptible to political, economic, and other 
international influences, and are cargoes of the type exposed to tramp 
competition, The principal exports have been cotton, scrap iron, fer- 
tilizer, and case oil. The same is also true of imports, which in past 
years have been mostly low grade, consisting principally of sugar 
and copra. 


Mr. Cocke pointed to difficulties in maintaining a regular 
liner service from the Gulf to the Orient and said some of the 
difficulties which had confronted Lykes in the past, such as the 
domination of the trade by Japan, might not exist in the future. 
But, said he, on the other hand, the company was confronted 
with a great many other problems. The extent of the future 
buying power of Japan was an unknown quantity. Whether 
the Chinese would take up the gap in the inevitable drop of 
Japanese commerce was also unpredictable, depending in part 
on the Chinese political situation, about which no person could 
make any prophecy with assurance. The volume of cotton ex- 
ports was likewise dependent in part on the world cotton market 
and competition from other cotton-producing areas. At the 
moment, said Mr. Cocke, shipments of case oil were moving in 
large quantities, but past experience indicated that the recon- 
struction and development of refineries in the Far East would 
ultimately lead to a heavy drop in this movement. The pre-war 
shipment of scrap iron was to a large extent military in charac- 
ter and undoubtedly would not resume. The export of phos- 
— was, dependent on the economic rehabilitation of the 

rient. 


“Only one thing can be said with assurance and that is that 
the Gulf-Orient service has an uncertain future,’ said Mr. 
Cocke. “If sound political and economic conditions develop in 
the Orient, there should be a satisfactory development of trade. 
The Orient covers a very large geographic area and it is un- 
certain at which points economic and industrial development 
may occur. We may be confronted with relative prosperity at 
certain points and desperate conditions at others. 
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“All of these considerations lead to the conclusion that it; 
impossible today to set up a steamship schedule from 
to the Orient on a time-table basis. Schedules must be flexi 
subject to change based on future conditions. 

“We believe that the inclusion of the Netherlan 


Indies and Straits Settlements area in our trade wie Bas 
some of the hazards now presented by the Gulf-Orient 
tion on a long-range basis, especially in two respects Fin 
we believe it will help to correct the unbalanced import 


export ratios, and second, we believe it will add essentig) fen, 


bility to our service.” 
Ratio of Exports to Imports 


As to an unbalanced ratio of exports to imports, deger; 
as one of the most serious problems in connection with 
ful operation of a Gulf-Orient service, Mr. Cocke introdygy 
figures showing exports of 4,821,044 tons as against imports of 
677,665 tons for the years 1937-40, inclusive, exclusive of 
movement to the Netherlands East Indies-Straits Settlement; 
Because of this situation, he said Lykes had been forced in m« 
years to return via the Atlantic with sugar and copra, thereafter 
in ballast back to the Gulf for outbound outloading. 

“It is therefore obvious that the Gulf operator would be 
a serious disadvantage so long as this unbalanced arrangement 
persists, and that it would be difficult, if not impossible for 
the operator to operate successfully in competition with forej 
lines who are not restricted as to ports of call, until the situatig, 
is corrected,” said he. “The inclusion of the Netherlands Ruy 
Indies-Straits Settlements area in the trade route will furnis, 
a partial corrective, and that is one of the principal reagoy 
why this modification has been suggested.” 

Mr. Cocke said the Netherlands East Indies-Straits Settle. 
ments area had always exported a much higher volume of cargo s 
to the United States than it had imported from the same area 
Pointing out that in that connection the situation was the exs¢ 
reverse of the Orient generally, he submitted a “rough” sun. 
mary of imports and exports from the Gulf, Pacific and Atlantic 
areas to and from the Straits Settlements and Netherlands East 
Indies for the year 1939, which showed a combined total of 
320,000 tons of exports as against 960,000 tons of imports. 

It was anticipated, said he, that rubber which heretofore 
had not moved through the Gulf in substantial quantities, would 
now be received in the Gulf to the extent of at least 100,000 tons 
per annum, based on opinions of experts of the Rubber Reserve 
Corporation. In addition, he said it was expected that a sub 
stantial portion of tin and tin ore which heretofore had not 
moved through the Gulf would now be imported through Gulf 
ports because of the need for high-grade clean tin ores by the 
Texas City smelter and other manufacturing points. Further, 
he said it was believed that imports of tapioca, palm oil, sisal 
sago, pepper, and other commodities normally imported from 
“this area” could be imported through the Gulf to a substantial 
degree because of the improved services which would be in 
operation to the Gulf area with the new C-3 type vessels, and 
because of the growth of processing and other industries in the 
south, mid-west and other points which were naturally tribe 
tary to the Gulf. In all, he added, “we look forward to a dive 
sion into the Gulf of imports from the Netherlands East Indies 
Straits Settlement area of over 200,000 tons per annum, 4& 
compared with pre-war volume.” Such a growth of imports 
would reduce the extremely lop-sided ratio of imports and & 
ports that existed before the war. An increase of 200,000 tons 
in, imports in this area would reduce the Gulf-Orient import 
ratio from 7 to 1 to about 3 to 1, and would greatly assist 0 
the operation of an economical service from this area. 


Flexibility Urged 

Because of the nature of the Gulf cargo, which was su 
ceptible to tramp competition, to seasonal fluctuation, and to 
major variations dependent on political, military, and W 
wide economic considerations, Mr. Cocke said it was of the 
utmost importance in this trade route that the operators have 
the greatest degree of flexibility consistent with the national 
interest. 

“Lykes is now restricted both at points of origin and at 
points of destination,” said he. “The company serves only 
Gulf ports outbound and is precluded from serving the Nether. 
lands East Indies-Straits Settlements area. Its American 
foreign competition is not thus restricted. A great many 
the services with whom Lykes competed before the war ope 
ated from the Atlantic ports, and in some cases from the Pacific 
ports in addition to Gulf ports outbound. Many of these sere 
ices covered the Dutch East Indies-Straits Settlements area. . +. 

“Our competitors will enjoy a much greater degree a 
flexibility, even if this application is granted, since we woul 
be precluded from serving any American ports outbound 0 
than those located in the Gulf area, whereas our competitors 
will not be so restricted. The same restriction applies home 





"IC WORLpieymst 17, 1946 
| ’ t for sugar and copra and bulk oils to the Atlantic 
pie fits : corivilege, the exercise of which Lykes hopes to reduce 
ust be freee permitted to participate in the homebound Gulf move- 

flexible esas the Netherlands East Indies-Straits Settlement area. 
therlands the most vital need of the trans-Pacific trade, especially 
Je will re“ Mee Gulf area, is that of flexibility, and the growth of an 
f-Orient eB scan merchant marine under the policies of the merchant 
especta Pere. Ae act of 1936 will be thwarted unless trade routes are set 
ed imne Firs, 5 0 as to permit the broadest flexibility consistent with the 
eSsential iy, fu tmnal interest.” 

° Question of Competition 

mr. Cocke said the Gulf area was in competition with the 
orts, d jc and Pacific coasts in both import and export move- 
n with oom nent, especially from the midwest area. The interests of the 


- + SUctes id, required the maximum development of trade 
oo in en the Gulf and protection to the Gulf against diver- 
lusive of of cargoes to Atlantic or Pacific ports. 
ts Sett] ‘Development of the Gulf area will be best promoted by 
| forced Gee ijkes type of operation, because Lykes serves Gulf ports only, 
pra, th in Past mept to a limited extent on homebound cargoes,” said he. 
ing. erate mis forces Lykes to build up the Gulf area exclusively. The 
one yer operators, both foreign and American, who operate from 
d Ould be a ger competitive areas, as well as the Gulf, do not have the 
imponiticat yne incentive to build up and foster the development of Gulf 
es a: e, for wis along the lines I have outlined. We are satisfied to 
il the f io Merate under existing restrictions which preclude our handling 
th ae cargo from the north Atlantic and limit our home- 
te will hae s to sugar, copra, and bulk oils. We believe our 
iNcipal reasons 













gentration in the development and exploitation of the Gulf 
wis in the best interests of that area. So far as we know, 
ye are the only American operator who is willing to operate 
msuch a restricted basis.” 


Foreign-Flag Competition 


It was evident to Lykes that while the Japanese lines would 
ie absent in the post-war competition in this trade route, said 
ir, Cocke, “we shall have substantial competition from other 
reign flag operators.” 

“During the past seven months a number of foreign oper- 
iors have advertised services in this trade, including the Bank 
lines, the Fern Line, the Kerr Line, and the Java-New York 
lin,” he continued. “Other lines have operated on a tramp 
wis. There have been at least 15 foreign flag sailings on this 
mute during that period. At least five of these foreign flag 
silings were to the Netherlands East Indies-Straits Settlements 
wea, During the same period there was only one American 
ailing from the Gulf to the Netherlands East Indies-Straits 
¥ttlements and that was an Isthmian vessel which loaded at 
wth Atlantic and Gulf ports, the Gulf loading therefore repre- 
siting only a part of the cargo carried. The number of such 
vilings by foreign lines is expected to grow as foreign govern- 
ments make good their wartime tonnage losses through new 
mstruction and ship purchases. For these reasons, we believe 
at an operating subsidy would be required for long range 
mcessful operation in this trade. If, however, the commission 
told wish to defer a decision as to the granting of a subsidy 
br the extended portion of our route, we are willing to operate 
ithout a subsidy to the Netherlands East Indies-Straits Settle- 
mits area pending decision as to the long-range subsidy 
lies with respect to that trade route. At the very least, 
wwever, we should be allowed to include that area in our 
range.” 

On September 10, 1940, Mr. Cocke said Lykes was advised 
yy the commission that its application to call at Dutch East 
ies-Straits Settlements ports would be handled by admin- 
Mative action in each case, rather than by change of route 

ption, pending further developments. Pursuant to such 
uthority, he said Lykes operated 13 voyages out of that area 
nlMl and 1942. On the basis of the showing in its applica- 
‘sn, Mr. Cocke said he believed the appropriate modification “in 


mt trade route referred to in the commission’s letter should 
tow be made.” 
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Gehan Calls Route “Essential” 












origin and at =r ee : 

serves only §,. *¢stifying in support of the application of American Export 
g the Nether §.* inc, for extension of an operating-differential subsidy 
American ati "8 India service to include ports in the Straits Settlements 


Netherlands East Indies, in the trade from north 
int Ports yia the Suez Canal, John F. Gehan, vice-presi- 
ae the steamship company, declared that “this route” had 
determined to be essential by the Maritime Commission, 
ompany, a thoroughly qualified operator, was able 
trough its experience, equipment and resources to furnish ade- 
Mule American-flag service. 
India service was purchased by the company in No- 
re , 1939, said Mr. Gehan, and shortly after the purchase 
erating-differential subsidy agreement of the company, 
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dated January 24, which covered four services from north 
Atlantic ports to and from the Mediterranean, one extending 
into the Black Sea, was amended to include the “Line E” India 
service. 

The company now owned, free and clear, 17 fast cargo 
vessels, had applied for the purchase of 5 more of the same 
type, and had also made application for the construction of 3 
large, fast combination passenger and cargo vessels, said he, 
adding that such fast new ships were to be used for the India 
service. 

Referring to the essentiality of the route, Mr. Gehan called 
attention to “the critical nature of some of the materials, 
notably rubber, that the United States imports from the area 
and their particular importance to the industrial east and 
central states.” Figures for 1936, included in the company’s 
application, said he, showed approximately 92,000 tons of ex- 
ports from north Atlantic ye to the Straits Settlements and 
the Dutch East Indies, and approximately 671,500 tons of im- 
ports from the area to north Atlantic ports. In 1939, he added, 
the exports to the area from the north Atlantic district 
amounted to 243,000 tons, while the imports to the north 
Atlantic district amounted to approximately 821,600 tons, of 
which a little less than half was rubber and rubber goods. 
Incomplete figures for 1940, he continued, identicated a sub- 
stantial increase in that year over 1939 and, although traffic 
for the years extending from 1940 to 1945 naturally was affected 
by war conditions, it was believed that the area afforded a most 
promising market for United States exports in the future. 

“There is no doubt whatever that this area is an important 
source of materials essential to our national economy and that 
our requirements for those materials will increase in the 
years to come,” declared Mr. Gehan. 

The competitive situation furnished further support for the 
company’s application, said he. So far as the company knew, 
he added, no other American-flag operator proposed to furnish 
the service described as freight service ‘“‘C-4” or trade route 
No., 17, which both the commission and the company deemed 
to be essential. No regular and direct American-flag sailings on 
“this essential service” had been maintained in the past but, on 
the contrary, there was during the period from August 20, 1936, 
to the end of 1939, an entire absence of direct American-flag 
service to and from the Atlantic to the Straits Settlements and 
the Dutch East Indies for one month of 1936, seven months of 
1937, the entire year 1938, and four months of 1939. It should 
be noted, he said that the service of American President Lines, 
running westward around the world, and outbound from the 
U. S. via Panama and Pacific ports, included the ports of 
Singapore and Penang. The traffic via the Atlantic and Suez 
was handled for the most part by Dutch and British vessels. 
Less than 10 per cent of the outbound cargo and less than 14 
per cent of the inbound cargo in 1939 was carried by American- 
flag vessels. 

Advantages To Be Enjoyed 


Mr. Gehan said that in addition to “the general qualifica- 
tions of American Export Lines to operate the proposed ex- 
tended service”, the company desired to point out the peculiar 
advantages it would enjoy in serving “this area.’ He added: 


We have our established organization in India which should make 
possibie reduction of the initial difficulties of placing the service of 
the Straits Settlements and the Dutch East Indies in operation. In this 
connection, it should be noted that three of the principal ports in our 
India service, that is, Calcutta, Colombo and Madras, are each only 
about 1,600 miles from Singapore, and that our route via the Suez Canal 
is approximately 2,300 nautical mines shorter than via the Panama 
Canal, which means a difference in steaming time with 16-knot ships 
of approximately six days each way or 12 days per voyage. 

We believe that direct service can and will be profitably operated 
without reference to other ports. However, a very important advantage 
which American Export Lines will have in the conduct of this service 
will be the support furnished by our established operating and traffic 
organizations in India and the Mediterranean. If there was a decline 
in the long-haul cargo of the Straits Settlements and Dutch East Indies 
service, the ships operating therein, if under American Export owner- 
ship, would receive support of sharter-haul cargo moving between our 
Atlantic ports and the Mediterranean and India. In every respect, the 
operation of ships with such support is to be preferred to that of un- 
supported ships under other ownership. These operating advantages 
work two ways. If space is available, the vessels operating to and from 
the Straits Settlements and Dutch East Indies may supplement and 
improve the other services of the company to ports in the areas through 
which the vessels necessarily pass. 


Questioned by C. F. Lynch, counsel for Isthmian Steam- 
ship Co., as to whether he knew that several other steamship 
lines were proposing extension of their services to the Dutch 
East Indies and Straits Settlements, Mr. Gehan stated that, so 
far as he knew, no others had evidenced a desire to make ex- 
tensions from the north Atlantic, but he added he had no objec- 
tion to other carriers entering the India trade or any other 
trade, with or without subsidy, and that he would be pleased 
to see American-flag ships in all ports of the world to develop 
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commerce in American bottoms. Mr. Gehan said his company 
was presently operating successfully without a subsidy but it 
would not be willing to operate continuously without a subsidy 
because to do so would destroy the whole purpose and struc- 
ture of the Merchant Marine Act of 1936. If the company 
operated with a subsidy and made a profit, he said, it was 
ae to recapture, and “it hasn’t cost the government any- 
ing.” 
Export Line Proposal Charged Unsound 

Victor J. Freeze, vice-president in charge of traffic for 
United States Lines Co., testifying in support of that company’s 
application for an extension of its American Pioneer Line 
Service to permit calls at Straits Settlements and Netherlands 
East Indies, and to permit calls at California ports to load 
and discharge cargo, charged that while the trade between 
north Atlantic ports and the Straits Settlements and the 
Netherlands East Indies pre-war was dominated by foreign 
tonnage and it was time that American ships obtain a greater 
share of this business in both directions, the proposal of 
American Export Line to extend its India service was “not 
geographically sound.” 

Mr. Freeze said he believed that the United States Lines, 
operating the American Pioneer Line, to the Far East from 
the Atlantic coast, had a prior right to serve the Straits Settle- 
ments and the Netherlands East Indies as that territory was 
formerly part of the American Pioneer Line, and remained so 
until the commission sold the American Pioneer Line with the 
exception of India service to United States Lines in 1940. He 
added: 

The American Pioneer Line’s present service extends to French 
Indo-China. The distance from Saigon to Singapore is only 649 miles, 
while from Calcutta to Singapore it is 1,641 miles. There is no foreign 
line which served the Netherlands East Indies, and the Straits Settle- 
ments pre-war, that went via an India port. Practically all of the for- 
eign lines, serving the Far East from Atlantic coast ports, went to 
the Straits Settlements and Netherlands East Indies after discharge 
of their Philippine cargo. Some of them proceeded to their home ports 
via the Suez Canali, while others returned to the Atlantic Coast via the 
Panama Canal. These foreign lines will resume this operation when 
conditions warrant, and the United States Lines American Pioneer Line 
service should be competitive with all foreign lines in and out of the 
Far East conference. 


With respect to the American President Lines’ application 
for the extension of its Atlantic coast service to the Straits 
Settlements and Netherlands East Indies, Mr. Freeze said that 
company served Penang and Singapore pre-war with its “round- 
the-world” ships, and it would, as he understood it, continue 
to operate ‘this subsidized route.” He added that his company 
felt that the American President Lines operation of subsidized 
“round-the-world” service, calling at Penang and Singapore, 
was sufficient for one operator. 

While the American Pioneer Line did not operate regular 
service to the Straits Settlements and Netherlands East Indies, 
primarily due to foreign competition (which controlled the 
routing), Mr. Freeze said the fact remained that the U. S. 
board and the Commission realized the ports involved were 
part of the American Pioneer Line Far East service. 

“Now that the war is over, and it is the intention of our 
government to see that we carry a proper share of our exports 
and imports, we are confident that an arrangement can be made 
with the nationals, operating to the Straits Settlements and 
Netherlands East Indies, for a fair share of he traffic for our 
ships,” said he. “We intend to insist on receiving our proper 
share. Therefore, now that the opportunity has presented itself 
to share in this traffic to the Straits Settlements and Nether- 
lands East Indies, the American Pioneer Line should be re- 
established on the basis of its operations up to 1937.” 

In submitting that the proposal of American export to 
extend its India service was not sound, Mr. Freeze said that 
aside from the fact that the steaming distance was very great 
for the company’s ships, compared with that of American 
Pioneer, the same shippers who used the Japan, China and 
Philippine ships were also interested in shipping to the Straits 
Settlements and the Netherlands East Indies. 

“This fact has always been taken advantage of by the 
foreign lines serving the Far East trade, via the Panama Canal, 
by extending their itineraries to the Straits Settlements and 
Netherlands East Indies,” said he. “It is of great importance 
to us that our American Pioneer Line be on the same competi- 
tive basis as our foreign competition in the the Far East trade.” 

Mr. Freeze said, in support of the company’s application 
to call at California ports, that commercial activity on the 
Pacific Coast justified extension of U. S. Lines’ American 
Pioneer Line to include calls “at the increasingly important” 
ports of Los Angeles and San Francisco, and added that “all 
we are asking is to be on a competitive basis with the foreign 
lines from the Atlantic Coast to the Far East by calling at 
Calfiornia ports.” 

American President Testimony 


The American President Lines, Ltd. possessed the financial 
resources to acquire ships required for its services and to con- 
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duct operations so as to meet competitive conditions and 
mote foreign commerce, said M. J. Buckley, Vice-president ; 
charge of traffic of that company, in testifying before the oy” 
mission in support of the steamship line’s application for 
tinuation of an operating-differential subsidy covering jts trans, 
Pacific, round-the-world, and Atlantic-Straits services, 

The company planned operation of 24 chartered o, 
chased vessels, of the P-2 and C-3 types, in its basic fleet, me 
approximate cost of the vessels now owned or to be PUrchase} 
for the services, said Mr. Buckley, was $52,450,000. 

By long experience, American President Lines haq learned 
how best to handle the transportation problems peculiar tO the 
Far East and inherent in Far East transportation operat; 
declared Mr. Buckley, adding that the applicant was the 
American transportation company with a complete organi 
in the Far East. The company was progressively reestablish 
its offices and agencies throughout the Orient which were dis. 
rupted by the war. 

Before the war, the steamship company faced extensive and 
aggressive foreign flag competition by vessels of practical} 
every maritime nation in the world and, post-war, would ty 
obliged to compete with foreign flag vessels of all those nations 
except, at least for the time being, those of Japan and Ge: 
and possibly Italy, said he. The competing foreign flag steam. 
ship operations were rapidly being reestablished and the for- 
eign flag operators had been able to obtain vessels and resynp 
commercial operations earlier than American President Lines 
said he. But, he added, the company had successfully met 
extensive and formidable foreign competition in the Far East 
transportation field and it was prepared and proposed to eo. 
tinue its important trans-Pacific, round-the-world and Atlantic 
— ~ epee flag steamship services, under subsidy con. 

act, and to carry on its tradition “as the premier Ameri 
flag line in these trades.” . i 

On cross-examination by counsel for steamship applicants 
proposing extension of trans-Pacific services, Mr. Buckley said 
A. P. L. opposed entry of other lines, subsidized or non-sub- 
sidized, into trans-Pacific trading areas competitive with it 
Bon Geaslin, counsel for Waterman Steamship Co., charged that 
action of the commission, in recommending extension of trade 
routes not incorporated in pre-war essential routes, would make 
it possible for American subsidized lines, particularly in trans 
Pacific areas, to invade new territory already being served by 
at least two non-subsidized companies in addition to A. P. L 
He challenged the “legal right” of the commission to do this. 
Examiner Darr said this matter, together with the question 
of double subsidies, would be decided by the commission. 


American-Hawaiian Position 


_ John E. Cushing, president of American-Hawaiian Steam 
ship Co., testified in support of the company’s application for 
an operating-differential subsidy in connection with a Pacific 
coast-Far East service on-behalf of a subsidy to be organized. 
While the route contemplated by the application was substan 
tially that set forth under trade route No. 29, freight servic 
“F,” in the commission’s report and recommendations on esset- 
tial foreign trade routes, Mr. Cushing said two additions wer 
proposed, one asking for the privilege of calling at ports in 
Oregon and Washington, both outward and homeward, and one 
seeking the addition of Singapore and ports in the East Indies 
to ports included the commission’s recommendation as permis 
sive for calls when traffic offered. 


As to the first, Mr. Cushing said the privilege was sought 
because, from past experience, the company knew that basie 
cargo for a freight service from California ports could be a very 
uncertain quantity, whereas there was afar more stable flow 
of that type of cargo, in the form of flour, lumber and grail, 
through the Pacific northwest gateways. 

As to the second addition, he said the company felt a tras 
Pacific freighter service to operate successfully over any & 
tended period must have a reasonable flexibility to follow 
changing traffic conditions and because the ports named “ft 
into the general scheme of the commission’s recommendation 
and, in prewar years, were prolific producers of homeward carg 
in a badly unbalanced trade.” 


“No man today can accurately foretell the future of Pé 
cific shipping,” said Mr. Cushing. “With few exceptions, 0 
ditions in all of the Asiatic areas bordering that ocean a 
politically and economically confused. Yet, based on the only 
available guides—past experience as applied to present 
tions—the trade between the Pacific coast of the United States 
and the Orient seems to offer a real field for a substal 
expansion of American-flag shipping services.” 

In the period from 1930 through 1940, covering the trade 
from U. S. Pacific coast ports to Japan, China, the Philippine, 
French Indo-China, Siam, Straits Settlements and the ‘a 
Indies, Mr. Cushing stated that on basis of statistical dal 
compiled by the commission, outward tonnage went approx 
mately 22 per cent to American-flag services and 78 per 
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foreign flag while homeward the showing was 40 per cent 
jy american and 60 per cent for foreign. 


Result of Japanese Elimination 


while there does not seem to be any reliable data avail- 

on Japanese flag tonnages for the full period, we know 

they were a substantial participant in all the Pacific trades 
gi that in the northern areas they enjoyed a near monopoly 
ithe traffic,” said he, adding: 


it does not seem unreasonable to assume that their tonnage will not 
for many years to come, and the vacuum created by its 
rsiilation will have to be filled either by us or by ships of some 
_ Nor is it an unreasonable assumption that our Pacific coast 
hold a major proportion of the increased population and in- 
activity which the war years brought them. Their people and 
ger industries are limited geographically in the domestic disposal of 
jus production. They must turn to foreign export to go 
4 a definitely constricted growth. They will need and they 
the support of adequate American-flag shipping services to 
iyek them in their battle for foreign markets. 
There is another postwar element of importance. At least for some 
to come we seem destined to maintain a substantial military 
ent throughout the Pacific whether we like it or not. It is 
igeonceivable that other than American-flag vessels should service the 
argo and passenger requirements of those establishments. 
% there seems to be sound and compelling reasons for believing 
shat the Pacific offers an opportunity for the expansion of American-flag 
sipping services with no real injury to those now in the field. 
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Mr. Cushing said “we recognize” that under today’s condi- 
tons, American ships could operate profitably trans-Pacific 
without government assistance, but over the years “we have 
wn fat freight markets come and go and we know that for 
ay long pull in shipping the lean years far outnumber the 
fat” In a really competitive market, he added, “we believe it 
is just a question of common sense and simple arithmetic that 
tigher American costs, unless offset by some form of govern- 
nent assistance, will force American ships to the boneyard 
while their foreign competitors can still break even.” He said 
there was 7 intangible off-set to “that simple arithmetic that 
ve know of.” 

Mr. Cushing said his company believed in a strong Amer- 
jan merchant marine and that American shipowners “must 
wme to greater mutual cooperation with each other if we are 
have any merchant marine at all.” 


Only “Triangular Course” Practicable 


David Gregory, director and traffic manager of the Olympic 
Seamship Co., in his testimony, declared that his company 
ws ideally qualified for service from the Pacific coast to the 
far East and “meets in every respect” the standards estab- 
ished by the merchant marine act of 1936 for subsidy opera- 
ion, The company presently had no ships but had applied to 
he commission for purchase of four C-3 type vessels for oper- 
tion over the proposed route, he said. 

Mr. Gregory reviewed the statutory policy and objects to 
accomplished in respect to trans-Pacific service, discussed 
vhat he termed the “unbalanced economics of trans-Pacific 
ade,” and traced the recent historical experience of American 
eration in the Pacific. 


_ Insupport of his contention that American flag operators 
nthe Pacific trade could operate economically only by follow- 
ma “triangular course” from the Pacific northwest to the 
rent, returning by way of California, Mr. Gregory cited the 
wivantage of foreign flag lines that might lift cargo at all 
Pacific coast ports and discharge at all those ports, without 
tstriction, as compared with the restricted American service. 
tk relatively few hundred miles of travel from California to 
te Pacific northwest added little to the cost, he said, if sub- 

cargo was obtained, in the light of the very large dis- 
mes travelled in the trans-Pacific trade. 


Mr. Gregory said opposition by interveners to subsidies 
Were unsound and impractical from the standpoint of long- 
tage operations. He expressed the belief that the disadvan- 
f¢ to American operators when their costs were compared 
with foreign operators would continue. While saying that Amer- 
mans could compete without subsidy as long as foreign oper- 
lors Were without ships, Mr. Gregory said any void created 
y removal of Japanese merchant vessels would be made up 
9 other foreign lines, a list of which he gave the examiner. 
: expressed the view that unsubsidized lines now oper- 
ting out of the Pacific northwest would eventually need a 

y and said Olympic had no objection to the granting of 

to those lines. 


No Subsidy for Grace Line 
In support of the Grace line application, R. R. Adams, 
msident of that company, reiterated the belief that the com- 
my could Operate in the Pacific trade without a sibsidy and 
the statement that “we ask no present commitment from 
‘mmission to grant us aid even if we eventually find it 
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necessary to apply for it.” He said he was present at the hear- 
ing only because his company needed the consent of the com- 
mission to enter the trade and referred to exhibits which he 
said showed the company had support, financially and other- 
wise, of the domestic communities primarily interested. 


MARITIME UNION TRAINING SCHOOL 


A school for the training of waiters and bedroom stewards 
for American passenger vessels will be conducted by the Na- 
tional Maritime Union, according to an announcement by the 
union this week. The school, which will open on August 25 
with an enrollment of 50 students, will provide intensive in- 
struction in courtesy and efficiency. The staff of instructors 
is headed by Tom Glennon, a chief steward who has served 
for 22 years with passenger lines. 

The union, in making the announcement said that “the 
American traveling public can look forward to a new high in 
courteous, efficient service aboard the American fleet of passen- 
ger ships.” According to Jack Lawrenson, N. M. U. vice-presi- 
dent, the union realized the need of raising its standards in the 
stewards department, because so many Veteran stewards and 
waiters of the pre-war years had left the sea or had been lost 
during the war, and that a new crop of youngsters were in 
need of training. 


National Maritime Union Submits 
Modified Great Lakes Demands 


At the request of Noel Fox, chairman of a three-man fed- 
eral conciliation panel, the C. I. O. National Maritime Union 
has submitted a set of modified proposals in an effort to avert 
a strike of dry cargo shipping on the Great Lakes, set for 
August 15. 

The union said articles 1, 3, 4, 5, 6, 7, 8, 9, 10, 11, 12, 14, 
and 21 of the agreement now in force were satisfactory, if 
amendments suggested by the National War Labor Board in 
December, 1945, were included. It said the practices involved in 
those articles had been in the main in practice on all bulk com- 
panies on the Great Lakes since the order was issued by the 
N. W. L. B. 

The union said it found unacceptable the following articles 
in the existing agreement. 


1. Hiring. 

2. Working Rules—The union is agreeable to accepting the present 
working rules for all departments as agreed upon in negotiations be- 
tween the union and Nicholson Transit in 1946. 

3. Traveling Allowance—The union demands the inclusion of a pro- 
vision to reimburse persons shipped who are required because of the 
time element to use other than public transportation facilities. We also 
insist on an increased rate of traveling expense to $7.00 a day and for 
first class transportation when required to travel in the course of em- 
ployment. 

4. Food Allowance and Subsistence—The revision of the present 
rates to breakfast $1.00, dinner $1.50, supper $1.50, room $3.00. 

5. Living Conditions—The union will accept the living. conditions 
agreed to in the Nicholson negotiations in 1946. 

6. Continuous Service—We will accept the arrangements drawn 
with Nicholson this year providing for payment every 90 days instead of 
the establishment of an arbitrary date as existed in the old contract. 

7. The termination date of January 31 is not satisfactory to the 
union for obvious reasons. We demand June 15 as a practical date. 

8. Manning Scales—The manning scale clause worded as agreed in 
the Nicholson negotiations is acceptable to the union. 

9. Fleetwide seniority. 


The union said it considered the following points as strike 
questions: 40-hour week; hiring, passes; and revision of wages 
and overtime rate retroactive to the first fit-out of 1946. 

It said it was willing to negotiate all other matters on the 
following basis: 


1. Negotiations to be conducted within 15 days of settlement of 
the strike issues. 

2. Failing to agree within that time, the Department of Labor to 
appoint an arbitrator whose decision will be binding on both parties. 
In addition to all the above there must be added the nine demands 
submitted to the bulk carriers under date of June 12. 


The union made its proposals during a series of meetings 
with the conciliators and the operators in Washington that 
began August 8. The agreement of the union to submit modi- 
fied demands resulted from a joint meeting held by the con- 
ciliators with the union and the Bethlehem Transportation Cor- 
poration, one of the fourteen dry cargo and tanker firms 
involved in the strike threat. 

The nine demands referred to as having been submitted 
June 12 were as follows: 


1. 40-hour week, with no reduction in present monthly wages. 
Such a work week would consist of 8 hours daily for 5 days. 
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2. An increase to all entry ratings of 10 cents per hour. 
3. Second cooks and others in this particular wage grouping—an 
increase of 15 cents per hour. 


4. Rated men in the deck ana engine departments and the combina- 
tion cook-steward—an increase of 18 cents per hour. 

5. Work in excess of 8 hours a day, and the 6th day, to be paid 
for at time and one-half of regular rate of pay. 


6. For the 7th day of work, overtime at the double rate should 
be paid. 


7. Wages and overtime rates to be retroactive to fit-out of 1946. 


8. The hiring of all replacements of ratings within the unit through 
the union office. 


9. All other points either having been previously discussed and/or 
existing in former contracts which are not mentioned above. 


It was said at the Labor Department that meetings with 
the union and the operators would be continued, in an effort 
to settle the issues. 


Strike Begins 


Although negotiations in Washington had not been inter- 
rupted, the strike of members of the National Maritime Union 
on the Great Lakes began as scheduled at 12:01 a.m., August 13. 

At the Labor Department it was stated that, while Joseph 
Curran, president of the union, and John Rogan, chairman of the 
union’s strategy committee, had left for Cleveland, other rep- 
resentatives of the workers had remained in Washngton and 
were ready to continue negotiations. It was also said that all 
the operator representatives had remained in Washington and 
were likewise available for continued talks. 


SHORT LINE MEDIATION CASE 

_ The National Mediation Board began mediation this week 
in proceedings involving 45 short lines that had not, at the 
time the board’s services were invoked, granted the wage in- 
creases totaling 18% cents an hour that were obtained by rail- 
road employes generally under the recent wage settlement. 
Lack of funds to meet the increases is understood to be the 
reason for refusal of most of the lines involved to grant the 
increases. As mediation progressed, it was stated at the board, 
settlements were being effected but it was added that no an- 
nouncement of settlements would be made at this time. 





Express Shipments at New High 


Reflect Industrial Output Peak 


Indicative of the nation’s industrial output, which has 
reached a new high peak for June, is the Railway Express 
Agency’s latest shipping report which shows a total of 18,024,- 
639 rail shipments handled in June, 1946, an increase of 1,604,- 
080 shipments over the same month in 1945, a percentage in- 
crease of 9.8. The June report also shows percentage increases 
in all of the agency’s 64 operating divisions ranging up to 197.4 
per cent registered in the Hawaiian Islands express offices. 

Rail shipments began rising in January of this year and 
‘continued their upward trend through the ensuing months, 
says the report. New monthly records were scored and added 
up to a grand total of 114,292,704 rail shipments for the first 
six months, an average of 631,451 shipments a day in the 181- 
day period, or 438 rail shipments every minute. This compares 
with 100,883,505 shipments handled during the like period last 
year. 

Express officials pointed out that the expected drop in busi- 
ness after victory, in which time much-needed repairs would be 
made and worn-out equipment replaced, never materialized. 
Instead, they added, an unprecedented volume of express ship- 
ments deluged the agency and were handled with the same 
equipment used throughout the war. 

New York City, which leads the nation in the number of 
express shipments handled, had a 6.9 per cent increase for 
June with 2,240,983 shipments and a cumulative total of 15,- 


771,843 rail shipments during the first half of 1946, according to 
the report. 


STRAPPING SEALER DEVELOPED 


A new method of sealing strapping protects enameled and 
painted surfaces from chipping, according to claims of the A. J. 
Gerrard & Co., which developed the method. The new tool 
creates new internal bracing uses for both Stur-D-Strap and 
Fiber-and-Steel strapping developed for direct application on 
vulnerable surfaces without danger of marring, it is said. The 
new seal closer, the maker says, provides a safe means of secur- 
ing the strapping on trays inside refrigerators and over grates 
inside stoves, without danger of chipping interior surfaces. It 
also claims that effective shipping protection is provided for 
such products as water heaters, plumbing equipment, washing 
machines, refrigerators, furniture, and radios. 


Mexico-Arizona Temporary 
Air Rights Granted 


The Civil Aeronautics Board announced August § thy ; 
had issued a temporary foreign air carrier permit to Acronay 
de Mexico, S. A., to engage in foreign air transportation , 
tween Hermosillo, Sonora, Mexico, and Nogales, Arizona, 
permit was approved by President Truman on August 7. jy 
and is effective for a period of 90 days from that date. ' 


The cities of Nogales, Sonora, and Nogales, Arizona, for 
one community, separated by a fence which serves as a hoy, 
ary between the United States and Mexico. The board said thy 
the airport at Nogales, Sonora, had been rendered unservigesiij 
by heavy rains which caused the surface ditches to overflow ay; 
flood the field, and unless permission was granted Aeronayes tj 
land at the airport on the United States side of the border ; 
would impose a distinct hardship upon the citizens of Moric 
who were dependent upon Aeronaves’ service between Herny 
sillo and Nogales, Mexico. 

The Board said that issuance of a temporary permit i 
Aeronaves “is in the public interest and will alleviate the con, 
tion brought about by this emergency and is compatible wit 


the friendly relations which exist between Mexico and tn: 


United States.” The board pointed out, however, that “ti 
issuance of this permit will not be recognized as constituting 
any basis for a future claim of permanent operating rights” 

Aeronaves has been operating scheduled air transportatic 
service within Mexico for the past 12 years. 


All American Aviation, Inc., to 
Expand Feeder and Pick-up Service 


On the sixth anniversary of certification by the Civil Aer 
onautics Board of its feeder line and aerial pick-up service 
August 12, All American Aviation, Inc., through Robert M. Low 
president, in Washington, announced plans to expand the servi 


with options for an additional 20 of the planes said to be 
first to be designed specifically for regional airline service. 
In applications now awaiting decision by the Civil Aerona 
tics Board, the company was proposing passenger service to 121 
cities on its present and projected routes, said Mr. Love, adding 
Naturally, we don’t know what the board’s decision will be on out 
applications, but if it is favorable, All American, consistent with the 
progressive policy which has marked the company’s development, wat 
to be in a position to give these communities service just as quick 


as possible. Many of them already have been waiting too long {im 
service. 


That is why we are buying five new aircraft right now and taki 


an option on 20 more which will assure us a favorable priority positle 


on their delivery. 

The new transports will be equipped for air pick-up which wil 
make it possible to operate them in either conventional service ™ 
combination passenger and pick-up service. 


All American plans to introduce the Saturns to its netwot 
of lines which serve cities and towns in New York, Penns! 
vania, Ohio, West Virginia, Kentucky, and Delaware. 

“The Lockheed Saturn is a 14-passenger twin-engine tra 
port with a top speed of 250 miles an hour and with numer 
design features developed out of intensive research that ® 
Lockheed Aircraft Corporation carried on in the regional tral 
port field in order to determine the proper type of plane for th 
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new branch of aviation service,” said Mr. Love who Sl PA ci 


contract for the new planes with Rodgers Donaldson, east 
manager for Lockheed. 


P. C. A-NORTHEAST MERGER 


Examiner Ross I. Newmann, of the Civil Aeronautics boa 


in a report in No. 2186, Pennsylvania-Central-Northeast re 
Case, has recommended that the board approve the appu’” ‘ 
of the Pennsylvania-Central Airlines Corporation for app po 
the proposed merger of Northeast Airlines, Inc., with Pe 


s | 


vania-Central Airlines Corporation and of the transfer of 


certificates of public convenience and necessity of or 
Airlines, Inc., to Pennsylvania-Central Airlines Corporat! 


The examiner concluded that the proposed merger Wo™ 





ast 17, 1946 


in creating a monopoly or restrain competition or 
“ize another air carrier and would not be inconsistent 
ublic interest. The examiner said the proposed 
would not impair the efficiency of the New England 
j service and therefore would not contravene general 
yconsiderations previously announced by the board. 
“pepresentatives of certain employe groups of P. C. A. and 
t urged that the board impose conditions in its 
vrof approval for the protection of any employes who might 
yiversely affected by the consummation of the transaction. 
,xaminer concluded that the board had authority under the 
: geronautics act to impose such conditions and recommended 
ht if the board approve the merger it impose such terms and 
ditions for the protection of employes who might be adversely 
ted thereby as it deemed necessary and proper. 
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ir Certificate Applications 


The Pittsburgh Chamber of Commerce has asked the Civil 
ionautics Board to amend the transatlantic certificate of 
ranscontinental & Western Air, Inc., to designate Pittsburgh 

4 co-terminal point on that route (application No. 2435). 

Authority for scheduled air transportation of property and 
wil by helicopter between San Francisco municipal airport 
“i San Jose, San Rafael, and Vallejo, Calif., via specified 
semediate points, has been requested by Southwest Airways 
». Beverly Hills, Calif. (Application No. 2437). 

“Other requests for air transport authority have been filed 
th the C. A. B. as follows: 


No. 2429, Ohio Intra-State Airlines, Cleveland; scheduled; persons, 
getty, and mail between Cleveland and Columbus, O., via inter- 
diate points. 

No, 2430, Dean Resler, Sterling, Colo.; non-scheduled; passengers 
{property in call and demand service between points and places in 
jorado, Nebraska, Wyoming, Kansas, Oklahoma, New Mexico, and 


orary permit i 
eviate the con 
compatible wi 
Mexico and th 
yever, that “ths 
| as constituting 
ating rights,” 

ir transportati No, 2431, Braniff Airways, Inc., Dallas, Tex.; waiver of application 
{provisions of sections 2, 3, 4, and subdivisions (c), (d), (e). (f) and 
) of section 5, executive order 8251, in so far as such provisions would 
sherwise apply to its operations into, within and from the Canal Zone, 
gscheduled air transport and all other necessary flying connected 
herewith, 

No, 2432, Twentieth Century Air Lines, Inc., Charlotte, N. C.; 
wheduled; persons, property, and mail between Charlotte and Chicago, 
i), via intermediate points. 

No, 2483, Western Air Freight Forwarders, Inc., Jersey City, N. J.; 
hight forwarder within the United States. 

No, 2434, Same; freight forwarder within the U. S., territories and 

essions, and foreign countries. 
ckheed SatumsH No, 2436, Pan American Airways, Inc., New York; amendment to its 
S said to be thaiuin American certificate to include Montego Bay, Jamaica, as an inter- 
rline service, ilate point between such intermediate points as may be served in 
e Civil Aeronav4gm and the intermediate point Kingston, Jamaica, on the Latin Amer- 
er service to 12igg@ route. 

[r. Love, adding No, 2438, National Airlines, Inc., Miami, Fla.; amendment to its 
tiiicate for route No. 39 to include Panama City, Fla., as an inter- 

ion will be on oug point between Pensacola and Tampa on that route, 

onsistent with tha] No, 1675, Hoosier Air Freight Corporation, New York; amendment 

evelopment, wanliy, 3 to change name of applicant to Air Borne Cargo Lines, Inc. 
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Pan American Airways, Inc., in No. 2423, has petitioned 
iC. A. B. for approval of an agreement made July 30, be- 
men it and Pan American-Grace Airways, Inc., whereby Pan 
merican would charter Pan American-Grace aircraft to be 
erated with Pan American-Grace flight crews over Pan 
anerican’s certificated routes between the Canal Zone and the 
minental United States, to enable flight without change of 
mane between the. continental U. S..and the South American 
untries that Pan American-Grace is certificated to serve. 
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SURPLUS PLANE SALES 


Residents of California, Texas, and Florida purchased one- 
search that # of the first 16,000 surplus planes sold by the War Assets 
> regional tran WW. r =. according to an analysis of sales made public 
of oe va__The study also reveals that Los Angeles County, Calif., 
aldson, eastel ‘dents have purchased more surplus aircraft than the resi- 
‘ als of 20 states. Lapeer County, Mich., held highest rank 
tumber of planes purchased per 10,000 population. 
; Private flyers, including many veterans, made up 66 per 
F aa of the buyers of the first 16,000 planes. These buyers, who 
onautics Boaltgeinased from 1 to 3 planes each constituted the largest class 
brtheast Meretig” Ml Ts, but the largest number of planes was bought by 
the applicatoditaton enterprises. These companies, each buying more than 
for approval for their own business or for resale, purchased 65 
with Penns)" cent of the first 16,000 planes. 
transfer of th ., A. A. stated that approximately 25,000 planes had been 
y of Northes incltogether, but the study was based only on the 16,000 


0 ration. which h ‘ 3 ; , 
ae would t nig. ad been sold by April 30 of this year. Continuing, 
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Complete results of the analysis are contained in a pamphlet, ‘‘The 
Buyers of Surplus Aircraft.’’ This gives full details on types of buyers, 
types of planes purchased, geographical distribution of buyers, and 
state and county ranking in number of planes purchased. 

The report was prepared primarily to make available to the aviation 
industry and the public complete information as to the size and nature 
of the market for surplus aircraft. W. A. A. said that this material 
should be particularly helpful to the aviation industry in plotting sales 
trends and in gauging the market for new aircraft. 

Copies of the pamphlet may be obtained from War Assets Admin- 


istration, Office of Aircraft Disposal, 425 Seeond St., N. W., Washington 
25, D. C. 


Aircraft Industry Estimates 
Billion Dollar Production 


In 1946 it is estimated that the aircraft industry will pro- 
duce 1,660 military and 35,000 civil aircraft with the total out- 
put valued at about a billion dollars, says the Aircraft Indus- 
tries Association of America, Inc., in a review of the industry 
“one year after V-J Day.” 


That estimate is contrasted with the industry’s wartime 
peak production of nearly 100,000 _— a year, valued at more 
than sixteen billion dollars. Employment in the industry has 
dropped from a wartime peak of 2,080,000 to approximately 
200,000 at the present time. 


_ _ “The world’s largest industry in 1944 is now the nation’s 
sixteenth industry in rank of manufacturing employment,” said 
the association. 


Army and navy aircraft commitments totaling $26,598,873,- 
000 were canceled up to December 31, 1945. 


Though contract cancellations and settlements after the 
first world war wiped out the then-existing aircraft industry, 
all the major aircraft firms producing aircraft in the second 
world war are still in existence and most have introduced new 
military or civil models in the twelve months since V-J Day, 
according to the association. 


Other data made available by the association follow: 


Since V-J Day more than 20,000 civil aircraft have been delivered, 
but military production has slowed to a trickle. From a wartime peak 
of 9,117 in March of 1944, output dropped to 62 in June and 67 in July. 
Three bombers were delivered in July. 

Total acceptances (production) of military aircraft for the first 
seven months of 1946 were 704. The total has been somewhat below 
schedule because of strikes, materials shortages, delays in getting 
started on new models, etc. Probable output for the full year of 1946 
will be 1,600 military planes, assuming there will be some improvement 
in current short supplies of materials and components. 

This figure of 1946 output will compare with the output of 3,000 
planes a year, which the official Air Coordinating Committee has held 
to be the minimum level that should be maintained in the interest of 
national security. The committee stated that ‘‘This level approximates 
the absolute minimum, we believe, from which it would be possible 
to plan for mobilization in a future emergency.”’ 


Technical Progress 


While output of military aircraft has slackened, technological de- 
velopments in the field of military aviation have created demands for 
greatly expanded research programs. The army has awarded a contract 
for development of an atomic aircraft engine. Urgency of expanded 
research is further pointed up by the development of guided missiles, 
rockets, pilotless aircraft, helicopters, and flying wing aircraft. Dis- 
coveries in rocket and jet propulsion have so emphasized the need for 
research into supersonic speeds that government proposals for research 
facilities costing hundreds of millions of dollars are being prepared for 
presentation to Congress. , 

Indicative of this rapid pace of aeronautical progress is the un- 
veiling of 27 new high-performance military planes in the last year. 
Manufacturers have also announced 16 new commercial transport models 
in this twelve months. Many new types of personal aircraft also have 
been introduced. 

Highlighting technical progress were the many new records estab- 
ltshed by American aircraft in the months.following V-J Day. A new 
world distance record was set, from Guam to Washington, non-stop. 
New records were established for east-west, and west-east transconti- 
nental hops by bombers, fighters and transports. American bombers 
set many new world’s records for speed and distance with load. Helli- 
copters set new speed, altitude and load records. An American trans- 
port went aloft with the largest load ever lifted from the ground, and 
the first flying wing-bomber took to the air, as did the world’s largest 
land-based bomber. 


Civil Aviation 


The personal and transport plane record for the last year clearly 
reflects a growing boom in civil aviation. At the end of the first year 
of peace, U. S. manufacturers had a backlog of 47,657 orders for civil 
(personal and transport) aircraft as of June 30, 1946. 

U. S. domestic and overseas airlines report a great increase in 
demand for passenger and cargo space since V-J Day. In the first 
quarter of 1946, they carried 3,060,272 revenue passengers, nearly 
500 per cent more than in the same period in 1940, 


On V-J Day, these airlines had 440 planes in service. Today, they 
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are operating 708 planes. They had 448 two-engine and 266 four-engine 
transports on order as of June 30, 1946. 


Personal Flying 

Rapid growth of interest in personal flying, predicated in a recent 
Gallup poll which reported 29 per cent of adults want to be pilots, 
is given concrete expression by the backlog of unfilled orders for 
46,925 aircraft on the books of personal plane manufacturers as of 
June 30, 1946. 

Production of personal aircraft during the first half of the year 
was approximately 13,500 (data for first three months of the year are 
still incomplete). Indicated production for the full year, assuming 
no new serious strikes and some relief from current materials shortages 
will be approximately 35,000. This compares with the previous record 


production of 6,597 planes in 1941 (most of these were for C. A. A.’s 
civilian pilot training program). 

The Civil Aeronautics Administration reports an increase of more 
than 1,000 per cent in civil pilots since 1939, the last normal pre-war 
year, when 31,264 held certificates. On July 1, 1946, pilots had in- 
creased to 342,418. Just before V-J Day, on August 1, 1945, the total 
was 230,113. 

Reflecting veteran’s activities under the GI Bill of Rights’ educa- 
tional program, C. A. A. reports 64,253 student pilot certificates issued 
in the first half of 1946. In January, 4,844 certificates were issued and 


a ve of applications has been increasing steadily, with 17,943 issued 
in June. 


Aircraft ownership has increased by more than 350 per cent since 
1939, when 13,217 civil aircraft were registered. On July 1, 1946, the 


total was 57,488. Just before V-J Day, on August 1, 1945, the total 
was 32,480. 


Midway in 1946 a seven-year airport building program got under 
way with passage of the federal airport act, which authorized half a 


billion dollars. Most of this will go for small town landing facilities, 
or airparks. 


Actual construction will get under way with the first good paving 
weather in 1947, barring further restrictions on construction because 
of the veterans’ housing program and material shortages. 


Shows Planned 


For the purpose of exhibiting new models of military, transport 
and personal aircraft to this growing market, the industry plans 
two national aircraft shows within the next 12 months. The first will 
be held in Cleveland, O., November 15-24, and the second at Los 
Angeles in April, 1947. 


Surplus Disposal 


While the industry’s change over to peace has been in progress, 
the government’s surplus aircraft disposal program has met a good part 
of the demand, both in the U. S. and abroad. 

More than 25,000 surplus aircraft of all types have been sold in 
the United States. At least 2,000 of these were transport planes, many 
of which are in non-scheduled operation. 

Through lend-lease settlements and surplus sales abroad, more than 
3,000 U. S. transport aircraft have been acquired by 60 foreign airlines, 
governments, and individuals in every continent. Large quantities of 


surplus engines and spare parts also have been purchased by these 
foreign buyers. 


B. 0. A. C. SERVICE EXTENSION 

British Overseas Airways Corporation recently announced 
an extension of its Baltimore-Bermuda service until December 
31, 1946. The extension of the three round trips weekly, orig- 
inally scheduled to continue only until October 1, was the re- 
sult of a recommendation by B. O. A. C., approved by the 
Ministry of Civil Aviation. While it is understood the matter 
is under constant consideration, no information is available at 
the present time as to the future of the service beyond the 
extension date of December 31. 


DELTA AIR LINES CITED 


The National Safety Council has cited Delta Air Lines as 
an aviation safety award winner for operating 311,840,152 pas- 
senger miles without a fatality, during the 10-year period from 
1936 to 1945, inclusive. Delta, selected as group B winner, 
among airlines flying from 30,000,000 to 125,000,000 passenger 
miles annually, has received certificates of safe operation from 
the National Safety Council for 10 consecutive years. United 
Air Lines won the group A award, while Hawaiian Airlines 
won in group C. Fifteen other airlines received certificates for 
perfect records in 1945. 


SCANDINAVIAN AIRLINES SYSTEM ORGANIZED 


Formation of the Scandinavian Airlines System was an- 
nounced August 14, at the system’s New York City office by 
Tore H. Nilert, who will head the group’s activities in North 
America. Mr. Nilert spoke for the three airlines which com- 
prise the new organization, the Danish Airlines (DDL), the 
Norwegian Airlines (DNL) and the Swedish Intercontinental 
Airlines (SILA). These airlines will pool equipment and per- 
sonnel for joint operation, and will offer regular service from 
the United States to Copenhagen, Oslo, and Stockholm. The 
formation of the group marks the first time in aviation history 
that three nations have pooled their air services in a single 
unit, Mr. Nilert said. 













TRAFFIC Wop, 


Regular trans-Atlantic service, using four-engine Dou) 
DC-4’s, will begin September 21. Meanwhile, twice yp 
charter service is being operated. Per A. Norlin, President 
SILA, has been named president of the new combine, y, 
Nilert, who has been U. S. representative for SILA, 
in cooperation with Max Westphall, U. S. representatiys 4. 
DDL and Capt. Gert Neidell, U. S. representative fop ny 
The agreement among companies is valid for five years 4 
new organization, which will also be known as Scandingir y; 
fly the intercontinental routes of the three members, and wil 
also shortly offer schedules to South America via Africa. 














INTERNATIONAL AIR EXPRESS GAINS 

A gain of 42.5 per cent, for the first six months of this year 
compared with the first half of 1945, was registered j, ait 
express shipments. The 13 international airports handleg yy). 
741 shipments, compared with 154,831 during the same Deriog 
in 1945. International air traffic is handled at Brownsville 9 
Paso, Fort Worth, Laredo, and San Antonio, Tex.; Los Angeles 
San Francisco, and San Pedro, Cal.; Miami, Fla.; New Orleans 
La.; New York; Seattle, Wash.; and Honolulu, Hawaij, 














WHITE TRUCKS MOVE UNUSUAL LOADS 


Hauling everything from planes to ships, in addition to the 
more conventional loads, in recent war years, when almost in. 
possible demands were made on transportation resources, has 
made the motor truck the popular media for handling difficy 
transportation assignments, according to the White Motor (, 
Cleveland, Ohio. This is due to the ability of the motor trig 
to go almost anywhere and to carry loads of vast extent ani 
weight that could be handled in no other way it says. Tailored 
semi-trailers and truck tractors were created by transportation 
engineers to haul loads which would ordinarily tax the imagin. 
tion, and mobile dollies were created when the loads became 
too long for the conventional trailer, it says, adding that these 
dollies were so attached as to become a part of a special im. 
provised trailer. Gained under wartime conditions, this experi- 
ence has set the pace for even more pronounced developments 
since the war for the White Motor Co., it points out. 


















1945 MOTOR CARRIER ACCIDENTS 


At the direction of division 5 of the Commission, a report 
of “Analysis of Mechanical Defect Accidents of Motor Carries, 
1945” has been released to the public. The report was prepared 
by members of the staff of the Bureau of Motor Carriers, ani 
in a notice to the public Secretary Bartel said the report was 
not to be construed as an official expression of the views of the 
Commission. 

The 69-page mimeographed report analysis 1,124 motor 
carrier accidents that occurred in 1945 in which the cause of the 
accident was either directly or indirectly traceable to a mecha- 
ical defect and/or failure. It was prepared under the general 
supervision of G. R. Wellington, chief of the section of safety, 
by Louis Reznek, mechanical engineer of that section, according 
to director Blanning, of the Bureau of Motor Carriers. — 

“The report is intended to focus increased attention m 
the problem of better inspection and maintenance practices by 
carriers and better design and construction by manufactures 
to the end that the number of accidents traceable to these causes 
will be reduced in number and severity,” said Mr. Blanning, » 
his letter of transmittal to division 5. 


B_eee 
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1. C. CONSTRUCTING ALUMINUM REEFER 


Assembly of “a rolling ice-box built of aluminum and glass 
cradled on aaines that would do credit to a baby bugey, f 4 
pable of flashing across the country at better than 4 om 
minute” was started August 12, at the McComb, Miss., car 
of the Illinois Central Railroad, according to an ann ‘ion 
of W. A. Johnston, president. Making extensive use “ - 
num, fiber-glass insulation, and forced air circulation, | aoe 
is being built according to plans formulated by the refrigeral? 
car committee, of the United Fresh Fruit and Vegetable Assoc 
tion. Capable of being heated as well as cooled, the car, 
the use of collapsible bulkheads, will double in se 
needed, with added space, for ordinary merchandise 
purposes. 

























wae 82 FRE 2RE5 


Lg pH 


CHANGE IN DOCKET 


Hearing in’ MC 107151, assigned for August 15 at Billings, 
was cancelled. 

Hearing in MC 9873, Sub. 4, assigned for August 12, at pr 
City, Okla., was postponed to September 12, at Fed. Bidg., 
City, Okla., before Jt. Bd. 88. 19, at Fort 

Hearing in MC 59680, Sub. 58, ’ 
Worth, Tex., was cancelled. 


Mont., 
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(oal Traffic and Rail Equipment 


Editor, The Traffic World: 

A New York City wholesale coal man just wrote me: “We 
gal men hope the railroads remember it was coal which helped 
yem during the long lean years of depression.” 

In the recent boosting of demurrage rates on coal carry- 
ing equipment, it was indicated by some railroad men that 
jalers and industrial consignees of coal were delinquent and 
geffcient, if not intentionally careless. 

Such is not the truth. Although railroads have gone to 

t extent to improve passenger equipment and service, also 
je. merchandise freight equipment and service, very little 
jas been done to improve coal equipment and service. If any- 
thing, coal equipment is in worse shape than ever and schedules 
snd service is little if any improved. 

For example, suggestions that coal cars be equipped with 
nller bearings allowing easier moving about the yards of dealer 
mi industries; that coal cars be covered to prevent foreign 
matter contamination in transit; that coal cars be equipped to 
dow use of vibrator unloaders, that new type hopper doors 
eused, have met with no response. 

With all due respect, if the officials would spend a little 
i the time they now spend worrying about transcontinental 
passenger service on improving coal carrying equipment and 
grvice, we coal men would be honored. This goes for all coal 
originating railroads. 

Another thing some of us coal men do not understand is 
why some railroads, who admit over 50 per cent of their rev- 
enue is from coal traffic are so “diesel-minded.” 

_Coal men are as pleased to have coal handled by diesels as 
tailroad executives would appreciate having their supply coal 
telivered by motor truck from the mines. 

If diesels are so economical then why boost freight rates? 

_It is an oddity that while coal originating railroads are 
ging strong for diesels, the Rutland Railroad which gets only 
im per cent of its revenue from coal traffic, and is struggling 
tard for existence, selected coal burning locomotives for the 
fist locomotive purchase it has made since 1929. 

H. W. Clark, Coal Sales Representative 
Syracuse, N. Y., August 13, 1946 


Tuck Rates and Costs 


iiitor: The Traffic World: 
Ihave been much interested in the article written by F. S. 
n, appearing in the Traffic World of June 15, your 
Truck Rates and Costs,” and various communications, 
Pro and con in subsequent issues. 

Iwas also interested in the remarks of Dabney T. Waring, 
eral manager of the Middle Atlantic Motor Carrier Confer- 
act, whose comments seem to be contradictory. He states that 
tates should not be based on costs, as he feels that it is not 
wind from the standpoint of the public or the carriers to use 
isis as the sole basis. Then, in my opinion, comes the con- 

n, when he states that no motor carrier should be ex- 
~s hor permitted, knowingly and continually to handle any 
a less than out-of-pocket cost. I wonder what he really 


: y It is my firm opinion that all rates published for our indus- 


should definitely be based on costs. How else are we to 
fgure them ? 

My experience in freight transportation dates back 25 
Mars. I started with the railroads and served several years 
scat as a rate clerk. This was my first taste of the com- 
h tions and ramifications of the freight rate structures and 
rhe difficulties in the application of correct rates and classifica- 
i Even the experts would argue in the early days, as they 

y, as to the correctness of the applicable rate. It’s no 
re that they do so with a classification that is wrong, be- 
das We issue exceptions Tariffs that proves that. There are 
~ tariffs are wrong, and individual lines which take excep- 
tn ‘o the exceptions and publish something of their own. 

Wondering where there is a man, be he a low-salaried 
tt lerk or a high-salaried traffic manager, who can prove 

rate is right beyond any shadow of a doubt, or where 


S with 101 columns, commodity tariffs that say the’ 


there is an operator who can do any better by definitely quot- 
ing a rate to compensate him for his services. 

From the railroads I moved into a large industrial traffic 
department, where I plainly saw that, because they made a 
certain commodity that was in competition with another manu- 
facturer, they had to have a cheaper rate to meet their com- 
petitors price all at the expense of the transportation companies. 
Or because everyone was hungry for the vast tonnage they had 
to offer, various other commodity rates were offered them. 
Add all of this up and then realize that these practices prevail 
throughout the country. We needn’t wonder why everyth ng 
is so complicated and why we operators lost nearly $12,000,000 
in the last quarter of 1945. 

My memory is vivid of the days just prior to Jan. 1, 1936, 
when we operators were requested by the Commission to file 
our tariffs, and of the furore that was created by that one re- 
quest. Not many of us knew too much about tariffs then, nor 
were we prosperous enough to seek and obtain expert advice, 
so it developed into meeting after meeting among all the motor 
carrier operators in various cities throughout the country in 
an attempt to construct tariffs, publish them and file them by 
the designated date. What a conglomeration of thoughts and 
opinions developed from these meetings. I attended a good 
many of them all that I possibly could in Columbus, Indian- 
apolis, Louisville, Chicago, Lansing, South Bend and Ft. Wayne. 

At one meeting in Indianapolis, which probably was at- 
tended by more operators than at any one other place, I made 
a brief talk stressing the importance of simplicity and practica- 
bility in the filing of rates and how complicated the railroad 
publications at that time were; that we should all bear in mind 
that our rates should be based on costs, and that it was advis- 
able to compare costs of operations to determine the base neces- 
sary. Everyone agreed, but not too many, with our home-made 
bookkeeping systems, knew exactly what our costs were, so 
this went by the wayside. In a final and desperate plunge we 
grabbed the Consolidated Freight Classification and the rail- 
roads class tariffs and began from there. As a matter of fact, 
haven’t drifted too far away from them as yet. Now, this was 
all impractical. We fully realize that now. It gave us a source 
of revenue that was no more related to the industry than it 
would have been had we had based it on marine or postal 
rates. 


The plan offered by Mr. Thompson is practical and, I 
hope, a stepping stone to the Utopia we have so often dreamed 
of a classification and tariffs published in such a manner that 
anyone can read and understand and, that at the same time, 
will compensate profitably the industry for services performed, 
which services, I firmly believe, are superior to any other mode 
of transportation now generally offered. 

I believe that now is the time for the experts—and the 
industry has produced a good many of them during these years 
to get together and present the shipping public with tariffs that 
are practical, readable, and not only a credit but also a stimu- 


lant to the industry. 
H. N. Clauss, Vice-President, 
Short Line Express Co., Inc. 
Fort Wayne, Ind., August 12, 1946. 


CHICAGO TRUCKING ACCOUNTANTS’ MEETING 
The Motor Carrier Accountants’ Soci in Chicago and 


the American Trucking Associations, Inc., will sponsor a meet- 


ing, August 15, at the Bismarck Hotel, Chicago, to which 
managers and accountants of Class 1 motor carriers in the 
area are invited. The new chart of accounts proposed ‘by the 
Interstate Commerce Commission will be discussed. 


U. S. RUBBER ACQUIRES NEW PLANT 


The purchase of a government-built plant at Fort Wayne, 
Ind., was announced recently by the United States Rubber Co. 
built in 1941, for the Studebaker Aviation Corp., by the Re- 
construction Finance Corp., it was used during the war for the 
manufacture of aircraft engine gears. Ultra-modern in design, 
the one-story buildings are air conditioned, windowless and 
equipped throughout with fluorescent lighting. Including both 
manufacturing and administrative departments, the floor space 
totals more than 400,000 feet. This plant will specialize in the 
—" of automobile rubber parts other than tires and 
tubes. 
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State Legislation Affecting 
Highway Users Reviewed 


Action by eleven state legislatures reported by Na- 
tional Highway Users Conference. Kentucky, Louisi- 
ana, Massachusetts, Mississippi, New Jersey. New 
York, Rhode Island, South Carolina and Virginia at 
regular 1946 sessions enacted 66 bills of primary 
interest and importance to highway users while 
Georgia and Missouri in “carry-over” sessions from 
1945 enacted ten such measures 


Legislation involving diversion of highway user revenues, 
taxation of highway users, size and weight of motor vehicles, 
reciprocity, registration, and regulation of carriers operating on 
highways, enacted by state legislation in 1946, has been sum- 
marized in the following review issued by the National Highway 
Users Conference, Washington, D. C.: 


Anti-Diversion Constitutional 































































Amendments . 


. A constitutional amendment was adopted in Massachusetts, which 
if jointly agreed to by the next legislature and approved by popular 
vote, will prevent diversion of highway user revenues. Similar meas- 
ures failed in Mississippi, New Jersey, New York, and Rhode Island. 
The Virginia legislature by joint resolution expressed its intent that 
motor fuel and motor vehicle revenues be used solely for highway 
purposes. 


Motor Fuel Taxes 


New York legislation extended the 2c emergency gasoline taxes. 
Virginia increased gasoline tax from 5c to 6c per gallon, effective June 
19, 1946. The tax was made applicable to all gasoline purchased by car- 
riers outside the state, but used over roads in the state by laws passed 
in Virginia and Mississippi. Proposed gas tax increases were defeated 
in Kentucky, Massachusetts, Mississippi, Rhode Island and South 


Carolina. A bill to permit a 1c municipal processing tax on gasoline 
died in Mississipp1. 


In Mississippi the legislature revised and re-wrote the gasoline tax 
law, but the rate remained unchanged. The tax rate on motor fuel 
other than gasoline, however, was raised from 6c to 7c per gallon. 

Gasoline tax refund amendments were enacted in Georgia, Kentucky, 
Mississippi and South Carolina. The Kentucky and Georgia enactments 
concerned agricultural uses of motor fuel. 


Size and Weight 


Size and weight increases become law in four states; Kentucky, 
Massachusetts, Mississippi and New York. 

In Kentucky single unit length was increased from 26% feet to 35 
feet, tractor-semi-trailer length from 40 feet to 45 feet, and gross weight 
from 28,000 lbs. to 42,000 lbs. Massachusetts increased maximum length 
of tractor-semi-trailers from 40 to 45 feet, and gross weight of two-axle 
vehicles from 30,000 lbs. to 36,000 Ibs. and three-axle vehicles from 40,000 
Ibs. to 50,000 lbs. Mississippi provided for axle weights based on tire 
sizes. Gross weight is determined by axle spacing and the maximum 
increased from 30,000 lbs. to 45,000 lbs. The 35-foot maximum length 


limit for single units in New York was made inapplicable to semi- 
trailers. 


Thirteen bills liberalizing vehicle sizes and weights failed of enact- 
ment in the eleven states under consideration. 


Equipment 


The use of red emergency reflectors by disabled vehicles on the 
highway is permitted by an amendment to Massachusetts motor vehicle 
equipment law. A Mississippi enactment requires the placing of red 
flags 100 feet to the rear and 100 feet forward of a disabled vehicle 
during the day. South Carolina suspended motor vehicle inspection 
until March 1, 1947. 


. 


Reciprocity 


New legislation in Mississippi permits establishment of ports of 
entry, which are called ‘‘courtesy stations.’’ The Motor Vehicle 
Comptroller, subject to the Governor’s approval, is authorized to estab- 
lish these stations for the purpose of enforcement and administration 
of laws relating to the levy and collection of gasoline, oil, and other 
petroleum product taxes, and grades, standards, and specifications 
thereof, motor vehicle privilege taxes, and other laws subject to admin- 
istration by the Comptroller. 


In Kentucky four bills, which would have exempted non-resident 
motor vehicles from the state motor vehicle use tax, granted full 
reciprocity to non-resident passenger cars, and authorized the making “of 
reciprocal agreements, failed of enactment. 

Virginia exempted non-resident for-hire carriers from its 2 per 
cent gross receipts tax. 


Registration 


Bills relating to motor vehicle registration were introduced in all 
eleven states. Out of the approximately forty-two introductions, seven 
bills of importance were enacted. 

Georgia changed the weight fees on truck-trailers and semi-trailers 
not operated for hire from $1,000 for all excess over 10,000 Ibs. to $300 
for 10,000 lbs. to 12,000 lbs., $500 for 12,000 lbs. to 14,000 lIbs., and 
$1,000 for more than 14,000 lbs. The weight fees for such vehicles when 
operated for hire are changed from $15,000 for more than 10,000 lbs. 
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to $600 for 10,000 Ibs. to 12,000 lbs., $1,000 for 12,000 lbs. to 14,000 lbs., 
and $1,500 for more than 14,000 lbs. 

Kentucky changed the schedule of registration fees from a capacity 
basis to a gross weight basis with the fees graduated from $10 for 
5,000 lbs. or less to $150 for the maximum weight of 42,000 lbs. An addi- 
tional weight tax was imposed on all trucks other than carriers of 


property; wherein the gross weight exceeds 18,000 Ibs. This additional 
tax is graduated from $67 to $200 for weights ranging from 18,000 lbs. 
to 42,000 lbs. An additional weight tax on trucks operated as carriers 
of property is imposed ranging from $22 for 5,000 lbs. or less gross 
weight to $300 for the maximum 42,000 lbs. A 50 per cent additional 
fee is applicable when the vehicle is not equipped with pneumatic tires. 


Mississippi revised its registration and privilege license fees, de- 
creasing nearly all fees and changing the basis of tax on common and 
contract passenger carriers from seating capacity to percentage of 
gross revenue. Mileage taxes formerly graduated upon carrying capacity 
were imposed at a mileage rate dependent upon vehicle classification. 
The gross revenue tax upon common and contract passenger carriers 
is to be paid quarterly rather than annually. Other Mississippi legisla- 
tion provided for the registration on a gross weight basis of vehicles 
using fuel other than gasoline. 

Missouri enactments revised the law relative to motor vehicle fees 
and regulations. 

New Jersey increased registration fees for commercial vehicles, 
trailers, semi-trailers, and tractors having a gross weight exceeding 
10,001 lbs. 

Cities over 70,000 population in South Carolina may continue to re- 
quire registration of resident motor vehicles. 

The Virginia legislature reduced the minimum registration fee for 
automobiles from $8 to $6 and increased the fees for common and con- 
tract property carriers. These fees range from 18c per cwt. for gross 
weights of 10,000 lbs. or less to 90c per cwt. for gross weights between 
45,001 Ibs. to 50,000 lbs. on contract carriers, and from 30c per cwt. to 
$1.50 per cwt. for the same weights for common carriers. 


Carrier Taxation 


Five states enacted tax laws of importance to carriers. Kentucky 
included non-resident contract, as well as common, carriers in the 
exemption from the weight tax where the distance traveled in the state 
does not exceed 15 miles from point of entry. New Jersey provided 
that the gross receipts tax on buses operating in municipalities shall 
not apply to charter or special bus operations. In Virginia certain 
counties were authorized to tax and regulate taxicabs. 


Carrier Regulation 


Kentucky legislation amended the regulations governing the aban- 
donment of carrier rights under certificate. Louisiana revised its carrier 
regulatory law to re-define various carriers and re-state the exemptions. 

Massachusetts has provided for the issuance of carrier plates to be 
used only on vehicles temporarily leased by such carriers. 

Missouri exempted from carrier regulation motor vehicles transport- 
ing farm machinery, produce, supplies, household goods, and other 
articles or commodities from farm to farm, and motor vehicles exclu- 
sively engaged in interstate operations between a municipality and its 
suburban territory in Missouri, where the population is not in excess of 
600,000, and an adjoining state. 

Rhode Island re-enacted its property carrier regulatory act to con- 
form to the federal. 


Financial Responsibility 


The Kentucky legislature enacted the Uniform Motor Vehicle Safety 
Responsibility Act requiring security in the amounts of $5/10/1000 sub- 
sequent to an accizent and unsatisfied judgment. In New York it was 
provided that, in the commissioner’s discretion, persons required to 
furnish proof of financial responsibility might be relieved of such re 
quirement when 3 years have elapsed with no convictions or forfeitures 
under the act. 

Dealer Regulation 


New York extended its dealer license tax rates unchanged, and 
revised thé provisions requiring registration of dealers, manufacturers 
and repairmen, eliminating quarterly licensing, prescribing require 
ments for license which necessitate the maintenance of a regular place 
of business, and the filing of an informative application. License plates 
are issued for $5 per set. Provisions for revocation or suspension of 
license are prescribed. 

Virginia reduced the license fee for factory representatives and dis- 
tributor branch representatives from $10 to $2 and the registration fee 
for dealers from $25 to $25. The fee for additional license plates was 
also reduced from $7.50 to $6. Fees were prescribed for license and 
plates for the delivery of unladen vehicles under their own power from 
point of assembly or distribution.- 


Highways 
Kentucky legislation provides for the construction of limited access 
highway facilities. Massachusetts has authorized the construction of 


underground parking facilities beneath the Boston Common financed by 
private capital. 


A. T. A. PRIVATE CARRIER CONFERENCE 


The community of interest between private and for-hire . 
motor carriers will be emphasized at the third regional meeting 
of the Private Carrier Conference of American Trucking Asso- 
ciations, Inc., to be held August 21 at the Jefferson Hotel in 
St. Louis, says the A. T. A. : ’ 

“Sixteen states will be presented at the meeting, with 
attendance limited to managers of affiliated state associations 
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HERE'S WHY | 
TRUCK OPERATORS are insisting 
on -Kated economy 


Your experience with trucks tells you that a transmission and rear axle ratio to move the 
truck that fits the job... is a better truck. weights you carry. It has the right -axles, 
You make more and quicker trips. You get springs, frame, and tires to carry your loads 
maximum operating economy. Your truck more dependably . . . and at rock-bottom cost. 


stays on the job . . . and it lasts longer. 
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There’s a Dodge Job-Rated truck engineered 


are insisting on trucks that fit their jobs... 
and built to fit your job. 


dependable, economical, long-lasting Dodge 
It has the right engine power, the right clutch, Job-Rated trucks! 
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and officers of the private carrier divisions of such associations,” 
said the A. T. A., adding: 


St. Louis meeting will follow the pattern of the two previous 
: regional meetings, held at Biloxi, Miss., and New York City, at which 
Deer plans were discussed for increasing private carrier participation in 
activities of the organized trucking industry. Services performed for 
private carriers by A. T. A: and by the state associations were outlined 


lidustries Thrive vere eho Pail iroat Pave ‘mm "i. a major subjects of the St. Louis meeting will be the 


forthcoming safety campaign to be launched soon by A. T. A. in which 
private carrier participation is expected to be widespread. 

Invitations to attend the meeting have been sent to organizations 
in Kansas, Iowa, Nebraska, Indiana, Illinois, Kentucky, Oklahoma, 
Michigan, Ohio, West Virginia, Texas, Missouri, Minnesota, North and 
South Dakota, and Wisconsin. 


The 





Trucking Industry Looks Into 
Handling Atom Bomb By-Products 


The American Trucking Associations, Inc., has begun an 
inquiry into the handling of radio-active materials for the truck- 
ing industry with a view to classification of such materials and 
i Wi Zi their transportation from a safety standpoint. 

bs eis « “The difficulties involved in transporting the atom bomb’s 

SS ga eis by-products came to the fore a few days ago when the Man- 

a ee a a ‘ hattan District’s Clinton Laboratories at Oak Ridge, Tenn.., let 

it be known that it was making available to hospitals and med- 

ical research centers the first of its peacetime products for 

civilian use—the radio-active isotope,” said A. T. A. in a state- 
ment continuing as follows: 




































ITH the coming of the railroads, the 


western frontiers were conquered. They 


As A. T. A. officials began digging into the subject, they found 
themselves handicapped by the fact that atom splitting has been and 
remains.a highly secret procedure. There are plenty of generalities 
but no one seems to know exact figure or characteristics. 

The association placed the question in the hands of the National 
Classification Board of the National Motor Freight Classification, whose 
problem is twofold: how shall the material be classified for purposes 
of fixing rates, and what are the risks to personnel, equipment and 
other freight. 


During the war, motor carriers received orders for many a mys- 
terious shipment under the cloak of war secrecy. In such cases, the 
reasons for vagueness or misdescription were fairly obvious. But the 
problem now is how to describe products concerning the characteristics 
of which even the scientists are in doubt. In addition, there are the 
companion problems of values, weights and even whether common 
carriers should accept such shipments. 

At least half a dozen hospitals and educational institutions received 
the by-products which are known as radio-carbon or Carbono 14, and 
also as radio-active isotopes. Radio-carbons, or isotopes, are common 
elements which have been bombarded by atomic particles from the 
chain-reacting uranium pile process which is the basis of successful 
atom bomb manufacture. 

Elements so treated give off radio-active rays less powertel than 
those generated in the atom bomb explosions but still dangerous to 
anyone not properly safeguarded. Scientists predict great strides in 
cancer and skin disease research through use of rays from the isotopes 
in tracing chemical and biological processes. 










brought men, implements for building homes 








and towns, transportation for marketing prod- 














ucts. Then factories were built. And industries 






thrived where railroads paved the way. 












In the 13 great states served by Union Pacific, 










there still is land to be tilled, minerals to be 





unearthed, livestock to be raised, room for 








new homes and industrial expansion. 















Classification of Isotopes 





The trucking industry comes into the picture by reason of requests 
which already have been made to carriers to transport the isotopes. 
The isotope by-product of atomic fission distributed to researchers 
is said to be about the size of a pea. But—according to one carrier— 
the commodity is packed in leaded containers placed in turn in a wooden 
box. Total weight of the package is about 50 pounds. 

That raises the problem of what classification to apply so that 
proper shipping charges may be assessed. Further complicating the 
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They Do a BIG Traffic Job in 


Cation P. Hoch (above), district traffic manager, and William 
H. McLaughlin, general agent, are largely responsible for the 
favorable standing of Kansas City Southern Lines in New York, 
the six New England States, New Jersey, part of Pennsylvania 
and in adjoining Canadian provinces. 


Charlie Hoch was the first stenographer in our New York 
traffic office, which opened in 1909. Three years later, he went 
to Beaumont, Texas, as traveling freight agent. Returning to the 
Manhattan office in 1914, Charlie did a two-year tour of naval 
duty in World War I and came back to head our New York 
agency in January, 1920. Following two years as assistant freight 
trafic manager at Kansas City, he was appointed Eastern dis- 
trict traffic manager in September, 1939, with supervision also 
over our Pittsburgh, Pa., territory. 


Bill McLaughlin began railroading in 1917, as a messenger for 
the Michigan Central. Soon he transferred to traffic, and that 
has been his forte ever since. He was with the C&O from 1921 
until 1927, tried another business, but the railroad urge brought 
him to the KCS as traveling freight agent at Detroit in April, 
1929. Bill transferred to our Chicago office in 1931, became 
commercial agent at New York, August 1, 1941, and was ap-- 
pointed general agent two years later. 


Freight into and out of our New York territory is varied and 
vital. But a major part of the agency’s traffic moves between 
outside points, with routings determined by the Eastern offices 
of a score of important industries. To these great industries .. . 
to smaller shippers throughout our Eastern traffic area, too 
... Charley Hoch, Bill McLaughlin and all of us say: Thank you 
for your friendliness . . . and for those routings! 


GUY B. WOOD 
OUR NEW YORK OFFICE Vice Pres.-Traffic 
25 Broad Street Hanover 2-6960 JOHNSON O. COUCH 


Asst. Vice Pres.-Traffic 
Charles P. Hoch__Eastern Dist. Traffic Manager 
William H. McLaughlin______... General pad ee 


pg RS ae aee Commercial Agent 
{che SS Seas Traveling Freight Agent 
Ne ER eS Chief Clerk 
Beata). o.oo ...................- Secreta’ 
Geocges A: Hawlt....cccacccncccsee General Cler! 












Situation is a report that one of the new isotope units cost $400. The 
value to a researcher may be incalculable since only a few of the 
new isotopes are known to have been produced. 

Even the scientists are baffled, as was indicated by a recent phone 
call received by the Traffic Service Department of American Trucking 
Associations from an atomic scientist who wanted to know about ship- 
ping radio-active materials by truck. The caller said it was desired 
to ship without the protective leaded container, if possible. 

He confessed that if an unsheathed isotope unit were loaded in a 
vehicle containing, for instance, photographic materials, the result 
likely would be extensive damage to the photographic supplies. It was 
conceded also that radio-activity probably would permeate any other 
cargo and the whole vehicle, ‘‘and probably the driver would be in- 
volved.’’ He said he had no-idea how long such permeation would last. 

Members of the classification board foresaw that the isotopes for 
medical research might be only the start of a long series of shipments 
involving radio-active substances as new applications of atom-splitting 
to civilian uses are developed. 

One thing is known—a vast quantity of material moved to Bikini 
atoll for the atom bomb tests there. Some of that material, having 
been exposed to radio-activity, one day will! come back for study, 
analysis and preservation. Whether it will be safe to handle, what 
the rate should be in relation to risk or value, how much may be 
offered for shipment—these and other questions, along with the medical 
isotopes, constitute a real mystery for the motor carrier industry in 
which the first chapters have not even been written. 


“Go Slow,’’ Says Board 


The classification board’s advice thus far to inquiring motor carriers 
has been: ‘‘Go slow. Be careful about accepting ‘mysterious’ shipments 
in which the hazard may far outrun the revenue.’’ Now available to 
the carriers is a classification rule permitting rejection of tendered 
shipments of extremely high value. 

A possibility exists that isotopes may be covered by the transpor- 
tation of explosives regulations of the Interstate Commerce Commission, 
but it is understood that inquiries by the Section of Safety, I. C. C. 
Bureau of Motor Carriers, and by the Bureau of Explosives elicited 
no worthwhile information from the Navy Department. 

An informal Bureau of Motor Carriers opinion recently was that 
motor carriers probably would be within their rights if they should 
refuse to accept isotope shipments, not on grounds of high value, but 
on grounds that such shipments would constitute a hazard to other 
lading, equipment and personnel, in the absence of official government 
information to the contrary. 


SERVICE CASTER & TRUCK PURCHASE 


A corporation headed by a group of the executives of the 
Service Caster & Truck division of Domestic Industries, Inc., 


LONG 
is privileged to welcome the 
PACIFIC COAST ASSOCIATION 


of PORT AUTHORITIES 
to its 
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Chicago, has purchased the division according to a recent an- 
nouncement by the purchasers. The organization builds mate. 
rials handling equipment at factories at Albion and Somerville, 
Mass., and directs sales offices and distributors spanning the 
nation. The executive offices will be located in Albion. Its 
principal products include ramp eliminating devices, all types of 
lifting and hauling equipment, industrial casters, portable eleva- 
tors, lift trucks, floor trucks, trailers, and gasoline powered 
fork lift trucks. 


Mid-West State Highway Users 
Meet at Chicago 


The rehabilitation of the nations highways was being 
slowed down by inflationary costs of construction and misuse 
of revenues derived from motor vehicle taxes, said Arthur C, 
Butler, director of the National Highway Users Conference, 
addressing a meeting of highway user organizations from 
twelve midwestern states, at the Stevens Hotel, Chicago, on 
August 9 and 10. Mr. Butler added: 


This slow down period, as we embark on a new peace time econ- 
omy, affords an unprecedented opportunity to make certain that only 
the necessary roads are constructed and that expansion takes place on 
a long range basis in line with the highway users’ ability to pay for the 
roads. Grandiose schemes for road building should not be made a 
criteria for increased taxes on motor vehicle owners. 

He declared that increased highway safety is another must in the 
books of highway users, adding ‘‘emphasis must be placed on adequate 
and uniform safety laws, rigid enforcement of them and education of 
drivers. Human failures are responsible for more than 85 per cent of 
traffic accidents.’’ 


Resolutions Adopted 


The members of the conference were urged by L. K. Fish- 
back, of the Indiana Highway Users Conference, to assign 
themselves the immediate study and acceptance of the con- 
tinuing responsibility of contributing to a highway program 
developed from sound thinking and planning. 

The American Association of State Highway officials was 
commended for its recommendations concerning dimensions, 
weights and speeds of motor vehicles, by the committee on size 
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NOW creates a ‘“drop-frame’ with 


RUGGEDNESS IDENTICAL TO THAT OF 
STRONGEST “STRAIGHT-FRAME” VANS 


All the extra pay-load space, with floor 
at almost “street level,” is now available 
without the weaknesses of former “simi- 
lar” models, 


No longer is the “drop-frame” merely a 
body placed up on a “cut-down” chassis, 
This newest, much bigger Trailmobile is 
engineered as one prescribed unit! So it 
maintains the character of all other 
Trailmobiles—each model made the 
strongest possible trailer of its type and 
weight — according to exclusive ELEC- 
TRONIC stress-measurement,:X 

The “rails” of this Trailmobile under- 
structure are typical load-distributing 
beams, that “spread” load-concentrations 
throughout many bolsters! These rails 
are joined to those in front of the drop 
by a new-type bulkhead and special 
formed-plate construction, that permits 
the “drop” to be as firm and strong as 
though it were a section of a regular 
“straight-beam frame” itself.” 


Bolsters are closely spaced and of 
unique outrigger design, integrally 
“tongued” to the rails, thereby prevent- 
ing “buckling,” and gaining all the 
strength of channel-shaped, solid mem- 
bers. Thus they employ completely all 
the extraordinary load-carrying capac- 
ity of Trailmobile’s standard sides, 

These sides are of double-trusses in 


— ; TRAILMOBILE «= 


“diamond” arrangement, with big posts 
every 18 inches. The under-carriage is 
also Trailmobile’s standard, acknowledg- 
ed the “easiest pulling in the industry”— 
with tubular axles, our standard free 
springing, truly “horizontal” radius-rods 
properly rubber-bushed, and with all 
the oversize “parts” that increase resist- 
ance to side-play 25%. 

So all in all, this model is ideal for 
heavy-duty hauling. It offers specific 
advantages to those with heavy, bulky 
freight, requiring low-level loading. See 
it at your nearby Trailmobile Branch. 
*KkWrite. Get the complete story of Trail- 
mobile’s design and construction by 
Electronic stress-measurement,. 


THE TRAILMOBILE COMPANY 
CINCINNATI 9, OHIO 


-71 “Homefolks” Service Centers 
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and weights of the Conference. The committee recommended 
the adoption, at the coming sessions of state legislatures, of 
laws permitting the operation of intercity buses 102 inches 
wide, and the operation of special vehicles of this width when 
necessary or desirable from the standpoint of efficient trans- 
portation. 

The active and immediate support of the program outlined 
by the President’s Highway Safety Conference was recom- 
mended for approval by the state conferences, on the grounds 
that the prevention of traffic accidents required a balanced and 
coordinated plan. It was further recommended that state con- 
ferences immediately initiate the calling of conferences of state 
and local officials charged with motor vehicle traffic respsonsi- 
bility, and that the President’s Safety Conference Committee 
reports be used as the guide for state and local action. 

The conference resolved to adopt the statement of policy 
of the National Highway Users Conference on regulations with 
the further provision that regulation of for-hire carriers by the 
states be confined to the regulation of interstate commerce only, 
except as to such statutory laws and meauirements as were 
applicable to all other highway users. 

The conference also resolved to adopt the statement of pol- 
icy of the National Highway Users Conference on reciprocity 
with the additional statement that the regional conference was 
specifically opposed to the imposition of more than one motor 
vehicle registration license fee or any form of local or state 
taxation that tended to destroy reciprocity among the states. 


Cc. & O. EQUIPMENT PROGRAM 


New equipment for all main line passenger trains is planned 
by the Chesapeake & Ohio Railway Co., and its companion 
lines, the Nickel Plate and the Pere Marquette, according to an 
announcement of Robert R. Young, board chairman of the 
C. & O. The equipment for the replacement program would 
supplement the two new streamlined “Pere Marquettes” re- 
cently commissioned for the Detroit-Lansing-Grand Rapids run, 
and supply units for other trains on the C. & O., which already 
has under construction two de luxe streamliners. Mr. Young 
also announced that the C. & O., P. M., and the Nickel Plate, 


9 
J. 


Cways 
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were planning to make a complete replacement of their main 
line day coaches at the earliest possible moment. 


NEW KATY SWITCHING EQUIPMENT 

With the placing in service recently of two 1,000-horse- 
power diesel switching locomotives, at the Dallas, Tex., yards, 
“the Katy marks its first step in plans to eventually, dieselize 
Katy operations, both in yards and main line service,” accord- 
ing to Donald V. Fraser, president, Missouri-Kansas-Texas Rail- 
road. Built by the Baldwin Locomotive Co., these locomotives 
are two of six ordered several months ago. Seven 4,500-horse- 
power diesel freight locomotives, which will enable the road 
to operate regular freight trains on schedules averaging over 50 
miles per hour, are on order, in addition to streamlined, diesel- 
powered passenger trains for use on the Texas Special route. 


I. C. CELEBRATES SUBURBAN SERVICE 


On August 7 the Illinois Central Railroad celebrated the 
twentieth anniversary of its electric suburban train service. 
The road inaugurated its suburban service 90 years ago. The 
first electric train ran on July 21, 1926, with the late Governor 
Len Small as engineer, and actual:service began August 7 of 
that year. In the 20 years since electrification, the I. C. sub- 
urban has carried 750,804,130 passengers, run 3,232,804 trains. 
To serve its 54 stations, the I. C. electric-operates 471 trains 
daily over 131 miles of track, exclusively for suburban trains. 


YOUNG CITES RAILROAD PROGRESS 


In a letter made public recently, Robert R. Young, board 
chairman of the Chesapeake & Ohio Railway and Alleghany 
Corporation, cited the progress made by the railroads in pro- 
viding the traveling public with through car service from coast 
to coast. “Encouraged by this progress,” said Mr. Young, “the 
C. & O. now turns to other improvements in sleeping car travel 
service long overdue. I refer particularly here to the doddering 
antiquity of most sleeping cars in which the 1946 rail passenger 
is supposed to travel and sleep.” His letter was issued coincident 
with the inauguration of a national advertising campaign di- 
rected against failure of the railroad industry to provide neces- 
sary new sleeping car equipment. 
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The Baltimore & Ohio's famous symbol has taken on an even greater significance today. 
As never before, the B&O links 13 great states with the nation. Recent arrangements with the 
Santa Fe, the Chicago and North Western, the Union Pacific, and the Southern Pacific have 
resulted in through passenger service between the East and California. 


Similar arrangements, even more recently, with the Frisco Lines, the M.K.T., the Texas and 
Pacific, and Missouri Pacific offer travelers the convenience of through service between the 
East and points in Oklahoma and Texas. , 


Constant progress is a major policy of the B&O. It is reflected in the new, modern equipment on 
order—in faster, more convenient schedules—and, now, in this through service to California, 
Oklahoma, and Texas. 


BALTIMORE & OHIO RAILROAD 
the E40 wa the lay 20 Go! 





Ernest D. Grinnell has been appointed 
general traffic manager, Gaylord Con- 
tainer Corporation, St. Louis, Mo., suc- 
ceeding M. J. McMahon, deceased. 


R. W. Ernst has been appointed traffic 
manager, General Plywood Corporation, 
Louisville, Ky. He was formerly asso- 
ciated with the Mengel Co. 


Seth Howard Thomas, assistant man- 
ager, Eastern Weighing & Inspection 
Bureau, Chicago, has retired. Prior to 
the formation of this bureau. Mr. 
Thomas was manager of the Central In- 
*spection & Weighing Bureau, Chicago, 
for about ten years. 

* * 


W. A. Marshall and W. J. Hock, here- 
tofore assistant to chief traffic officer, 
Seaboard Air Line Railroad Co., have 
been appointed assistant to vice-presi- 
dent, with headquarters at Norfolk, Va. 

* * *” 


Beeber Gross has been appointed in- 
dustrial agent, Reading Co., with head- 
quarters at Philadelphia. He succeeds 
W. M. Potts, deceased. 

* * * 

Andrew D. Fleming has been pro- 
moted to district freight agent, Southern 
Railway System, with headquarters at 
Birmingham, Ala. Charles C. Bostwick 
has been elevated to the position of dis- 
trict freight and passenger agent, at 
Montgomery, Ala., succeeding Mr. Flem- 
ing. Otis S. Dorian succeeds Mr. Bost- 
wick, as commercial agent at Atlanta, 
sa. * * ok 

John S. Hunsaker has been appointed 
general agent, Kansas C'ty Southern 
Lines, with offices at Joplin, Mo., suc- 
ceeding J. W. Boysen, transferred. 
R. M. Lincoln has been named com- 
mercial agent, at New rork City. 


W. Lawrence Durrett has been ap- 
pointed commercial agent, Central of 
Georgia Railway Co., with headquarters 
at Washington, D. C. 

* * * 

L. R. Hahn has been appointed gen- 
eral agent—freight department, Mis- 
souri-Kansas-Texas Railroad Co., with 
headquarters at Chicago, succeeding 


L. A. Moore, resigned. B. L. Swink has 
been named traveling freight and pas- 
senger agent, with headquarters at 
Washington, D. C., succeeding A. T. Bill, 
resigned. 

* * Eo 

Roy A. Fry, train control supervisor, 
Union Pacific Railroad, has retired, fol- 
lowing over 32 years service with the 
road. 

* * * 

John H. Keefe, vice- president, Atchi- 
son, Topeka & Santa Fe Railway Co., 
and Paul J. Neff, ch’ef executive officer, 
Missouri Pacific Lines, were elected to 
the board of directors, Railway Express 
Agency, at the recent meeting of the 
board of directors. Mr. Keefe fills the 
unexpired term of Fred G. Gurley, re- 
signed; while Mr. Neff succeeds L. War- 
rington Baldwin, deceased. A. B. Glase- 
brook has been appointed superintendent, 
San Francisco division, succeed'ng S. M. 
Heck, who retired following 42 years 
service. 

* * * 

Thomas Wolfe, former vice-president, 
traffic, Western Air Lines, has been 
elected vice-president, in charge of the 
Pacific-Alaska division, Pan American 
World Airways, with headquarters at 
San Francisco. J. H. Smith, former State 
Department specialist in aviation has 
been elected vice-president, Atlant'c divi- 
sion, succeeding vice-president John C. 
Leslie, who has been transferred to the 
system executive offices to represent the 
company in the Air Transport Associa- 
tion and the International Air Traffic 
Association. Howard Mitchell has been 
appointed assistant industrial relations 
manager, Atlantic division, with head- 
quarters at La Guardia Field, New York. 
Edwin Sorensen has been named station 
manager, at Washington, , D. es 


John Paul Andrews has been ap- 
pointed director of advertising and pub- 
liicty, Chicago & Southern Air Lines, 
with headquarters at Memphis, Tenn. 
He succeeds George E. Bounds, who 
resigned to become director of public 
relations, for McDonnell Aircraft Cor- 
poration, at St. Louis, Mo. 


Stan O. Halberg has been given a 
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leave of absence from his duties as as. 
sistant district traffic and sales manager, 
United Air Lines, at San Francisco, to 
act as traffic manager, LAMSA, United's 
Mexican subsidiary, with headquarters at 
Mexico City. W. W. Wehner has been 
named to replace Mr. Halberg at San 
Francisco. 
; ca * * 

Richard W. Roney has been named 
senior international traffic representa. 
tive, Trans World Airline, at Washing. 
ton, D.C. 

* * * 

E. A. Throckmorton, president, Con- 
tainer Testing Laboratories, New York 
City, has been elected chairman, of Pack- 
aging Institute’s standing committee on 
trade standards and practices. 


O. H. Campbell, vice-president and 
treasurer, Bogalusa Lumber Co., Boga- 
lusa, La., died at his home, August 6, 
as the result of an automobile accident. 

* 

Frank J. Schwab, vice-president, 
Lempo, Inc., Cleveland, O., has been 
named to head the sales activities of 
the company and its subsidiaries. Dan 
Anderson has been appointed sales man- 
ager, of the reamer, and brake and clutch 
division; George Russell as sales man- 
ager, of the engine rebuilding equip- 
ment division; and Al Harding as‘assist- 
ant sales manager. 

* * * 

H. L. Johnson has been appointed dis- 
trict freight and passenger agent, Deun- 
ver & Rio Grande Western Railroad Co, 
with headquarters at Colorado Springs, 
Colo. He succeeds F. E. Nemec, who 
resigned to enter other business. 


The Traffic Club of St. Louis in co- 
operation with the St. Louis _ public 
schools will offer four types of transpor- 
tation and traffic courses, beginning Oc- 
tober 1. R. P. Yellen, soliciting freight 
agent, Norfolk & Western Railway, is 
chairman of the educational committee. 


The Traffic Club of Norristown, 
Penna., will hold a combination lobster 
and clam bake, September 12, at the 


More Ford Trucks 
in Use Today Than 


Any Other Make! 
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home..of President Harlan P. Ross, at 
DeKalb Pike. Mr. Ross is president of 
the Upper Merion & Plymouth R. R. Co. 
The educational committee, under the 
direction of Bill Martin, Western Trans- 
portation, will conduct classes in funda- 
mentals of Traffic Management, Freight 
Tariffs, and Transportation Law, begin- 
ning the last week in September. In- 
structors will be: John E. Ward, Lee 
Rubber & Tire Corp.; Wally W. Smith, 
James Ballard Zink; and Theo. R. Glick, 
John T. Lewis Bros. 





The Camden Traffic Club will hold an 
old fashioned picnic and golf outing, 
September 16, at Medford Lakes, N. J. 
J. Crothers, general manager, South 
Jersey Port Commission, is in charge of 
the affair. 





The Rock River Valley Traffic Club, 
Rockford, Ill., will hold a golf outing, 
August 29, at the Mauh-Nah-Tee-See 
Country Club. Noel D. O’Daniell, secre- 
tary, Barnes Drill Co., is in charge of 
arrangements for the event. 





The Traffic Club of the New Haven 
Chamber of Commerce will hold its an- 
nual golf tournament, August 22, at the 
— Country Club, Hamden, 

onn. 





The Junior Traffic Club of Chicago 
will hold its final golf outing of the sea- 
son, August 22, at St. Andrews, West 
Chicago, Ill. Charles M. Cleary, De- 


catur Cartage Co., is chairman of the 
event. The club held its annual old fash- 
ioned basket picnic, August 11, at Berg- 





Shipside Warehouses and Sheds 
Provide Covered Storage 


Modern concrete-steel shipside storage 
and transit warehouses at the Alabama 
State Docks system at Mobile, Alabama, 
offer ample covered and fireproof space 
for your cargoes moving to and from 


coastwise, intercoastal, and foreign ports. 


Covering a total of approximately 42 
acres, these storage facilities are main- 
tained in a clean and orderly fashion to 
provide your shipments with the maxi- 
mum protection. 


Remember, too, carload shipments 
may be held for a period of twelve 
months, and upon proof of exportation, 
you will be allowed the benefit of the 
export carload rates to the port. 

Write to C. E. Sauls, Director, for 
complete details about the many serv- 
ices provided. You will enjoy seeing the 
booklet, "Facts About Alabama State 


Docks," at no obligation to you. 


ALABAMA STATE DOCKS & TERMINALS 


MOBILE 4, ALABAMA 
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man’s Grove, North Riverside, Il. V. mM. 
Conley, commercial agent, South Shore 
Line, was chairman of the committee in 
charge. 





The Traffic Club of St. Louis will hold 
a golf outing and dinner, August 20, at 
the Crystal Lake Country Club. G. D. 
Larrabee, Minneapolis & St. Louis Rail- 
way Co., is chairman of the committee 
in charge of the affair. 





The Traffic Club of Minneapolis held 
a golf party, August 12, at the Midland 
Hills Golf Course. The final tournament 
of the year will be held, September 9, 
at Midland Hills. 





The Motor City Traffic Club of De. 
troit will hold a golf outing, August 20, 
at the Western Golf and Country Club. 
Ralph Thornhill, American Brass Co., is 
chairman of the outing. 





The Women’s Traffic Club of Los An- 
geles held a dinner meeting, August 14, 
at the Grandview Garden restaurant, 
New Chinatown. 





The Omaha Traffic Club held its an- 
——— dance, August 15, at Peony 
Park. 





The Los Angeles Transportation Club 
held a luncheon meeting, August 12, at 
the Biltmore Hotel. Elmer S. Nelson, 
group service specialist, Office of Price 
Administration, was the, principal 
speaker. Ronald M. DeLong, general 
passenger agent, American President 
Lines, was chairman of the day. 





The Indianapolis Traffic Club held its 
fifth golf outing of the season, August 
17, at Riverside Course. The fall golf 
outing and dinner will be held, Septem- 
ber 11, at the Ulen Country Club, Le- 
banon, Ind. 





The Traffic Club of Kalamazoo will 
hold its fall golf outing, September 5, 
at the Elks Country Club. 





The Oakland Traffic Club will hold its 
regular meeting, August 20, at the El 
Curtola Cafe. W. Creighton Peet, Jr. 
Pacific coast director, War Shipping Ad- 
— will speak on “Ships For 

ale.” 





_ The Traffic Club of Cleveland will hold 
its annual fall outing, August 22, at the 
Columbia Hills Country Club. 





The Transportation Club of the Roch- 
ester Chamber of Commerce held a 
round table discussion meeting, August 
15, at the Chamber of Commerce. 





The Junior Traffic Club of Kansas 
City, Mo., held its regular meeting, Au- 
gust 14, at the Pickwick~*Hotel. Mark 
Stone, president, Monark Loan and 
Finance Co., spoke on “Down With After 
Dinner Speakers.” 





The Traffic Club of New York will 
hold a golf outing, August 20, at the 
Knollwood Country Club, White Plains, 
N. Y. H. C. Yerger, Union Pacific Rail- 
road, is chairman of the committee in 
charge of arrangements. 





The Traffic Club of Newark will hold 
its annual outing, August 22, at the 
Braidburn Country Club, followed by 4 
steak dinner, at the Old Evergreen 
Lodge, Springfield, N. J. S. A. Lancto, 
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sidepanels, visors, backs:and cab doors of your 
trucks...with weather-tested Meyercord Truck 
Decals. They’re durable, washable, easily applied. 


This modern method of truck decoration and let- 
tering is economical to use for a dozen trucks or a 
thousand! Products, trademarks, slogans can be 
reproduced in any size, color or design at a fraction 
of handpainting time and cost. Overnight speed of 
application of Meyercord Truck Decals keeps your 


trucks ‘‘on the street”’. Investigate this modern 
method of truck decoration...for your new fleet. 
Designing service free. Please address all your 
inquiries to Department 53-8. 


FREE! TRUCK VISUALIZER 
Contains helpful hints on lettering, 
decorating; with outline diagrams 
for experimental designing of many 
body types —from panel deliveries 
to vans and tank trucks. Send for 
your free copy... TODAY! 


THE MEYERCORD CO., 5323 WEST LAKE STREET © CHICAGO 44, ILLINOIS 
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general freight agent, New York Central 
System, is chairman of the outing. - 


The Transportation Club of Buffalo 
will hold its annual ladies day outing, 
—" 20, at the Brookfield Country 

ub. 


The Traffic Study ‘Club of Akron will 
hold its annual golf outing, August 21, 
at Seiberling Country Club. 


—_. 


Tariff interpretation—Words and 
Phrases—“‘And” and “Or” 
Missouri.—Question: There seems to 
be some difference of opinion in the mat- 
ter of applying a tariff on what was 
published as against what was appar- 

ently meant to publish. 
Specifically I have in mind a truck- 


For a FASTER, FINER 


Railroad Future 


The railroads of the United States deserve the 
nation's thanks for their part in the war; a 


tough task well done. 


The Canton Traffic Club will hold its 
fall golf outing, August 27, at the 
Brookside Country Club. V. H. Mayfield 
is chairman of the outing. 


The Portland Industrial Traffic Club 
will hold its first picnic in five years, 
August 18, at Avalon Park. Earl Holst 
is chairman of the committee in charge 
of the affair. 


load movement of motor truck couplers 
from Dayton, Ohio to Oklahoma City, 
Oklahoma, moving at the time Item 
207-B, Supplement 145 to Mid-Western 
Motor Freight Tariff Bureau, Inc. 29, 
MF-ICC 73 (F. P. Willette’s Series) 
was in effect. 


The tariff item referred to provides 


Sx SsySSes 
eoreveenese 


Now that peace has been restored, railroad officials 
are naturally planning for a faster, finer, railroad future. 


Already new, spectacular types of locomotives, 
freight cars have been projected, promising 


pumenaer cars and 


igher and higher 
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a description on “couplers, motor truck 
or tractor trailer hooks, automobile tow. 
ing.” It*is my interpretation that the 
actual commodity does not come within 
that description for the reason that the 
last portion of the entry is a qualifyin 
provision to the effect that all of the 
commodities listed are ‘automobile tow. 
ing,” and that only two commodities are 
involved, couplers or hooks, but that both 
are automobile towing. 


It is obvious to any one as to the ip. 
tention of the publishing agent. How. 
ever, we are required by law to apply 
tariffs as published, and not by intention, 
even though the commodity thus de. 
scribed by publication may not exist. | 
claim that it is a case of improper punc- 
tuation, and as such we can only apply 
the result of such error, whether it re. 
sults in a higher or lower rating. 


In the very next entry in the same 
supplement, an item of cranks, automo- 
bile starting, appears. Now that rating 
will only apply on automobile starting 
cranks, and no other, and certainly no 
party would dispute that. Under the 
circumstances I am inquiring as to any 
formal case before the Commission 
where intent versus actual publication 
was decided. I should like any reference 
you may have on the subject, and of 
course, your opinion whether there has 
been a formal case or not. 

Answer:—It is our interpretation that 
the entry in question applies to couplers, 
automobile towing, also to motor truck 
or tractor trailer hooks, automobile tow- 
ing. In other words two classes of ar- 
ticles are covered by this entry, namely 


J 0 N E S STEVEDORING CO. 


Contracting Stevedores 


WESTERN 


FREIGHT HANDLERS, INC. 


Terminal Operators 


Working hand-in-hand with modern, efficient equip- 


speeds; greater passenger comfort; and increased freight hauling 
economy—with roller bearings again to the fore in helping to 
make ‘the equipment designers’ visions come true. The Timken Roller 
Bearing Company, Canton 6, Ohio. 


ment to give you balanced service anywhere in the 
San Francisco Bay area. 


MAIN OFFICE: 311 California St. 
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st solomane? will be glad to tell how you can use the facilities 


Minnet em ome of this railway to advantage. 


George R. Gregg, General Traffic Manager - 309 West Jackson Blvd., Chicago, Ill. 
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couplers and hooks; the term automobile 
towing being a descriptive term which 
modifies both couplers and hooks. The 
term hooks has a further modifying 
clause, namely, motor truck or tractor 
trailer. 

On the other hand it might be argued 
that the entry covers motor truck coup- 
lers and tractor trailer hooks. In either 
event the entry applies on two articles, 
i.e., couplers and hooks both of which 
terms are modified by the clause auto- 
mobile towing. 

In Speir & Co. vs. Atlanta & W. R. R. 
Co., 151 I. C. C. 705, the Commission said 
that it is a well established rule that 
tariffs are to be construed according to 
their language; and the intention of the 
framers is not controlling, citing Haskew 
Lumber Co. vs. N. C. & St. L. Ry., 34 
L C. C. 333, 335. 

However, in Brown Paper Mill Co., 
Inc. vs. Alabama G. S. R. Co., 229 I. C. C. 
370, the Commission had before it a 
tariff provision which involved wording 
very similar in its composition to the 
entry in the tariff to which you refer. 
The tariff provision in the Brown —— 
Mill case read as follows: 

“Furnace or Kiln Lining, or High Tem- 
perature Bonding Mortar or Cement, 
NOIBN having ground fire clay, ground 
ganister rock or ground chrome ore 
base.” 


In interpreting this description the 
Commission said: 

“Complainant urges, however, that the 
restrictive clause in Item 415, with re- 
spect to a base, relates only to the ar- 
ticles mortar and cement and not to 
furnace or kiln lining. With this we do 
not agree. The Item clearly relates to 


for Dependable 


WAREHOUSING 


three articles, namely, lining, mortar, 
and cement, using the conjunction ‘or’ 
twice to mark alternatives. The con- 
cluding description ‘n.o.i.b.n.’ with ref- 
erence to a base is applicable in equal 
degree to the three commodities.” 

In Porto Rico Ry. Light & Power Co. 
vs. Mor, 253 U. S. 345, at page 348, the 
Supreme Court said: 

“When several words are followed by 
a clause which is applicable as much to 
the first and other words as to the last, 
the natural construction of the language 
demands that the clause be read as ap- 
plicable to all. United States vs. Stand- 
ard Brewery, 251 U. S. 210, 218; Johnson 
vs. Southern Pacific Co., 196 U. S. 1., 
18-19, and cases cited.” 

This case, in our opinion, supports the 
interpretation we have placed upon tariff 
Item No. 207-B. 


Perishables—Liability of Carrier for 
Injury Thereto 


Massachusetts. — Question: Shipper 
A ordered a car for the loading of cu- 
cumbers. The consignment arrived at 
destination in very poor condition and 
the consignee B, offered to accept the 
car and allow 50c per basket salvage. 
The circumstances surrounding this car, 
according to the railroad are: 

PFE 27460 was ordered shipped Sept. 
7, 3:30 P.M., to be placed for P.M. load- 


ing September 8. In order to fulfill an © 


order of this nature to a point such as 
C, off line, car was iced Sept. 7th at D, 
with 10,600 lbs. Car was placed for load- 
ing at 5:00 P.M. September 8th; com- 
pleted loading at 6:00 P.M. September 
8th. Local freight waiter for the car and 
left A at 6:15 P.M. and car was set off 
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DAMS transrer & STORAGE co. 
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at E on account of no local Sunday sery. 
ice. This car remained at E until Sep. 
tember 10th; arrived at F 7:40 PM 
Sept. 10th for re-icing at 10:50 P.M., as 
car was entirely out of ice and required 
10,600 pounds on re-icing. 

We think the originating line was neg. 
ligent in allowing this car to rest at E 
until September 10th. Some _ through 
train should have been ordered to stop 
at E to pick up this car in view of the 
ladings perishable nature, and therefore 
the carrier, it seems to us, should be 
liable’ for the loss due to spoiling, re. 
sulting from the lack of ice. 

Answer: In the absence of a special 
contract a carrier is not an_ insurer 
against delay in the transportation of 
goods, and the principle on which the 
carrier’s extraordinary liability is 
founded does not extend to the time 
occupied in transporting the goods. As 
to the time of delivery, the carrier’s lia- 
bility stands on the same ground as that 
of ordinary bailee for hire, being de- 
pendent on negligence. The rule is, 
therefore, one of general application 
that, in the absence of special contract 
binding the carrier to deliver within a 
specified time, mere delay in transpor- 
tation does not create any liability to 
respond in damages. As to the diligence 
and care required in completing the ex- 
press or implied contract for transporta- 
tion only, the rule is that the carrier is 
bound to use reasonable diligence and 
care, and that only negligence will ren- 
der it liable, unless a stipulated time is 
fixed in the contract. 

Nevertheless, if damage results from 
failure without good excuse, to deliver 
the goods at their destination within a 
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reasonable time, the carrier is liable for 
such damage. When a common carrier 
undertakes to convey goods, the law 
implies a contract that they shall be de- 
livered at destination within a reason- 
able time, in the absence of any special 
agreement as to the time of delivery. 

What constitutes reasonable diligence 
must depend on the circumstances of 
each case, one important circumstance 
peing the character of the shipment, 
which may indicate to the carrier the 
necessity of a more expeditious trans- 
portation. 

A carrier is guilty of negligence where 
it accepts property for shipment when it 
knows or ought to know that it will be 
unable to transport it in a reasonable 
time. Banks vs. Hines, 217 Ill App. 596; 
Toledo, etc. R. Co. vs. Thompson, 71 Ill. 
434; Illinois Cent. R. Co. vs. Cobb, 64 Ill. 
128; Great Western R. Co. vs. Burns, 60 
Ill. 284; Tate vs. Missouri Pac. R. Co., 
157 Ill. A. 105. 


Perishables—Liability of Carrier for 
Injury Thereto 


Massachusetts.— Question: A car was 
ordered by the shipper Sept. 7th, for 
Monday A.M., September 10th loading. 
In order to fulfill this order, car would 
have to be placed Sept. 8th. The car 
was iced September 7th at 3:30 P.M. 
with 8800 pounds car capacity. This car 
arrived at A, Sept. 8th at 5:00 P.M. Sat- 
urday. The shipper commenced loading 
Monday and finished loading Sept. 11th. 
This car left A Sept. 11th at 7:20 P.M. 
and arrived at B Sept. 14 at 11:10 A.M. 
The X Railroad neglected setting this 
car off at B for re-icing and admit their 
error. 

Investigation further develops that the 
shipper loaded the car when only one- 


quarter loaded with ice. The X Rail- 
road claim they had no control over 
the car at B. This car was ordered for 
a. m. loading and was not completed 
until Tuesday p. m., possibly on account 
of rain or not enough cucumbers to fill 
car. 

The X Railroad is willing to settle 
on the following basis: 

The time deducted for slow loading, 
less the number of hours re-iced, is made 
up as follows: 

127 hours 50 minutes to X Railroad. 

37 hours—Shipper detention hours. 

Total—164 hours, 50 minutes, figured 
on pro rata the X Railroad will settle 
for $278.43. 

The consignee claims his loss was 


. $961.95, based on 583 bushels at $2.15 


per bushel, or a total of $1,253.45, less 
salvage of 50c per bushel or $291.50. 

This then ‘makes the claim $961.95, 
but the carriers are willing to pay only 
$278.43 as stated above. 

Can you advise us of the consignee’s 
right on this car? 

Answer: Although, where the action 
against a carrier for the loss of, or in- 
jury to, goods is based on the carrier’s 
negligence, the burden is on plaintiff 
to prove such negligence, and to show 
that it was the proximate cause of the 
loss or injury, it is, nevertheless a gen- 
eral rule that proof that the goods, al- 
though of a perishable nature, were re- 
ceived by the carrier in good condition 
and delivered by it in bad condition, or 
that there was a total or partial failure 
to deliver the goods received for trans- 
portation, raises a presumption of negli- 
gence and establishes a prima facie case, 
which the carrier must overcome, the 
burden being on it to show its freedom 
from negligence, or that the damage was 
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due to some cause for which it is not 
liable. 

The question at issue is whether the 
carrier’s negligence in not stopping the 
car for re-icing caused, or was the mov- 
ing cause of the damage or injury. 

If the injury to the goods had occurred 
prior to the receipt of the goods by the 
carrier, there is no liability on the part 
of the carrier. Under the circumstances, 
a compromise settlement seems to be in 
order, unless an action at law is con- 
templated. 


Act of God—Liability of Carrier as 
Common Carrier and Warehouseman 


New Jersey.—Question: Is a carrier 
liable for damage to an L. C. L. ship- 
ment caused by an “Act of God” after 
the shipment is placed on the floor of 
the freight station at destination? 

Answer: Paragraph (b) of Section 1, 
of the Uniform Bill of Lading Contract 
Terms and Conditions, states that no 
carrier or party in possession of all or 
any of the property therein described 
shall be liable for any loss thereof or 
damage thereto or delay caused by the 
act of God. 

This provision in the bill of lading is 
consonant with the common law as set 
forth in the decisions of the courts in 
which it has been sought to hold a car- 
rier liable for loss of, injury or delay 
to goods caused by an act of God. 

This exemption of liability where the 
loss, injury or delay is due to an act of 
God relates to the liability of the carrier 
as a common carrier as well as a ware- 
houseman. 

In paragraph (a) of Section 4 of the 
Uniform Bill of Lading Contract Terms 
and Conditions, it is provided that prop- 
erty not removed by the party entitled 
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to receive it within the free time allowed 
by tariffs lawfully on file, after notice 
of arrival of the property at destination 
has been duly sent or given, may be 
kept in the warehouse or place of deliv- 
ery of the carrier subject to a charge for 
storage and to carrier’s responsibility 
as warehouseman only. 

As a warehouseman the carrier is lia- 
ble only for negligence, the burden to 
prove which is upon the shipper or own- 
er of the goods. 


As indicated, a carrier is not liable 
for loss of, injury or delay to goods 
where such loss is the direct result of 
an act of God, either as a common car- 
rier or as a warehouseman. 




















Notice to Consignor of Refusal or Ina- 
bility of Consignee to Receive Goods 


North Carolina.—Question: Kindly ad- 
vise what the common practice is among 
railroads and trucking companies in the 
matter of refused shipments. 

Is it in the line for the carrier to re- 
turn a refused shipment to the con- 
signor without waiting for instructions 
from him as to disposal? Is there any 
distinction drawn between perishable and 
non-perishable goods as regards noti- 
fication as to the consignor? 

We will give a case that we have: to 
deal with at the present time: 

The shipper sent two cases of fruit, 
which was refused by the consignee. 
As we knew this commodity spoiled 
quickly, we returned the shipment to 
the consignor at once, carrying charges 
both ways. He has refused the shipment, 
stating that we should have given him 
notice before returning it to him. He 
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The Port of San Francisco 


Center of Pacific Coast Shippin 
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BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


wishes to have this shipment returned 
to the same destination consigned to an- 
other customer, but will only pay charges 
from point of origin to destination. He 
claims that if we do not comply with 
his wishes, we are liable for the value 
of the shipment. 


Answer: Where the consignee fails or 
refuses to receive the goods shipped, it 
is the duty of the carrier to store the 
goods either in its own warehouse or 
in that of some responsible third party 
(McAndrews vs.-Whitlock, 42 N. Y. 40, 
11 Amer. R. 657; Collins vs. Burns, 36 
N. Y. Super. 518 (aff. 63 N. Y. 1); Fine 
vs. Barrett, 81 Misc. 234, 142 N. Y. S. 
533; Pennsylvania R. Co. vs. Gentile 
Bros. Co., 191 N. E. 369; Terminal vs. 
R. Co., 162 N. Y. S. 911), and to hold 
the goods subject to the order of the 
consignor for a reasonable time. It has 
no right to abandon the goods to de- 
struction or unnecessarily to expose them 
to loss or damage, nor to convert the 
freight to its own use or to dispose of 
it contrary to law. But where the car- 
rier has complied with its duty to ware- 
house the goods, its strict common-law 
liability as insurer is at an end, and 
thereafter its relation to the goods is 
only that of warehouseman (Hathorn 
vs. Ely, 28 N. Y. S.°78; Manhattan Rub- 
ber Shoe Co. vs. Chicago, etc., R. Co., 
41 N. Y. S. 83; Norfolk, etc., R. Co. 
vs. Stuart’s Draft Milling Co., 109 Va. 
184, 189, 63 S. E. 415, and Pa. Co. vs. 
Inversen, 196 S. W. 908), and it is bound 
to the exercise of ordinary care in pre- 
serving them. 


In addition to warhousing the goods, 
the carrier is ordinarily chargeable with 
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the duty of notifying the consignor of 
the consignee’s failure or refusal to ac. 
cept the goods (Carrizzo vs. New York, 
etc., Co., 125 N. Y. S. 173; Fine vs. Bar. 
rett, 142 N. Y. S. 533; R. Co. vs. Malsby 
Co., 96 S. E. 710; 132 S. E. 920; 139 
S. E. 586; Mfg. Co. vs. R. Co., 162 N. 
Y¥..8:. 549), although, according "to some 
cases, such notice is necessary only 
where it would be a failure to exercise 
due care in the protection of the goods 
not to give it (Kremer vs. Southern Ex. 
press Co., 6 Coldw. (Tenn.) 356, also 
215 N. Y. S. 728), or where the consignor 
exercises the right of stoppage in transit. 

Where the consignee refuses to re- 
ceive the goods, there is no obligation 
on the part of the carrier to return them 
to the consignor, unless ordered to do 
so.. But the consignor has the right to 
demand that goods shipped be returned 
on failure or refusal of the consignee 
to receive them (Freiberg vs. Cleveland, 
etc., R. Co., 30 Oh. Cir. Ct. 669; Ortine 
vs. R. Co., 167 N. W. 851). Where the 
consignee refuses to receive the goods 
and the carrier returns them to the con- 
signor on his order to do so, the con- 
signee is estopped to sue the carrier 
for conversion (Stafsky vs. Southern R. 
Co., 143 Ala. 272, 39 S. 132). 

Based upon the above statements, it 
seems apparent that the shipper is justi- 
fied in refusing to accept the return of 
the goods, which have been refused by 
the consignee, and is entitled to an op- 
portunity to dispose of them at point of 
destination, upon advice from the carrier 
that they have been refused. The car- 
rier’s duty extends no further than to 
giving the notice and warehousing the 
goods for the owner. 
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freight schedules, Rio Grande has 
installed a completely modern com- 
munications system at Roper Yard, 
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units, paging speakers, pneumatic mes- 
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a a Colo.—State Comm.—Jt. 
MC 70451, Sub. 54—Watson Bros. Transpor- 
tation Co., Inc., Omaha, Neb., common car- 
rier application. 
ga. re, Moines, ta.—U. S. Ct.—Jt. Bd. 


MC 76266, Sub. 38—Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier application. 

Aug. 19—Des Moines, la.—U. S. Ct.—Jt. Bd. 


54: 
MC 102223, Sub. 3—Otis Frette, Story City, 
Ia., common carrier application. 
Anaya ae a8: Worth, Tex.—Hotel Texas— 


MC 59680, Sub. 58—Strickland Transporta- 
tion Co., Inc., Dallas, Tex., common car- 
rier application. 


Aug 19—Hagerstown, Md.—Fed. Bldg.—ZJt. 
Bd, 74: 


MC 52475, Sub. 6—Potomac Motor Lines, 
Inc., Hagerstown, Md., common carrier 
application. 


Se Se eriters, Conn.—U. S. Ct.—Jt. Bd. 


Compton, Calif., common carrier applica- 
on. 
es N. J.—State Comm.—Jt. Bd. 


MC 105092, Sub. 2—Frank Ferraro Trucking 
Co., Paterson, N. J., common carrier ap- 
plication. 

MC 48409, Sub. 1—Mahon’s Express, New- 
ark, N. J., common carrier ee: 

icin, te Pasa Me.—Fed. . Bldg.—ZIt. 


MC 30204, Sub. 5—Hemingway Brothers In- 
terstate Trucking Co., New Bedford, 
Mass., common carrier application. 

Aug. 19—Portiand, Ore.—Multnomah Hotel— 
Jt. Bd. 172: 

MC 106738—City Transfer Co., McMinnville, 
Ore., common carrier ap lication. 

i, oa Ore.—Multnomah Hotel— 

MC 60600, Sub. 1—Kehrli Bros. and Canham, 
po amma Wash., contract carrier appli- 
cation. 

Aug. 19—Providence, R. 1.—P. O. Bldg.—ZJt. 
Bd. 134: 


MC 107179—O’Keefe Transportation Co., 


TRAFFIC WORLD 


August 19—Salt Lake City, Utah—State Comm, 
Jt. Bd. 207: 


MC 106975—Delta Coal Transportation Co, 
Price, Utah, common carrier application, 
August 19$—Salt Lake City, Utah—State Comm, 
—Jt. Bd. 258: 
MC 106843, Sub. 1—M. S. Wycoff, Helper, 
Utah, common carrier application. 
sta fa Mass.—Fed. Bldg.—Jt, 


MG 50862, Sub. 4—White Circle Line, Ine,, 
Thompsonville, Conn., common carrier 
application. 


August 19—Springfield, Mass.—Fed. Bldg.— 
Jt. Bd. 20: ” . 


MC_ 107031—Young Brothers, Westminster, 
Mass., common carrier application. 
Stn 19—Washington, D. C.—Examiner Al- 

us : ; 
Finance 15364—Alabama Great Southern, ap- 
plication for agg. 4 to acquire proper. 
ties of Belt Ry. of attanooga. 
aay. : ate, Ga.—State Comm.—Jt. Bd, 


MC 29623, Sub. 11—Southeastern Stages, 
Inc., Atlanta, Ga., common carrier appli- 
cation. 

ee 20—Duluth, Minn.—U. S. Ct.—Jt. Bd, 

MC 107087—-A. G. Ehlers, Cornucopia, Wis., 
contract carrier application. 

Anges —* Worth, Tex.—Hotel Texas—IJt, 

MC 103832, Sub. 1—W. A. McElroy, Fort 
Worth, Tex., contract carrier application. 

nant — Mont.—State Comm.—Jt. 


5 aes 
MC 57795, Sub. 1—Canyon. Transportation 
Co., Helena, Mont., common carrier ap- 
plication. 


August 20—Lordsburg, N. M.—Fed. Bldg.—It, 
Bd. 129: 


MC 89401, Sub. 3—Walker & Son, Duncan, 
Ariz., common carrier application. 
MC 54806, Sub. 3—Doc’s 


eed and Fuel, 
MC 107030—J. B. Bindloss, Stonington, Inc., Providence, R. I., contract carrier 


application. cation. 
Conn., common carrier application. August 19—Providence, R. !.—Main P. O. August 20—Los Angeles, Calif.—Fed. Bldg.— 
August 19—Los Angeles, Calif.—Fed. Bldg.— Bldg.—Jt. Bd. 18: Jt. Bd. 166: 
at. BG. TS: MC 2800, Sub. 1—Quaker Stages, Inc., Provi- MC 8128, Sub. 2—H & N Trucking Co., May- 
MC 69526, Sub. 23—Arrowhead Freight dence, R. I., common carrier application. wood, Calif., contract carrier application. 
Lines, Ltd., Los Angeles, Calif., common Aug. 19—Raleigh, N. C.—Sir Walter Hotel— August 20—Madison, Wis.—State Comm.—ZJt. 
carrier application. Jt. Bd. 103: 


, : Bd. 96: 
Aug. 19—Los Angeles, Calif.—Fed. Bldg.—Jt. MC 1504, Sub. 73—Atlantic Greyhound 
166: 


MC 1550, Sub. 6—Advance Express Co., Mil- 
Bd, : Corp., Charleston, W. Va., common car- waukee, Wis., common carrier applica- 
MC 106876, Sub. 1—Larry Lertz Trucking, rier application. tion. 


“OPPORTUNITIES 


IN TRAFFIC MANAGEMENT” 


This book points the way to the higher 
positions in the field of Traffic Manage- 
ment. It tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- 
agement offers real opportunity only to 
the man who knows. Spare time study 
and the will to succeed have pushed 
scores of traffic employees up the ladder 
of financial success. Many LaSalle- 
trained traffic managers—both in the 
railroad and industrial field—now com- 


LASALLE EXTENSION UNIVERSITY 


A Correspondence Institution 


Lordsburg, N. M., common carrier appll- 





mand salaries 

of $4,000, $6,000 

a year and 

better. Inves- 

tigate! Send 

for this free 

book today. 

Find out how 

you can qual- 

ify for these 

higher positions through LaSalle home- 
study training and guidance. Write now 
for your free copy of “Opportunities in 
Traffic Management.” G. [. APPROVED. 


417 South Dearborn Street 
Dept. 895-TA Chicago 5, Illinois 


friendly 
welcome... 


a quiet, comfortable, sleep-inviting 
room...right in the heart of downtown 
Cleveland. Hotel Cleveland adjoins * 
Union Passenger Terminal, garage and NUMBER ONE 

a 3 ON 
stores, theatres, and convenient to any 


place you'll want to go in Cleveland. U. S. HIGHWAYS 


Terminal office buildings... close to 


HOTEL CLEVELAND 
Cleveland, Ohio 





e, Ine,, 
carrier 


-» May- 
lication. 
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MC 3575, Sub. 5—Bernd Trux, Inc., Chicago, 
Ill., common carrier application. 

MC 8600, Sub. 4—Werner Transportation 
Co., Minneapolis, Minn., common carrier 
application. 

MC 13900, Sub. 5—Midwest Haulers, Inc., 
Toledo, O., common carrier application. 

MC 18459, Sub. 2—Britton Motor Service, 
mae. Chicago, Ill., common carrier appli- 
cation. 

MC 26519, Sub. 23—Wheeler .Transportation 
Co., Menasha, Wis., comnf6n carrier ap- 
plication. 

MC 28181, Sub. 6—Smith Transit Co., St. 
Paul, Minn., common carrier application. 
C 29555, Sub. 19—Briggs Transfer Co., 
Claire, Wis., common carrier applica- 
tion. 

MC 30465, Sub. 9—Pope Brothers Red Top 
Cab Co., Wausau, Wis., common carrier 
application. 

MC 42487, Sub. 148—Consolidated Freight- 
ways, Inc., Portland, Ore., common car- 
rier applicaion. 

MC 43475, Sub. 18—Glendenning Motorways, 
Inc., St. Paul, Minn., common carrier ap- 


MC 52958, Sub. 7—Hennepin Transportation 
Co., Minneapolis, Minn., common carrier 
Application. 

MC 77486, Sub. 6—Mueller Transportation 
Co., Minneapolis, Minn., common carrier 
application. 

C 78643, Sub. 13—Hart Motor Express Co., 
Minneapolis, Minn., common carrier ap- 
plication. 

MC 80430, Sub. 37—Gateway City Transfer 
Co., Inc., La Crosse, Wis., common car- 
rier application. 

MC 103017, Sub. 6—Mercury Motor Freight 
Lines, Inc., St. Paul, Minn., common car- 
rier application. 

August 20—Madison, Wis.—State Comm.—ZJt. 


Bd. 96: 

MC 7807, Sub. 6—Albrent Freight and Stor- 
age Corp., Wausau, Wis., common carrier 
application. 

MC 31466, Sub. 6—L. C. L. Transit Co., 
ares Bay, Wis., contract carrier applica- 

on. 

MC 35628, Sub. 86—Interstate Motor Freight 
System, Grand Rapids, Mich., common car- 
rier application. 
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Co., River Falls, Wis., common carrier 
application. 

MC 56169, Sub. 6—A. G. Henneman Trans- 
fer, Bloomer, Wis., common carrier appli- 
cation. 

MC 56169, Sub. 7—Henneman Transfer, 

Bloomer, Wis., common carrier applica- 


tion. 
MC 74721, Sub. 12—Motor Cargo, Inc., Ak- 
ron, O., common carrier application. 


August 20—Madison, Wis.—State Comm.—Jt. 
Bd. 96: 


MC 73546, Sub. 5—Central Wisconsin Motor 
Transport Co., Wisconsin Rapids, Wis., 
common carrier application. 

MC 107063, Sub. 4—Schumacher Motor Ex- 
press, Inc., Eau Claire, Wis., common 
carrier application. 


August 20—New York, N. Y.—641 Washington 
St.—Jt. Bd. 305: 


MC 106970—Al Tufano Transportation Co., 
Fairview, N. J., contract carrier applica- 


tion. 
MC 107187—Cohen Bros. Trucking Co., New 


plication. MC 45970, Sub. 5—Oligney Motor Express York, N. Y., common carrier application. 


The Weekly TRAFFIC BULLETIN 


gives you prompt, complete, and accurate information on 
both freight rate and classification changes. 


Each week The TRAFFIC BULLETIN lists every new 
tariff and supplement filed by the railroads, truck lines, 
express companies, and the intercoastal steamship lines; 
it furnishes you with the Consolidated Classification 
docket, the dockets of the various territorial rate com- 
mittees, and many of their hearing bulletins and dispo- 
sition notices; it keeps you advised of short-notice 
changes, on both railroad and truck rates; on Fourth 
Section matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 
418 South Market St. CHICAGO 


LYON COVERS THE WEST COAST 


If the consignment is to any point in California, 
Oregon or Washington, specify Lyon. Offices in San 
Diego, Los Angeles, Fresno, Sacramento, San Fran- 
cisco, Portland, Tacoma. Seattle. Member of Ameri- 
can Warehousemen’s 
Association, National 
Furniture W arehouse- 
men’s Association and 
Allied Vans. 


MAIN OFFICES: 
LOS ANGELES, CALIF. 


TACA AIRWAYS 


Daily service between 
MEXICO, CENTRAL AMERICA, PANAMA 


Contact your freight forwarder for further details 
PASSENGERS ¢ EXPRESS ¢ AIR FREIGHT 


37 years 
of service 


TACA AIRWAYS AGENCY, Inc. 


32 Biscayne Boulevard, Miami « 15 West 50 Street, New York 


-FORD TRUCKS 
LAST 
LONGER! 
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August 20—Portland, Ore.—Multnomah Hotel 


Jt. 
MC 105016, Sub. 2—L. M. Blackledge, Car- 
- Wash., common carrier appr ication. 
MC 107043—Bend Storage & Transfer Co., 
Bend, Ore., common carrier application. 
Aug. 20—Rapid City, S. D.—Alex Johnson 
Hotel—Jt. Bd. 183: 
MC re Sub. 1—R. Parker, Rapid City, 
S. D., common carrier application. 
MC 107026—A. J. Bachand, Sturgis, S. D., 
contract carrier ES on. 
eget: a we Lake City, Utah—State Comm. 


MC 100892, Sub. 3—Kaibab Truck Line, 
mia de Utah, common carrier applica- 
Aue, eee Francisco, Calif.—P. O. Bldg.— 


Bd. 75: 
MC 106919—Vallejo Transfer & Storage Co., 
— Calif., common carrier applica- 
on 
gar as? ne Tyee Wash.—Davenport Hotel 


MC 28922, Sub. 2—Washington Auto Freight, 
Spokane, Wash., common carrier applica- 
on 
August 20—Spokane, Wash.—Davenport Hotel 
—Jt. Bd. 169: 


MC 106933—W. C. West, Pantinoint, Ida., 
common carrier applicati on. 
eos “Alaa Kan.—State' Comm.—Jt. 


MC 52925, Sub. 2—M. C. Champ, Junction 
City, Kan., common carrier application. 
Se N. J.—U. S. Ct.—Jt. Bd 


MC 9124, Sub. 2—‘‘Gsell,’’ Mount Holly, N. 
J., common earrier application. 

August 20—Tulsa, Okla.—Chamber of Com- 
merce—Jt. Bd. 88: 

MC 103370, Sub. 16—Best Motor Lines, Dal- 
las, Tex., common carrier application. 
August 20—Tulsa, Okla.—Chamber of Com- 

merce—Jt. Bd. 39: 

MC 104745, Sub, 1—F. L. Brewster, Jr., Bax- 
pw Springs, Kan., contract carrier ‘appli- 
cation. 

Ane, ae Neb.—Court House—Jt. 


MC 106763—I. Lookabill, Wood, S. D., com- 
mon carrier application. 








More speed for folks and freight! 
Helps you hurry reconversion. 
Write or phone your Frisco repre- 
sentative for new faster schedules 
to many points. 


GREAT THINGS ARE 
HAPPENING ON THE FRISCO 


NORTH 


With fast freight connections 
to and from all shipping points. 





oe “oe D. C.—Examiner 
MC-F 3019. D. Parkhill et al., control; 
Illini Coach Co., control, Swallow Coach 
Lines, Inc. (Indiana), Swallow Coach 
sanes, Inc. (Illinois), and American Stages, 


Finance 15422—Illini Coach Co., 
securities, 
August 20— Washington, D. C. — Examiner 


issuance of 


Clough 
* MC F 2i4—N. A. Shevall, control; Apex 
Express, Inc., lease (portion), Scherr 


Hoffman Motor Lines, Inc. 
August pre Semsmemton, N. ¥.—U. S. Ct.—Ex- 


aminer Riegel: 
MC 107185. Smith, Foungeuille, 7. a 
contract carrier applicati Wo us ce 


August 21—Binghamton, N. 
Examiner Riegel: 
MC 88158, Sub. 6—Collier’s Express, Cort- 
land, N. Y. +, common carrier application. 
a 21S Charleston, W. Va.—Federal Bldg. 
MC 61947, Sub. 10—Consolidated Bus Lines, 
Inc., Bluefield, W. Va., common carrier 
application. 
August 21—Charleston, W. Va.—Federal Bldg. 
—Jt. Bd. 292: 


MC 106991—Thompson Transfer, Coal City, 
Va., common carrier applicati on. 
Aug. 21—Chicago, 1ll.—Sherman Hotel—Jt. Bd. 


MC "41260, Sub. 10—Northwestern Transit 
Inc., Michigan City, Ind., common carrier 


app plication. 
Avose een, 0.—Gibson Hotel—Jt. 
MC 106879, Sub. 1—Columbia Park Mainte- 
nance ub, Inc., Lawrenceburg, Ind., 
common carrier application. 
Ane OL etaaaa a S. C.—Jefferson Hotel— 


MC 104777, Sub. 4—Southeastern Equipment 
Co., Inc., Columbia, S. C., common car- 
rier application. 

[oe Ga.—U. S. Ct.—Jt. Bd. 


MC 107041—Dothan-Columbus Truck Line, 


Dothan, Ala., common carrier application. 
ae N. H.—State Comm.—Jt. 


SOUTH 







ALL AMERICA 





Rock 
Island 


—S ge ge N 


) FRISCO 


LINES 






SERVING\? GREAT PORTS 
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MC 35670, Sub. 8—Interstate Passenger 
Service, Inc., Rochester, N. H., com- 


mon carrier ap “re 
fname —- H.—State Comm.— 
me 105460, Sub. 2—Wilbert Lane, Pittsfield, 
N. H., common carrier ap lication, 
ene Mais yo Mich.—Hotel Fort Shelby 


MC 107080—N. Kalaman, R. Klinger, W. 
F. Umho C. khiees, and E. B,. 
Lackie, Ba timore, Md., common or con- 
tract carrier application. 

Ang, Fi ne ind.—U. S. Ct.—IJt. 


MC 2994, Sub. 11—Jasper and Chicago Mo- 
tor Express, Jasper, Ind., common car- 
rier application. 

August 21—Indianapolis, Ind.—U. S. Ct.—3It. 
Bd. 72: 


MC 54472, Sub. 2—R. Dare, Richmond, Ind., 
common carrier application. ar 
—dJt. 


August 21—Lexington, 
Bd. 208: 
MC 107069—Bingham’s, Hazard, Ky., com- 
mon carrier application. 
August ee Tenn.—Peabody Hotel— 


d. 
nef 106568, Sub. 1—J. R. Taylor, Charles- 
Miss., common carrier application. 
Aug. 21 21— Pittsburgh, Pa.—Roosevelt Hotel— 


MC 42846, Sub. 3—Somerset Bus Co., Somer- 
set, Pa., common carrier application. 
Aug: 21—Richmond, Va.—Hotel Richmond— 


MC 103734, Sub. 2—J. H. Hammack, Gas- 
burg, Va. ., common carrier application. 


August 21—Spokane, Wash.—Davenport Hotel 
—Jt. Bd. 169: 


MC 106895—Bricken Trucking. Service, Or- 
— Wash., common carrier applica- 
tion. 


Ky.—U. 








UNITED’S 
AIR FREIGHT 
SERVICE 


Fast - Pickup & Delivery 
Low Cost 
Intercity and Coast to Coast 


UNITED AIR LINES 
















GULF MOBILE & OHIO RAILROAD 














YRLD 
ssenger 
» cOomM- 
omm.— 
ttsfield, 
ls 
Shelby 
ger, W. 
E. B, 
or con- 
Ct.—IJt. 


Z0 Mo- 
on car- 


Ct.—Jt. 
d, Ind., 
Ct.—Jt. 
+» COM- 
Hotel— 
Sharles- 
tion. 
Hotel— 
Somer- 
on. 
imond— 


k, Gas- 
ation. 


t Hotel 


ice, Or- 
applica- 
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Mey Y fleeee Milt jit titi itters 
: . 


LU lild 
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wey Freight, shipped to and from points in 
ty S. Minnesota, South Dakota, lowa and IIli- 
IN| nois, moves Faster via 
THE MINNEAPOLIS & ST. LOUIS RAILWAY 
and its Peoria Gateway 

The clock in the picture symbolizes Time saved by rout- 
ing freight through this great Traffic Gateway to the East 
and South. The Map shows the strategic network of M. & 
St. L. lines, on which modern equipment, rolling over 
heavy-duty tracks, provides 


Fast Dependable Freight Service for the Midwest 









7ée MINNEAPOLIS & ST. 


GENERAL OFFICES NORTHWESTERN BANK BUILDING 


LOUIS 


MINNEAPOLIS 2, MI 


Sons 
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MC 106898—W. P. Ohls, Greenacres, Wash., 
common carrier a. a 
Aug. 21—Washington, D. C.—Jt. Bd. 120: 
MC 37078, Sub. 10 Oriole Motor Coach 
Lines, ‘Sandy Springs, Md., common car- 
rier application. 
Aug. 21— Washington, 
Brooks: 
MC 102682, Sub. 191—Hughes Transporta- 
tion, Inc., extension, Southeastern States, 
August 


Charleston, S. C. 
Neb.—City Municipal 
Bildg.—Jt. Bd 


22—Aitiance, 
MC 1028, Sub. 3—Live Wire Transfer Lines, 
— Neb., common carrier applica- 
on. 
Rae, See nota, W. Va.—U. S. Ct.—Jt. Bd. 


MC 104899, Sub. 2—F. W. Vance and R. 
Helmandollar, Tazewell, Va., common 
carrier application. 

Aug. 22—Buffalo, N. Y.—Hotel Buffalo—Jt. 
Bd. 330: 


MC 57957, Sub. 1—Merchants Motor Express, 
Fredonia, N, Y., common carrier applica- 


tion. 

Ae, S~Culonge, iti.i—Sherman Hotel—4Jt. 
MC 70451, Sub. 56—Watson Bros. Transpor- 
tation Co., Inc., Omaha, Neb., common 
carrier application. 

Aug. 22—Columbus, Ohio—P. O. Bidg.—ZJt. 
Bd. 308: 


MC 52581, Sub. 5—Subler Transfer, Ver- 
sailles, Ohio, contract carrier application. 


P. & P. U. Ry. Co. 
and Peoria Gateway 


D. C.— Examiner 












PEORIA-GATE WAY 





Everybody's Gateway 
Always Open 






PEORIA-GATE WAY 





Peoria and Pekin Union Ry. Co. 


Koom 36, Union Station, Peoria 2, Ill. 
E. F. Stock, General Traffic Manager 


"One of America's Railroads 
—In Partnership with All America‘’ 








e SPEED © ECONOMY ° 
® BROADER MARKETS 
® REDUCED INVENTORIES ¢ 


CARGO TRAFFIC DEPARTMENT 
510 West Sixth Street, Los Angeles 14 


= 7 


WESTERN AIR LINES 


>IONEER AIRLI 194 





Aug. Ph Cotsamntnente 
Bd. 


Ohio—P. O. Bldg.—Jt. 


MC 107149_—C. Wardlow, Sardinia, Ohio, 
common carrier application. 
August ee ee Pa.—State Comm.—Jt. 


McC 107155—J. A. Tollinger, Red Lion, Pa., 
common carrier application. * 

August 22—Nashville, Tenn.—Andrew Jackson 
Hotel—Jt. Bd. 107: 

MC 57866, Sub. 3—McBroom Freight Line, 
MeMinnville, Tenn., common carrier ap- 
plication. ¢ 

ey Be oraeniokin, Pa.—uU. S. Ct.—Jt. Bd. 


MC 106536, Sub. 1—C. L. Wagner, Modena, 
Pa., common carrier application. 
in” -uiiaheaee etna Pa.—U. S. Ct.—Jt. Bd. 


MC 107054—F. A. Delesandro, Vineland, N. 
J., common carrier application. 
Aug. 22—Pittsburgh, Pa.—Roosevelt Hotel— 
Jt. Bd. 65: 


MC "49548, Sub, 1—A. O’Connor, Swissvale, 
re. common carrier application. 
Aug. :25qrittsburah, Pa.—Roosevelt Hotel— 


Jt 
MC 107072—A. Suwak, Wolfdale, Pa., 
mon carrier application. 
Aug. 22—Salisbury, Md.—County Court House 
—Jt. Bd. 226: 
MC 105846, Sub. 3—M. W. Atkinson, Poco- 
— City, Md., contract carrier applica- 
on 
August ape, N. Y.—U. S. Ct.—Ex- 
aminer Riegel: 
MC 107182—Bobenhausen Express, Syracuse, 
N. Y., common carrier application. 
Aug. nn atime cx D. C.—Examiner Mor- 


MC 18405—Chernock Transfer Co., Inc., Bal- 
timore, Md., common carrier application. 
Aug, 22—Wheeling, W. Va.—P. O. Bildg.—ZJt. 


MC 13109, Sub. 1—R. E. Alltop, Martins 
Ferry, o., common carrier ne 
anes ap. heen, Tenn.—U. S. Ct.—Jt. 


me 0583, Sub. 46—Mason and Dixon Lines, 
Ine., Kingsport, Tenn., common carrier 
application. 

August 23—New Haven, Conn.—uU. S. Ct.—Ex- 
aminer Riegel: 

MC 106450, Sub, 1—Atlas Moving Service, 
West Haven, Conn., common carrier ap- 
plication. 

a 2 23—Paducah, Ky.—U. S. Ct.—Jt. Bd. 


MC 50655, Sub. 18— Gulf Transport Co., 
Mobile, Ala., common carrier application. 
MC 375, Sub. 5—Merchants Service Line, 
— Ky., common carrier applica- 
tion 
August 23—Philadelphia, Pa.—U. S. Ct.—ZJt. 
Bd. 67: 


MC 107175—R. J. Cornelius, Ardmore, Pa., 
common carrier application. 
ana SE meat ame Pa.—Roosevelt Hotel— 
t 
MC 84770, Sub. 10—Royal Transportation 
Co., Baltimore, Md., common carrier ap- 


plication. 
August 23—Washington, D. C.—Jt. Bd. 112: 
12~Charlton Bros, Trans- 


com- 


MC 29647, Sub. 
portation Co., Inc., Hagerstown, Md., com- 
mon carrier application. 

Aug. 26—New York, N. Y.—641 Washington 
St.—Examiner Riegel: 

MC C-512—Cohn Hall Marx Co. vs. Textile 
Motor Express, Inc. 

August 26—New York, N. Y.—641 Washington 
St.—Examiner Riegel: 

MC 107132—Lawrence Trucking Co., Brook- 

lyn, N. Y., common carrier application. 
Aug. 26—Olean, N. Y.—Fed. Bldg.—Exam- 
iner Prichard: 

Finance 15330 and Sub. 1— Pittsburg, 
Shawmut & Northern, abandonment. 
August 26—Texarkana, Tex.—Fed. Bldg.—Ex- 

aminer Borroughs: 

MC-F 3195—L. R. eStrickland, control; Strick- 
land fae ay ome Cn.,  BACis purchase 

(portion), Rountree. 


MC-F 3206 C. Norris, control; Couch 
Freight Lines, Inc., purchase (portion), 
J. Rountree. 

MC-F 3221—F. C. Norris, control; Couch 


Freight Lines, Inc., purchase (portion), 
Arkansas Motor Freight Lines, Inc. 
——_ —— Tex.—Fed Bidg.—ZJt. 


MC 106708, Sub. 3—Couch Freight Lines, 
Ine., Ada, Okla., common carrier applica- 


tion, 
August 26—Washington, D. 
Morris: 

MC 29904, Sub. 1—Suddath Moving & Stor- 
age Co., Inc., Jacksonville, Fla., common 
carrier application. 

Angie Apacs Kan.—Hotel Lassen—Jt. 


* MC 107180—W. F. Wright, El Dorado, Kan., 
common carrier application. 
August 27—Bristol, Va.—Hotel General Shelby 
—Jt. Bd. 279: 
* MC 103781, Sub. 1—M. Blair, Surgoinsville, 
Tenn., common carrier application. 


C.—Examiner 
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Anais hee agama W. Va.—Fed. Blidg.— 


MC 107176—K & P Bus Co., Kermit, W. Va., 
common carrier application. 
Auguet © 27—Charlotte, N. C.—Fed. Bldg.—It, 


* MC i07144—Fort Mill Plants Bus Line, Lan- 
caster, S. C., common carrier application, 
moe 27—Chicago, 1i1.—Sherman Hotel—Jt, 










































































MC 8159, Sub. 5—Schappi Bus Line, Inc., 
Calumet City, Ill., common carrier appli: 
cation 














August 27—Chicago, Ill._—Sherman Hotel—Jt. 
Bd. 58: 


MC 80284, Sub. 6—Chrispens Truck Lines, 
Inc., Chicago, Ill., contract carrier appli- 
cation. 

August Sarees. W. Va.—uwU. S. Ct.— 
Jt. 236: 












































* MC 1072303. Roush, Mt. Morris, Pa., con- The me 
tract carrier application. ie | 
* MC 107240—J. W. Shaffer, Morgantown, w. fpublishec 
Va., contract carrier application. 
* MC 107241—G. Gresko, Maidsville, W. Va,, @maps de. 
contract carrier application. cd 
August 27—Eugene, Ore.—Lane County Ct.— ment an 
MC 107253—Roseburg Transfer and Storage, 
eae Ore., common carrier applica- are uniqt 
August 27—Green Bay, Wis—U. S. Ct.—Jt. §shippers 
MC 107162—B. G. Johnson, Denmark, Wis, it would | 
common carrier application. carriers « 
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on the Delaware 
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Establishe 
Serving the important Philadelphia- Geners 
South Jersey area—over 1,000,000 sq. 
ft. of closed and open storage-space. 
Modern equipment; docking facilities }| Branch | 
for largest freighters; direct trunk-line ‘ 
rail-connections. Special facilities for Daily C 
package freight. Buildings fully sprin- Die; 
klered; low insurance rates. Storage- | |NUMBER 
in-transit privileges. a 
and 15,000 
CAMDEN MARINE ]/Mccit 
of Souther: 


TERMINALS 


Operated by South Jersey Port Commission 
D. C. Nevins, Acting General Manager 
CAMDEN, NEW JERSEY 
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MOTOR TRANSPORT SECTION 


541 


PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps and Aled Data Unique Key fo Maps in This Goole 


The maps in this section are different trom maps 
published in any other medium. They are special 
maps designed by TRAFFIC WORLD’S map depart- 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
are unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in selecting highway 
carriers and routing freight. 













qummmemme Daily INTER- and INTRAstate service. 
Se Daily INTERstate service (no INTRAstate). 
Daily coordinated sail-motor service. 
Irregular or special service routes 
ee Connecting lines. 

eeccece Ferries. 


@ O Principal points served. [ Terminal cities. 


Unless otherwise noted on maps, motor lines offer- 
» ing an intrastate service are also interstate oper- 
ators when their routes extend into other states. 















CENTRAL & WESTERN STATES 


San Diego Forwarding Company 


6 
Established 1932 Incorporated 1940 A Reliable Source — 
General Office: 305 W ‘‘A’”’ Street, San Diego 12, California 
Telephone—Main 1068 


Virgil B. Windle, Presiden? 


Branch Office: 301 S. Santa Fe Ave., Los Angeles 13, California} | present time, information from a reliable source as to the 
Phone—Madison 7501 


Daily Overnight Express Service Los Angeles to San responsibility of truck operators is of considerable value 
Diego and Pool Car Distribution in San Diego to shippers. Keep this up.” 
NUMBER OF UNITS: 25; 17 open stake, 2 closed, 4 open semis, 2 tractors. 


“With the great number of trucks operating at the 


INSURANCE: Cargo 15,000 (Fireman’s Insurance Company; Public Liabili 
25,000 and 50,000 (Nat, "Aobemahin and Casualty; Property Damage 10, (Stove and Range Mfr.) 
and 15 .000; Wor kingmen’s Compensation (California Compensation). 


ASSOCIATION MEMBERSHIPS: Truck & Warehouse Assn., Local Cartage ‘ St. Louis, Missouri 
National Conference, Los Angeles Transportation Club, Foreign Trade Association 
of Southern California. 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, 


| axe \\ 7 LAKE le, ; 
) \ 
WISCONSIN __\\ MICHIGAN {_- f PENNSYLVANIA 


\ MICHIGAN , LEVELANOZNEW JERSEY 
\ | © 
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we 28 years in business. 
COLORADO JkANSAS 


Serving the Indus- 
trial Middle West 






wailiaioae 


ARKANSAS LOUISIANA 
and ‘TEXAS 


OKLAHOMA and TEXAS 
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Watch Display advertisements on the 
index page of TRAFFIC WORLD. 


ee 


HAECKL’S EXPRESS, Inc. 


806-814 S. Seventh St. Hamilton, Ohio Phone: 1813-1814 
P. M. Shepherd, T. M. J. B. Conroy, V. P. R. B. Hall, G. M. 


**Miles Ahead’”’ overnight service for prs ot Indianapolis, Cincin- 
nati, Dayton, Springfield, Columbus, Hamilton, Middletown, Xenia 
and many smaller Ohio and Indiana points 










[copy ght oy wane mony 6. 



























Cargo insurance: 
per unit 


$115,000 


Units: 62 tractors, 45 vans, 
27 open tops, 3 flats, and 
41 straight trucks 







] Wotcort Monticello 
tenant <r 


OHIO 
SPRINGFIELD | 





a, yCOLUMBUS 


TERMINALS: 
Chicago, Ill. 
Phone: Virginia 0010 


Cincinnati, Gio 
Phone: MA. 
hte 


Columbus, 
Phone: Main 6806 


Dayton, Ohio 
Phone: Adams 6276 


Hamilton, Ohio 
Phone: 1813-1814 


indi lis, Ind. 
Phone: FR. 2568 
Ss ringfield, Ohlo 





Tariffs Participated in: 


Cen. & Sou. Mtr. Frt. Tariff Assn. 
Central States Motor Frt. Bureau 
Eastern-Central Motor Carriers Assn. 
Middlewest Motor Frt. Bureau 

Ohio Motor Freight Tariff Committee 


CALL STATIONS: 


P 2 
Xenia, Ohle Middletown, Ohio, Phone: 2-5001 
ee Wilmington, Ohio, Phone: 2415 








V tee more than CUEP owe eee 


is the time to keep the details of your operation 
before the leading shippers of the country. 
Listings in this motor transport section are set- 
up in accordance to specifications of shippers. 
Advertising rates are extremely low. Write for 


NN details. 7 





MOTOR TRANSPORT SECTION 


CENTRAL STATES 















Transport Section Page ransport Sec 


DECATUR CARTAGE CO., INC.,,| 
OF INDIANA 


Decatur | 
Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Ill. 
Telephone—Victory 6000 


. ALTER MULLADY, President R.A. BAENSCH, V. P.-Traffic| 


yy arg CARRIER—I. C. C. Certfs. 68909-80412; P. S.C. I. No. 418A-1- 10; 
P. S. C. 1. No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U.S. 
das, Established 1926. INSURANCE: Cargo, $50, 000-3100:00 Public 
Liability, $25, 000-$50,000; Property Damage, $50,000. 

Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indi- 
anapolis, St. Louis, Quincy, Peoria and a ‘thousand and one other spots in the great 
area on > sod sal . served day and night by our great fleet of modem 
transportation service whose d bility amply proves 
MIDWEST, DECATUR IS BEST.” 

























transports 
that “FOR : SHIPMENTS 





Clemans Truck Line, Inc. 
Established 1929 Incorporated 1934 


815 E. Pennsylvania Ave., South Bend, Ind. 
A. C. Clemans, Pres., A. C. Scheetz, T. M. 
C. L. Jones, Secy.-Treas. Tel. 39381 


COMMON CARRIER: I. C. C. Certificate No. ed —P, S: 
C. I. Nos. 692-A-2-3-4-5-6-7 ang Ia P. S.C. 1. Nos, 
693-A. owed Interstate Indiana—M. P. U. C. No. C-548 Inter- 
state- 


SERVICE: Res coves oe betwen. Elkhart, tiemcotie, 
Kokomo, LaPorte, outh and Roches 
Indiana; Battle Creek, Grand Res 2 ne a Three Rivers 
mn a and Louisville, Ky. | intermediate points served be- 
rand Rapids, Michigan, and Louisville, BE 
ne UNITS: Novag 54; Trailers 60, (39 vans, 20 one 
1 flat); 26 Trucks (17 vans, 9 open). All Company own 
—— , Chems 50,000 and 100,000 
America) ; 


lic Liability, 25,000 and 100, 
Worse 












; Proper 
men’s Compensation, (Michigan 


“ SAFE—COURTEOUS—SERVICE 





These Features 


Make This Section 





e . <2 e * J. F. 
Distinctive and Efficient to Use 
C 
Vi 
I. GRAPHIC PRESENTATION OF Ee 
OPERATIONS 36 1 
1. The maps are prepared by THE TRAFFIC WORLD— = 
all according to one key—and are therefore uniform. 
2. The maps show accurately the routes covered by each 
line and the points of interchange. 
3. The maps show which routes are INTERstate and 
which are INTRAstate. You see at a glance if any one 
line can do the job you want done. 
II. EASY TO USE—EASY REFERENCE 
i. An alphabetical index of companies. 
2. Grouping of advertisements so that lines serving, in 
general, the same areas are together. 
Ill. FACTUAL UP-TO-DATE COPY Fie 
Data, including maps, are kept up-to-date by a monthly ance 


check-up with each advertiser. 
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CENTRAL & EASTERN STATES Serial Page 543 
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Tidewater Express Lines, Inc. 


Warner and West Streets 
Baltimore 30, Maryland 







‘Maps and Information in this Section 
Superior to Any Other Type Published!’’ 


Not so long ago, an industrial traffic manager of a 
leading industrial manufacturing company in Milwau- 
kee, Wis., wrote this: 


O. M. Bulla, Traffic Manager Call Sai ogo 8050 





~Traffic 





een 1aa “In the wane of the Traffic World which is 
a Us| published in the third week of - month, 
‘ag cil you have a Motor Transport section. We find 
__ reat that the maps and information which is pub- 
ply proves lished in this section to be superior to any 


other publication of this type, which we have 
seen. 





“We would like to be advised if the maps and 
other information which you show in the 
Motor Transport section are available undef 
separate cover. If not, what suggestions do 
you have relative to filing these pages to make 
them readily available for reference works?” 





It is little wonder that this typical leading shipper finds 
this motor transport section so helpful—information and 
maps are set up according to shippers’ specifications. 










Complete insurance coverage—Dependable refrigerator service—Equipment con- 
sists of vans, open tops and refrigerators—Semi trailers capacity to 36,000 Ibs. 





























OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195); Bellevue 


* 

(Phone 241); Cleveland, SSrd_& Hamilton (Prospect 5350) : Civde, 402 
orwa ruc DW Se ering 8. (Phone 2561) : Defiance (Phone 556); Elyria, 124 Maple Bt. 
(Phone $484) ; Fremont, 100 E. State St. (Main 2825) ; Lorain, 202 11th 
St. (Phone 4135); Mansfield, 898 N. Main St, (Phone 21606) ; Medina. 
254 Smith Ra. (Phone 22181); Napoleon (Phone 28741): Norwalk. 
36 Woodlawn Ave. (Phone 266): Sandusky, 30 W. Perkins St. (Phone 
2276); Tolede, 145 8. St. Clair St. (Adams 429i); Vermilion (Phone 

3363) ; Warren (United Terminals) (Phone 4886). 


“Satisfy your Customers with 
Norwalk Service” 


J. F. Ernsthausen COMMON CARRIER MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105); Battle 

se President 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First St. 
.C.C Certificate No. 710: (Phone 6228); Detroit, 176 8. Campbell St. (Vinewd 2-1435); Flint. 

Cc. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 






Vice-President 8-6427) ; Jackson, 336 8S. Otsego Ave. (Phone 7483) ; Kalamazoo. 115 West 
Bush St. (Phone 22423): Lansing, 904 E. Hasel St. (Phone 49401): 
Established 1921 Monree, 715 8. Telegraph Rd. (Phone 1032): Pontiac, 376 N. Cass Ave. 
Incorporated (Ohio) (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 
INDIANA TERMINALS—Aubum, 334 W. 9th St. (Phone 618-3); Etk- 
36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
Telephone—266 St. (Anthony 4363): Goshen, 1201 8. 10th St. (Phone 111); Hammond, 
a oo 
orm, H ay : 
NORWALK, OHIO City (Phone 687); South Bend, 843 Rush St. (Phone 89821). 
























each ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 8. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
and (@ A\ 
r one (ie ») 
ce BINS se 
‘ CU \ Ate 
>E han, ( AY. | ue 
z, in 
ry INSURANCE a *Blanket Employees Bond 
* Cargo, $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bonded 
sia ns. Ce.). ndhagee = Liability, by new A. T. A. bond. EQUIPMENT 
perty Damage, orkmen’s ed); 
Compensation, and Liability Insur- TARIFF AGENCIES ae ran wernt pornos ry i ? 
ithly ance on All Terminals (The Travelers Central Motor Freight Assn., Inc. 208 delivery tracks (139 company owned) 


Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau 
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course available by mail. 
qualified to prepare for practice. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 
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Educational Courses 


1. C. C. PRACTITIONERS. ‘The only practical, authentic I. C. law 
Restricted to Attorneys, Practitioners or those 
Includes Freight Forwarder Act. 


TRAFFIC WORLD 


Situations Wanted 


cf ai ap I a a tc 

TRAFFIC MANAGER available, exceptionally qualified, college 
graduate; experienced in all phases of industrial and carrier traffic, 
excellent rate background, recognized ability and references. Address 
Box 522, Traffic World, Chicago Office. 





POSITION WANTED as traffic manager with industry or associa- 
tion having sufficient volume to warrant employment rail traffic officer 
with twenty years’ experience rate-making and commerce work; reg- 
istered practitioner competent handle and brief without counsel. Refer- 
ences: Inquiries confidential. Minimum $6,600. Address Box 532, Traffic 
World, Chicago Office. 





TRAFFIC MANAGER. Registered I. C. C. practitioner with years 
of industrial traffic experience. Best of reference and details upon 
inquiry. Address Box 533, Traffic World, Chicago Office. 





AUDITOR ACCOUNTANT, Office Manager. Accountant now em- 
ployed as Secretary-Treasurer with carrier as controller with over 
twenty years’ accounting experience as carrier specialist desires posi- 
tion as auditor or controller. Some traveling preferred. Address Box 
531, Traffic World, Chicago Office. 


TRAFFIC MANAGER or Assistant in or near Chicago. 16 years’ 
experience, 10 industrial, 6 commercial plus traffic schooling. Capable 
of handling all traffic matters. Age 34, married. Address Box 530, 
Traffic World, Chicago Office. 


Operating Rights 
I. C. C. AND M. D. P. U. CERTIFICATES listed for sale, purchase 


or exchange. Northeastern Truck Bureau, 45 Milk St., Boston, Lib. 
4444, Est. 1941. 


Wanted 


BOUND SET I. C. C. reports not incl. finance volumes—will also 
consider complete traffic library. Address Box 527, Traffic World, 
Chicago office. 


For Sale 


SPECIAL OFFERING 


Immediate Delivery 
60—50-Ton, 40-Ft., All Steel, Gondola Cars. Built 1919-1921 


Some of these cars equipped with 
type “AB” Air Brakes 


These cars just released from revenue service. 


IRON & STEEL PRODUCTS, INC. 


41 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"‘ANYTHING containing IRON or STEEL" 


FREIGHT CARS—IMMEDIATE DELIVERY 


3—Gondola, All-Steel, 5742-Ton 
22—Hopper, Twin, All-Steel, 50-Ton 
61—Hopper, Side Discharge, All-Steel, 50-Ton 
75—Hopper, Side Discharge, All-Steel, 70-Ton 

6—Dump, K & J, 20-Yard, Automatic Air 

7—Box, 50-Ton, 50-Ft., Automobile, All-Steel 
40—Box, 40-Ton, 50-Ft., Single Sheathed 
24—Box, 40-Ton, 40-Ft., Single Sheathed 

5—Caboose, 8-Wheel, Steel Underirame 
54—Tank, 8000 & 10,000-Gallon Capacity 

Coiled and Non-Coiled, Class II and III 

51—Tank, 8000-Gallon, Class IV 
58—Flat Cars, 50-Ton, 43-Ft. 

4—Flat Cars, 40-Ton, 50-Ft. 

1—Baggage Cars, 60-Ft. All-Steel 

1—Passenger Car, 52-Ft., All Steel 


IRON & STEEL PRODUCTS, INC. 


41 years' experience 


13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 
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‘It’s a Studebaker truck...it’s a pretty safe 
bet a smart man runs that business!”’ 


‘poet Studebaker Coupe Ex- 
press Pick-up you see in the 
picture above is a full-fledged team- 
mate of 197,661 Studebaker mili- 
tary trucks that wrote brilliant new 
pages of transport history at the 
fighting fronts. 

It’s smaller in size and in load 
capacity, of course. But it has the 
same kind of stand-up stamina as 
Studebaker’s big, powerful army 
trucks. 

This means it makes few trips to 
the repair shop throughout its long 
life, thanks to a combination of top 
quality materials and painstaking 
craftsmanship. 


Makes upkeep hit the downgrade! 


Informed truck operators, who use 
hard, cold facts as their buying 
gauge, know there’s nothing to 
match the gas-saving and tire-sav- 
ing record of Studebaker trucks. 

Those savings are a logical re- 
sult of advanced principles of de- 


sign developed and perfected by 
Studebaker’s truck engineers in 
their great scientific laboratories 
and on Studebaker’s unique, 800- 
acre, million-dollar proving 
ground. 

It isn’t possible just yet to meet 
all demands for this good-looking, 
restful-riding half-ton Coupe Ex- 
press. But Studebaker’s truck manu- 
facturing facilities have been greatly 
expanded. And the time is comin 
when a full supply of Studebaker 
half-ton, one-ton and still larger 
models will be available. 

Don’t settle for anything less than 
Studebaker quality and economy. 
Make arrangements now with a 
nearby Studebaker dealer to give 
your new truck needs his special 
attention. 


STUDEBAKER 


South Bend 27, Indiana, U.S.A. 
BUILDER OF TRUCKS YOU CAN TRUST 


Studebaker’s full line of top value 
trucks in all sizes includes this big, 
husky M-16 model, available as cab and 
chassis for standard stake or special 
bodies. It’s powered by the highly effi- 
cient 6-cylinder Hy-Mileage Stude- 
baker engine. Also in production now is 
a versatile one-ton Studebaker Pick-up. 





@ The Davidson brothers will tell you that the suc- 
cess of the Davidson Transfer & Storage Co., Balti- 
more, results from this: 


A knowledge of the component parts that make up 
the “know-how” of truck transport. 


They will point out that this knowledge began 
with their father 50 years ago, when a horse-drawn 
dray with the name Davidson on it appeared on the 
streets of Baltimore. 


They will show you that their business employs 
619 people, maintains five terminals and operates 
358 pieces of equipment with International Trucks 
and Tractors predominant. They will show you how 
their business is conducted with almost watch-like 
precision. 

They will, in short, show you evidence of busi- 
ness efficiency of the highest order. 


But go out on the loading dock, into the shops, 


or through the offices and you find evidence of an- 
other kind. You find an employe morale that ranks 


Davidson high among companies whose personnel 
relations are best. You find that long employe serv- 
ice records are common, until you are not surprised 
when a foreman or superintendent says, “Oh, I’ve 
been with Davidson for 25 years.” And you find that 
the Davidson employes work their heads off to give 
shippers service, because good service to shippers 
means success for Davidson. 

Sure, the Davidson operation is efficient. Probably 
none in the truck transport business is more efficient. 
But contributing greatly to Davidson efficiency is 
something even more admirable—the human some- 
thing that exists between the Davidson management 
and its employes. 

And after 50 years in the cartage and transport 
business, that human something is, most certainly, 
the thing in which the Davidsons take greatest pride. 


Motor Truck Division 


9 
INTERNATIONAL HARVESTER COMPANY » q 
180 North Michigan Avenue Chicago 1, Illinois L 


A 


Tune in “Harvest of Stars” Sunday, 2 p.m. Eastern Daylight Time. NBC Network INTERNATIONAL 
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